
REPORT OF THE CHIEF OF THE DIVISION" OF SAFETY COVERING „ ^ 
THE INVESTIGATION OF AN ACCIDENT WHICH OCCURRED ON > W 

THE WESTERN MARYLAND RAILWAY NEAR THTTRMONT, M D | t'^ 
ON JUNE 24, 1915 'mk^P^J: *&JJS K 

U%#pm#& - J U T J T 3 0 ) 1915 

l o the C o m m i s s i o n . \ ut^-X^- \ , . 
ON JUNE 24, 1915, THERE WAS a HEAD-end COLLISION BETWEEN TWO PAS- 1 

SENGEI TIAINS ON THE WESTEIN MARYLAND RAILWAY NEAI THUIMONT, 
MD , WHICH RESULTED IN THE DEATH OF^PASSENGEIS AND 4 EMPLOYEES, 
AND MJUIY TO 15 PASSENGEIS, 5 EMPLOYEES, and 3 OTHEI PEI SONS 

AFTER INVESTIGATION AS TO THE NATURE AND CAUSE OF THIS ACCIDENT I 
BEG TO SUBMIT THE "FOLLOWING REPORT ^ ^ J ^ ^ * r 

THE FIIST DISTRICT OF THE EASTERN DIVISION OF THE WESTERN MARYLAND 
EADWAY, ON WHICH THIS ACCIDENT OCCURRED, EXTENDS FIOM BALTIMORE, 7 

M D , TO HAGEISTOWN, MD FROM BALTIMORE TO EMORY GROVE, A DIS- T <• 
TANCE OF 20 MILES, THE LINE IS DOUBLE'TIACT AND' FIOM EMORY GIOVE^ 
WESTWARD TO HAGEISTOWN, A DISTANCE OF 66 JMLES, BETWEEN WHICH POINTS" . " 
THIS ACCIDENT OCCURIED, IT IS SINGLE TRACT ' N O BLOCK SIGNAL SYSTEM IS •• 
IN USE THE MOVEMENT OF TI AINS IS CONTROLLED BY TIME-TABLE AND TRAIN " > 
ORDERS, WHICH ARE TRANSMITTED BY TELEGRAPH, EASTBOUND TRAINS BEING 

SUPERIOR BY DIRECTION ,.V .'C'^Vlf/it * ^ V. * f 
ON THE DAY OF THE ACCIDENT EASTBOUND PASSENGER TRAM NO 10, EN 

ROUTE FIOM HAGERSTOWN TO BALTIMORE^ CONSISTED OF ENGINE 203, ONE" 
BAGGAGE AND EXPRESŜ CAR "of wo6|KN^OTS|MCTION, AND TWO STEEL under-3# 'Z 
FRAME COACHES ' 1 TT^WAS in̂ CHARGE of^ONDUCTOR SEIGMAN AND ENGINE^\ ' ' 
MAN COOK, AND LEFTrHager|TOVN\l 4 ^ L £ P M , ' O N TIME 'BETWEEN ^ 
HAGEISTOWN AND PEN !MAR ? A DIS|AIIQE^o£LS MILES, THE* TRAIN was'de-^*. 
LAYED AT SEVERAL STATIONS LOADING^^RESSFAMI IT ARRIVED AT'PEN MAR , -
AT 5 04 P M , 1 1 MINUTES LATE AT PEN MAR THE TIAIN WAS GRVEIL TRAIN F; 
OIDEIS 57 AND 71, WHICH READ* AS follows 
" O I D E I 5 7 f f - ' ^ V ' " - ' ; . f * 

" NO 10, ENGINE 203, DISPLAY SIGNALS PEN MAR TO HILLEN FOR en-' _ , s* 

• ' • ^ ^ M m m > - - « t : ; > 
"ORDEI 71 \ , „ 5 1 • i <-* " 

" N O 11, ENGINE 209, MEET NO 2,ENGINE 205,ATMONOCACY 1ST NO 
10, ENGINE 203, AT FLINT ATID HAS right over,2d NO 10, ENGINE 156, : 'V^ 
WESTMINSTER TO PEN MAE 2D NO 10 starts FROM PEN MAR PARK 1ST ° 
NO 10 TAKE SIDING AT FLINT ' j,<' ' „ 

3 7 6 0 - 1 5 ^^^^ffm^^-1 * '^^^r-

r 
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First No 10 departed from Pen Mar at 5 09 p m , 16 minutes late, 
and ai rived at Highfieldj 1 9 miles'east, at 514 p m, 14 minutes 
late At Highfield the train received train order No 74, which 
reads ' '-i - - I T 

