
Xn re Investigation of en accident which 
occurred on the Philadelphia, Balti­
more ft Washington Railroad near 
ferryman, Jtd#, October B3, 1916* 

HovfflEfeer 16, 191a. 

On October S3, 1916, there was a derailment of a 
freight train on the Philadelphia, Baltimore * Washington 
Ball road near ferryman, lid., the wreckage of v&ieh obst&soted 
an adjoining track and was struck fcy a light engine miming 
in tne opposite direction. This accident resulted in death 
to two employees and injury to two employees. 

the Maryland Division of the Philadelphia, Baltic-
more & Washington Railroad, on which this ac03 dent occurred, 
extends from Philadelphia, Pa*, to Baltimore. Md«, a distance 
of 99 miles* Xn the vicinity of the aeoldeni the line is 
double track sad extends north and south, the movement of 
trains is controlled by time-table, train orders and as auto­
matic block signal ays ten. 

the trains involved in this accident were southbound 
freight extra 5153, which had taken the passing siding Just 
south of ferryman station, a&d ran off the derail at the south 
end of the siding, and a northbound light engine, No* 40B9, 
running on the opposite track, which, struck the wreckage 
about two minutes after the derailment occurred* 

the distant signal, 631, for the home interlocking 
signal controlled frost PT tower and governing the southbound 
track, is located at a point 4,700 feet north of Perryiaan 
station. Beginning at this point and proceeding southward 
the track is tangent for 8,400 feet* this is followed by 
a IS-aainute curve to the right or test, 8,500 feet in length* 
the point of derail isat is on this curve, about 1,700 feet 
from its north end. the home interlocking signal is located 
4,500 feet south of distant signal SSI, FT tower being 900 
feet south of the home signal* the north switch of the pass­
ing aiding leads directly off from the southbound min track 
and Is located £80 feet south of Pf tower, the passing sid­
ing parallels the southbound track on the west and is 4,500 
feet long* At the clearing point of the south end of the 
siding, about £00 fe't from the point of the south switch, 
s derail is Installed on the west rail of the ̂ sas&ing siding* 
It ̂ as at this switch where the train, was derailed* 

Approaching the derail the view Is unobstructed for several hundred feet, there is a grade of *14$ descending southward. At the time of the accident the weather was clear* 



Southbound freight extra consisting of locomotive 
5155, 19 loaded* eS empty cars end ft caboose. In charge of 
Saginamaa Prancie and Conductor Murphy, left Sdgeaoor yard, 
Wii&aington, Bel., at 11,30 p, m., em route to Potomac yard, 
Virginia. At FT block station, 42 miles south of Wilmington, 
tbe train was brought to a stop at the hom« signal, Ae soon 
as the train stopped the br&kes were released and the train 
proceeded, having received a low speed indication. It entered 
the passing siding, the rear of the train passing the block 
Station at 8,13 a, a* After the looomotive entered the siding 
the speed of the train tnereestd end It was running at a speed 
of about EO miles per hour when it reached the derail, at the 
south end of the siding, and was derailed. 

The wheels of the locomotive aounted the derail and 
dropped on the west side of the rails the locomotive continued 
to run on the ties a distance of 1£9 feet, at i&ioh point it 
tipped over and same to rest on its right side. Both the en* 
ginemsn and firemen were killed, the tender also tipped on 
its side, but remained ooupled to the engine with its rear end 
on the roadbed, the first two or three cars were piled up 
about the tender in a mess of wreckage. About 10 cars back 
froa the engine there were four oars buckled outward to the 
east, one of which obstructed both of the main tracks. About 
10 oars farther back there were 3 or 4 ears buckled outward, 
also obstructing both main tracks, the rest of the train re-
malned intact. 

At about £.20 a, m., engine 4039, in charge of Engine-
men Cannon, running on the northbound track, em route from 
Baltimore to Perryvilie, collided with and ran through the 
first mass of wreckage which obstructed the northbound track, 
the cab was partly torn off and one pair of wheels of the 
pony truck was derailed, the engine continued a distance of 
about 600 feet and stopped at the point where the track was 
again obatrusted hy the buckled cars. 

The derail involved in this accident was a Hayes derail. 
It was hand-thrown and pipe-connected to the switch at the south 
end of the passing siding in such a manner that the main-track 
switch is open before the detail is removed from the rail. A 
telephone booth la located at the switch and before trains pull 
out on to the main line it is necessary to get permission by-
telephone from the operator at PT blook station, located on 
the right aide of the track, opposite to and connected with the 
derail is a lamp standard about 18 inches above the ties, bear­
ing a switch lamp which displays a purple indication when the 
switch is set to derail, and green for proceed, this marker 
is lighted by an oil lamp equipped with a long-time burner. 

Operator McPadtfen, in charge of PJ* block station, stated 
that he was Instructed by the train dispatcher to put extra 
5153 In on the siding at ferryman, to be passed by passenger 



train Ho* 189 j before extra 5105 arrived, he lined up 
the switches end set the signals for the movement* Be 
stated that when the looomotive passed his station it was 
jsovliig at a speed of 8 or 10 miles per hour, but after it 
had gotten on to the siding the speed of the train seemed to 
be increased* The rear of the train pea sad the tower at 
2.13 a* ®. 

Conductor ££urphv> of extra 5153, stated that Just north 
of Ferryman his train came to a stops after standing about 
two minutes the train proceeded. At that time he looked 
back, and seeing train ia9 approach, concluded that his train 
was to be put in on the siding or to be crossed over and run 
on the opposite track to the next station. As the rear of 
the train approached the block station, the speed of the train 
increased, but it was not until the caboose took the switch 
that he knew that th® train was going in on the sldiagt he 
then real!zed that it was running at an successive rate of 
speed and shouted to his fla&aan to ap^ly the air brakes* The 
flagman not responding immediately, he juaped from the cupola 
and opened the valve at the rear of the oaboose himself to 
secure a service application of the brakes. He stated that at 
the time he made the application of the brakes the train was 
running at a speed of about BS miles *er hour. The brakes 
took effect and the speed of the train was somewhat reduced 
when the crash came, the train running about BO car lengths 
after the brakes were applied* Conductor Murphy stated that 
before beginning the trip he compered watches end conversed 
with fegiueman Francis end, so far as he observed, he appeared 
to be in a perfeetly normal condition. He stated further that 
there were 84 care in hie train and the air brakes were work-
ing on all except fo ?r, and at each stop aiade prior to the 
train being derailed the brakes appeared to operate in the 
proper manner. Conductor Murphy further stated that the de­
rail at the south end of the passing elding bed been inetalled 
for at least five years, to his knowledge, and that it ie not 
an unusual occurrence for a freight train to take the siding 
at this point« 

Flagman Owens, who was riding in the caboose at the 
time the accident occurred, practically corroborates the state­
ment of Conductor Murphy. 

Head BreJceman Hadfield stated that approaching Perry-
&a&, he was riding on the fireman* s aeet of the locomotive, 
Upon reaching toe home signal, the train stop ed and started, 
and, when it reached the passing elding switch, took the sidings 
and as the train proceeded its speed increased. At that time, 
not being familiar with the road, this being bis second trip 
over this section, he supposed that the train had foe«^6llv®rted 
to a freight track. The first indication he had of anything 