"No 11, engine 209, meet 1st No '10, eng 203 at Sixty instead 
Flint 1st No 10 take siding " , , 

This train order advanced first No 10 from Flint to Sixty, 2 2 
miles eastward, against No 11 The conductor deliveied this older 
to the engineman and upon returning to the tram he noticed an 
unusually large amount of express mafctei to he loaded, and antici­
pating a delay, he went to the telegraph office and told the operator 
to mfoim the dispatchei that ihst 10 would be delayed until about 
5 27 Upon receipt of this information the train dispatcher issued 
order No 75, reading 

" Order No 74 is annulled " 
This order canceled all of the tram order meeting points between 

fiist No 10 and No 11 and left fiist No 10 on its time table lights 
superior to No 11 by* direction First No 10 departed from High-
field at 5 27 p m, 27 minutes late Between Highfield and Flint, 
a distance of 7 miles, several stops were made to receive and dis-
chaige passengers t I t passed Flint, which is a nontelegraph station, 
and was running at a speed of about 18 miles per hour when it 
collided with No 11 at 5 47 p m, near the middle of bridge No 97, 
which is located 1 4 miles east of Flint 

Westbound passenger train No 11, en loute from Baltimore to 
Hagerstown, consisted of engine 209, one baggage car of wooden 
construction, all-steel Pullman parlor cai Penseroso, and 3 coaches 
with steel underframes It was in chaige of Conductor Eckert and 
Engineman Snyder and left Baltimore at 3 25 p m on time At 
Westminster, 34 miles west of Baltimore, it received train order No 
71, previously mentioned No 11 departed from Westminster at 4 34 
p m, 3 minutes late Between Westminster and New Windsor, a 
distance of 7 4 miles, the locomotive developed a hot journal and at 
New Windsor the conductor notified the dispatcher that the tram 
would be delayed at Union Budge, 4 miles faither west, for the pm 
pose of packing it The tiain was delayed at Union Budge 17 min­
utes cooling the hot journal and departed at 5 12 p m , 22 minutes 
late At Thurmont, 13 7 miles west of Union Budge, the tram 
received order No 76, reading 1 

"No 11, engine 209, inn 15 minutes late Highfield to Edgemont 
and 10 minutes late Edgemont to Hageistown " 
No 11 departed from Thurmont at 5 42 p in ,25 minutes late, and 

while l mining at a speed of about 20 miles per houi collided with 
first No 10 on bridge No 97, located 2 2 miles west of Thmmont 
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Budge 97 is located on a 4& >pnrye, the inside of the cuive being 
toward the south A t the east end of the bridge is a rock cut about 
300 feet in length, having a maximum depth of 40 feet *The track 
passes through this rock cut QO an 8° curve to the south 540 feet long 
Immediately west of the bridge is a curve to the south of 10° 40', 
340 feet m length Approaching the point of accident, the engine 
man of tiain fiist No 10 had a view of the track ahead for about 
400 feet, while the engineer of tiam No 11, on account of being on 
the outside of the curve, probably could not see first No 10 until ]ust 
befcie the collision occurred Foi more than a mile west of the 
point of the accident there is a grade of approximately 1 45 per 
cent descending eastward, while between budge 97 and Thurmont 
it is slightly gi eater The weather at the time of the accident was 
cleai 

Budge 97, on which the accident occurred, is a steel plate gilder 
budge 298 feet long and 70 feet high and carries the tiack ovei 
Owings Cieek It is supported by latticed steel pieis and leenfoiced 
with wooden bents The budge was designed foi double track, but 
the second tiack has not been laid The speed of tiams over this 
budge is lestucted to £0 miles pei hour by signboards placed at each 
end of the budge 5 J ! H ' , ' ^ J ' 

The foice of the collision diove both engmes together, badly dam 
agmg the fiont ends The cistern of the tender of engine 209, of No 
11, was forced to the south and fell from the bridge The baggage 
car on No 11 buckled upward in the middle and fell from the bridge 
on the south side, coming to lest in an inverted position on top of the 
tank at the bottom of the lavme, 70 feet below The frame of the 
tendei of engine 209 was pushed backward under the west end of the 
body of pailoi car Penseroso, foicing the west end of the car to thfl 
south When the car came to lest its west end was overhanging the 
bridge about two-thirds the width of the car, and the west end of the 
body of the cai was tilted forward and downward ̂ at an angle of 
about 15° The other cars m tiam No 11 were but slightly damaged 
The tendei of engine 203, on fiist No 10, was forced slightly backward 
mto the east end of the baggage car, and the west end of the baggaga 
car was telescoped foi practically half its length by the coach fol­
lowing 

The bridge on which the accident occurred was slightly damaged 
The noith girder span at the point where the engines came together 
was depressed The shelf angle attached to the girder was crushed 
down about 2£ inches, and the wooden bent just east of the depres 
*ion had slightly settled After the wreckage had been removed, 
without making iepairs*to the tiack or budge, trains were pei nutted 
to pass ovei the budge at a speed of 6 miles per hour , 
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Investigation developed that in accordance 'with the custom on 
this division, Traih.r Dispatchei"5 Blodm^lssued order No 71 to first 
No 10 at Pen Mar and to No 11 at Westminstei, making a positive 
meeting point at Flmt, which was also the time table meeting point 
This was done to insure that No 11 would make that point in case it 
should meet with some slight delay and in consequence thereof be 
unable to reach the regular meeting point on its time-table rights 
When Dispatcher Bloom learned that No 11 was being delayed at 
Unicn Budge on account of the hot journal, he decided to advance 
fiist No 10 against No 11 and accoidingly issued ordei No 74 to 
fiist No 10 at Highfield, and to No 11 at Thuimont, changing the 
meeting point fiom Flint to Sixty Aftei this ordei had been issued 
he learned of the delay to first No 10 at Highfield, due to loading 
expiess which m turn would delay No 11, and decided to change the 
meeting point back to Flint With this in mind he issued ordei No 
75 addressed to first No 10 at Highfield and to the operatoi at Thui­
mont annulling order No 74 'But, according to the mles, order No 
74 supeiseded order No 71, and as order No 75 annulled order No 
74, first No 10 was left without oiders and, by its time-table rights, 
it wae supenoi to No 11 Order No 74, addressed to No 11 at 
Thurmont, had not been delrveied, therefoie, when order No 75 was 
recencd by the operator at Thurmont, addressed to hrm, in accord 
ance wrth the rules, both or ders No 74 and No 75 being no longer in 
effect, were filed away This_resulted in No 11 still holding order 
No 71, giving it the absolute light to go to Flint to meet fiist No 10, 
while on the other hand first No 10 expected No 11 to give it a cleai 
track • 

Train Dispatcher Bloom stated that he is familiar with the rules 
governing the movement of tiains by tiam oideis, but at the time he 
issued order No, 75 he was momentarily undei the impiession that m 
annulling order No 74 he lestored order No 71, fixing the meeting 
point at Flint, and inasmuch as No 11 had not received oider No 
74, it would be unnecessary for that train to have a copy of the 
oider annulling it He stated that after issuing oider No 75, he was 
busy with ether trains, and did not notice the eiror until the accident 
was reported by the operator at Thurmont He also stated that on 
the afternoon in question, the wnes were working badly and had been 
m tlcuble moie oi less for a week, and as a lesult, at the time he 
issued cider No 75, he was veiy busy with tram oideis and messages, 
and had more woik than one man cculd pioperly look after He 
stated that if he had had moie trme to think, he probably would 
have noticed the mistake Dispatcher'5loom stated that about a 
year ago, two divisions had been consolidated, and at the present 
time one set of train dispatchers is handling the same work 
that was foimeily handled by two sets He stated that as a 
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t <- ? dispatcher he controls^theMnovement "of trains over 180 miles 
of track, 20 miles of .which is double, and at the time of the 
accident theie were 12 eastbound and 11 westbound trains under 
his supen lsion He also stated that during a period of duty of 8 houi s 
he usually handles from 35 to 40 orders per day and in addition sends 
about 10 messages instructing trams to move cars, he also keeps a 
recoid of delays to all tiains It is his opinion that 25 ordeis in an 
eight houi trick would make a fair day's work for a train dispatchei 
Dispatchei Blcom stated that during the penod of 1 houi and 45 
minutes he had been on duty at the time the accident occurred he 
had been delayed about 30 minutes by wire trouble 

Operator Lutz at Highfield stated that shoitlv after delivering 
•j older No 74 to the conductor of first No 10 the conductor came 

back and sard his tram would be delayed until 5 26 oi 5 27 handling 
j expiess He notified the dispatcher^ who immediately issued older 

No 75 When older No 75 wasMelivered, the conductor remaiked 
"Ne-n, I don't have anything on* No 11" He, Lutz, replred 
"Doesn't the first meetmg point stand 8" to which the conductor 
ansueied " Oidei 75 annuls the whole business " He stated that he 
drd not expenence wire trouble to any extent that afternoon ^ 