unusual was when the locomotive left the raiie;he estimate* 
the speed at that time to have been, shout £5 miles per hour. 
Erakenau Hadfield stated that he did not see the light on 
the derail switch and does not reses&er looking in that di­
rection. Shortly before the accident occurred the fireman 
was standing in the gangway between the engine and tender, 
and Just before the engine left the track he saw the fireman 
mice a quick movement toward the engineraan, but he does not 
think he succeeded in reaching him before the engine reared. 
He felt no application of the brakes from the rear prior to 
the aoeldent* Brakemn Eadfield further stated that after 
he got off the overturned engine, he started back along his 
train: after proceeding a few car lengths he found a car 
blocking the opposite track, turning, he saw a headlight 
approaching from the south, and hie first thought was the 
safety of the approaching train. It occurred to him that 
by breaking a bond wire he might be able to set auto&atio 
signal No. 70%9 located Just south of the derailed engine, governing the northbound track, In the atop position. 
Accordingly, he broke one bond wire, but was unable to 
break the other. The loooaotlve was then so close thst all 
he had time to do was to light some matehee which he had and 
try to give a stop signal; this te did, but did not succeed 
in stopping the train* 

Bnginemen Cannon, of northband engine 4089, stated 
that approaching the point of the aoeldent his engine was 
running at a speed of about 45 ailes per hour. As he approach* 
ed signal 702, he found it in the caution position | he isw 
mediately closed the tnrottie and &ade an application of the 
brakes. Shortly afterward, he discovered a dim light, but 
did not know what it was, Th© first indication that he re-
ceivad of anything unusual was when the left side of the cab 
was torn away by coming in contact with the care obstructing 
the northbound track. At that time he estimate* the speed 
of his engine to have been about 30 miles per hour. After 
striking the wreckage his engine continued to run a distance 
ef 10 or 12 ear lengths; within a minute after the accident 
he looked at his watch, and it waa then £.20, Kagineman 
Cannon stated that about 10,15 on the evening previous, while 
on a southbound trip, he used the siding at Ferrymen and at 
that time the lamp on the derail at the south end of the 
passing siding was burning* 

Track Walker Dorsay stated that on the night of the 
accident he left Ferrymen on his trip southward at 1^*30 a* 
He siet with considerable delay extinguishing several burning 
ties, and reached the south end of the passing siding between 
1,30 and 1,40 a, m. At that time the light on the derail 
switch was burning brightly and eould be seen a distance of a 
quarter of a mile or more. 

Register Clerk Thompson, employed at Wilmington en­
gine house, stated that Knglneinan Francis reported and signed 



th* register at S«EO |* su At that time he cheeked up with 
&Lglnemai* Francis and found that he was supplied with proper 
time-table and ail supplements and special instructions* 
So far as he eould ascertain, Bn&lue&an Francis appeared to 
be in a perfectly nornul condition* 

Road Foressan of Baginsa Sproul stated that he arrived 
at the scene of the accident about 6.20 a* a. He found the 
throttle in a partly open position* The grass on the bank 
was burned by the exhaust from the engine, and the bank had 
been cut by the eeeentrlc crank; this led him to believe that 
the engine continued to run after turning over. He stated 
tliat practically all of engineman Francis* service as a fire* 
man had horn over this line* 

This aoeldent wae caused by the failure of Bngineman 
Francis, of extra 5153, to bring his train to a stop before 
reaching the derail switch &% the south end of the pas&ing 
aiding &t Ferryman, 

Investigation disclosed that in the interest of safety 
the Philadelphia, Baltimore & ^&3hin@ton B^ilroad has adopted 
the practice of inatailing derail switches at the ends of all 
passing sidings to prevent trains using the aiding from foul* 
lag the clearing point at either ends that this particular 
switch had been in service several years; that so far as 
could be determined there was nothing wrong with the locomo* 
tive or the brs&e system; that Engineman Francis was a com­
petent and careful employee* had passed a satisfactory ©x-
antaatlon and was familiar with the physical aharaeterlstice 
of the road, &nd as both he &nd his fireman are dead, it 
regains a natter of mere conjecture as to why he failed to 
bring hie train to a stop before reaching the derail switch* 

&glneman franoia was 33 years old; emteeed the ser­
vice of the railroad as flreo&n starch, 190&, and was promoted 
to enginemn in July, 1914* îrettan Randall was amp loved as 
firenaa in March, 1916* At the time of the accident these 
employees had been on duty 8 hours and 15 minuter* 