Opeiatoi Dannei, at Thurmont, stated that upon receipt of order 
No 75 he filed oidei No 74 He did nofrmention orders Nos" 74" and 
75 to the ciev, of No 11, and, as far as he knows, they knew nothing 
of them He stated that after receiving ordei No 76 Conductor 
Eckeit lemaiked as he was going out the dooi "We meet them at 
Flmt " At that time he was not aware theie had been an error m 
the handling of the ordeis 'He stated that there had been a little 
wne trouble that afternoon, but he had not had any difficulty in 
communicating with the dispatcher ibefoie the accident 1 

Conductoi Seigman', of train firsft^o 10, stated that after deln er 
ing order No 74 to his engineman^ atf Highfield he found his tiain 
would be delayed loading expiess and notified the drspatcher, where-

\ upon the dispatcher issued order Np 75 annulling order No T4 
When he leceived order No 75 from,the operator he 'remarked, 
" Now, this takes ordeis from us, and we run by rule Must be some­
thing wrong with No 11 " >He delivered order No 75 to his engine 
man, T\ho said, "This leaves us nothing " Approachrng the point of 
the accident, he was sitting on the right side of the coach next to the 
baggage cai, and looking out of the window he saw the engine of 
tram No 11 emeiging fiom the rock cut and entering upon the 
bridge, a moment later the biakes1 were applied, and then the col­
lision occurred " "*T - * 

Conductor Eckert, of train No 11, stated that at Westmrnster he 
received older No 71 to meet fiist No TO at Flmt Befoie leiung 

' .1 
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Westminster he notified the dispatcher that his train would be de- H 
layed at Union Bridge Cooling a hot box Upon arrival at Thurmont ' 
the opeiator delivered to him order No 76, requnmg No 11 to run 
15 minutes late Highfield tto Edgemont and 10 minutes late Edge 
mont to Hagerstowfr As he took this older fiom the operator he 
lemarked, " It's a wonder they did not change No 10 " The operator 
replied, " No 10 is late, too " The operafcoi did not mention any 
other oiders to him After he deliveied the ordei to the engmeman 
the tram pioceeded Prior to the collision he did not feel the 
brakes applied and had no warning of the impending accident 

This accident was caused by an enor on the part of Dispatcher 
Bloom in assuming that an older, aftei having been superseded, 
could be restoied by annulling the superseding order 

Pi 101 to entering"the seivice of the Western Maryland Railway 
Dispatcher Bloom had been in the employ of the Baltimore & Ohio 
Railroad 3^ years as an opeiator and years as terminal tram dis­
patcher He enteied the service of the Westein Maryland Railway 
in May, 1D13, and was employed as dispatcher and chief dispatcher 
at Baltimoie until the offices were consolidated in March, 1914, at 
which, time he was tiansfeired to Hageretown as a dispatcher He 
has piactically a clear iecord and is consideied by his supenois as 
one of their best dispatchers 

On the day of the accident Dispatcher Bloom went on duty at i 
p m , and dunng the time he was on duty the records show that he 
had issued 11 tram oideis, and orders had been completed at times 
shown below 

414, 415, 4 21, 4 29, 4 34, 4 49, 4 50, 4 58, 4 59, 5 02, 5 07, 5 15, 5 25, 
5 32, 5 34, and 5 39 p m * <• < " 

The records also show that during the 16 days pnoi to the acci­
dent Dispatchei Bloom issued an average of 29 orders each day dur­
ing his trick of 8 hours The gieatest number issued on any one day 
during that period was 45 1 *- J % ~ ' 

Chief Dispatcher Krfons stated that for about a week prior to the 
accident there had been some wire trouble, but the trouble had been 
located in one of the office cables and had been cleared at 9 05 on the 
morning of the accident Since that time there had been no wire 
tiouble reported to him He stated that the only complaint which 
he received from the dispatchers relating to overwoik came from 
Dispatchei Bloom, when on one occasion he said, " If you have any 
other man who can do better work than I can, put him on " He 
stated that the messages which Dispatcher Bloom was required to 
fend were the usual messages handled by dispatchers regarding the 
picking up of cais 

Supt Biendel stated that improved operating conditions had 
lessened the dimculties and delays m handling tiams and had effected 
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5 such a reduction in thelyimber of dispatching movements that two , ̂ ' 
tets of dispatches^were no longer necessary vtb care for the traffic on , 
this district . 7̂*g-C' - -1* j 

' Data was produced to show that during the month of March, 1914, 
just prior to the consolidation of dispatchers, there was a total of 
349 engine failures, as compared with 69 duiing the conesponding 
month of the piesent year It was also shown that durmg the month 
of Maich, 1914, theie were 216 employees on duty longei than the 
period provided by fixe houis of service act and none duiing the cor­
responding month of the present year The records show that there 
i' a daily aveiage of 22 train movements over the section of track 
wheie the accident occurred 

Superintendent of Motive Power Warnock stated that when lie 
came with the road, about October 1, 1913, the company owned a 
total of 280 locomotives, 80 per cent of which weie unfit for service 
At that time, due to run down conditions, there was an engine failure 
lecoided every two hours, day and night, and it required about three 
crews to get a tram over the road He stated that the powei is now 
m good condition, and durmg the month of June, up to the day of 
the accident, no engine failures had been reported 

General Supenntendent Ennes stated' that he came with the West­
ern Maiyland Eailway as general superintendent March 20, 1914 
Smce that time a great deal of attention has been given to improving 
the general condrtions He stated that he believes automatic block 
signals afford an additional safeguard to train operation, and he 
believes that had there been such an installation at the point of ac 
cident, the accident would have been prevented He stated that at 
the time the present management came to the propeity theie were 
but 5 miles of block signal'installation on the entne Western Mary 
land line, which comprises 735 miles of track Howevei, durmg the 
last yeai 57 miles of ̂ automatic block signals were contracted for and 
installed, and during the coming season it was expected that block 
signals will be installed on oO miles on fchrs division, and it is hoped 
that 50 additional miles will be installed each year until the entne 
system is so equipped v -

Duiing the latter part of the year 1912 the following collisions, 
which occuned on this division'of the'Western Maryland Railway, 
were investigated ** y 

October 7, 1912, a head end collision between two fi eight trams 
neai Kobeen, Pa , which resulted' in the death of four peisons, in-

If- ]uiy of foui peisons, and propeity damage amounting to $16,250 
$Lr The accident was caused by the failure of the train crew of an extra 
Wf-J to keep cleai of an opposing extra as directed by tram order 

November 27, 1912, a head end collision between two freight tiains 
at Blue Mountain, M d , which resulted in the death of one person, 
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injury to six, persons, and property aaiqage amounting to $7,020- S 
The accident was caused by the failure of'a tram crew to examine the " 
bain legister to ascertain if all opposing trains had airived 

December 6, 1912, a head end poUision.between a passengei and a 
fieight train near Pen Mai, Md , which.resulted in the death of five 
pei sons, nrjmy to nine persons, and property damage amounting to 
$11,341 87 The accident was caused try the mishandling of tram oi­
deis on the part of a train dispatcher \ • 

All of these colhsions were caused by the failuie of employees 
picpeily to perform their dutieŝ , and occurred undei the time table 
and tram ordei method of opeiation, without the protection affoided 
by a block system In each report covering the investigation of these 
accidents it was lecommended that aî  adequate block system be m 
stalled on this line to prevent the recuirence of similai accidents 

The block signal leport of the t Westein Mai \ land Railway of 
Januaiy 1, 1914, shows no block system in sen ice The lepoit of 
Januaiy 1, 1915, shows that the" company opeiates 662 miles of road 
(733 miles of track), over which passengei tiains aie opeiatsd, 62 
miles, oi 8 4 pei cent, of which are equipped with automatic block 
signals , , - , 

In this connection attention is called to the statement of Geneial 
Supenntendent Ennes, in which he^says it is hoped that 50 addi­
tional miles of block signals will be installed each yeai until the 
entne system is so equipped At the end of the piesent year ap-
pioximately 112 miles of tiack will have been completed, leaving 
623 miles unsignalled Unless the annual installation is incieased, it 
can not be expected that this line will be entnely .piotected with 
block signals for at least 12 years 

In a number of previous accident leports attention has been called 
to the inheient weaknesses of the time-table and tiain oidei system 
of opeiation, which depends entirely upon the human element and 
piesents many opportunities where an error or mistake on the part of 
a single employee, oî  his faihneto perform his dutieb piopeily, may 
not be detected in time to aveit an accident In this instance, on the 
Westein Maiyland Railway, an experienced tiam dispatcher failed 
to provide proper orders foi" directing the intended tiain move 
ments, under this system of operation no "means weie piovided foi 
detecting such a failure on the pait of the dispatchei 

In view of the volume of traffic the installation of an adequate 
block signal system is urgently required 
' Respectfully submitted 

, „ ' ^ ' . ' H W BELNAP, 
* - -> Chief, Division of Safety 
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