Railroad: Peansylv i

Date: February 5, 1905

Location: Edgewood, id,

Kind of =accident: Rear-—end colligion

Tralns i1nvolved: Passenger and rreir-int

Casualties; 53 pussenzers and 18 employees
injured.

Cause: Fal'ur~ ol en ineam) to obey

s1wnicl indicabionsg,
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To the Commission: ) =50 T =T

On February 5, 1935, there was a rear>end collision between
a passenger train and a freight train on the Pennsylvania Rall-
road near Edgewood, Md., which resulted in the injury of 32
passengers, 3 railroad employees, 6 Pullman employees, and 10
dining-car employees,

Location and method of operation

This accident occurred on that part of the *aryland Division
extendi rg between North Point, near Baltimore, ¥d., and Brill,
near Philadelphia, Pa., a distance of 85.2% miles; in the vicinity
of the point of accident ihis is a double-track line over which
trains are operated by tise table, train orders, and an automatic
block and cav-siznal syster. The accident occurred 317 feet
north of automatic signal 733; approaching this point from the
south, the track is tangent for a distance of avout 4 miles and
then is a 0005!' curve to the left 552 feet in length, followed
by about 8& miles of tangent, the accident occurring on this
latter tangent at a point about 285 feet north of its southern
end, The grade is level at the point of accident.

The signals are of the position-lisht type, those involved
celng dwarf signal 15-E and automatic signal 736, which is mounted
on a mast and displays three indications, namely, clear, approach,
and stop-and-proceed. Dwarf signal 15-F governs movements from
Arsenal siding at Edgewood interlocking plang,.anl.is located
9,377 feet south of signal 736. The cab-signal sysStem is of
the position-light type and displays four indications, namely,
clear, approach-restricuing, approach and caution-slow-speed.

Under the rules, when an approach cab-signal indication is
displayed the engineman is reguired to approach the next signal
prepared to stop and a train exceeding one-half its maximum
aulhorized speed at the point involved must at once reduce to
r.ot exceeding that speed; when a wayside signal displayvs a stop-—
and-procecd 1adication a train must stop and is then permitted
to proceed at once, not exceeding 15 miles per hour, expecting
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to find a train in the block or the track otherwise obstructed

The maximum speed limit for ireicht trains in this vicinity
is 50 miles per hour.

It was snowing at the time of the accident, vhich occurred
about 11:57 a.m,

Description

Train o. 136, a uorth-bound passcaer train, consisted of
1 express car, 1 combination car, 1 coach, 2 Pullman sleepiag
carg 1 dlnluﬁ car, 2 Pullwnan slecplnr cars, 1 Pullman lounge
car, and 3 Pullman slecping cars, in the o“ner named, and all
of steel comstruction, heuled oy engine 337 and was in charge
of Couductor Shockley and Engineman Stcop, . Tris train passed
dvewood at 11:31 a,m., 12 minutes late, aud on reaching a
int about 1.32 miles bevond that point it stonped on account
OI tne steam pressure veiny; low, Torv of cleaning out the

front -end of the envine was then started and was about completed,

after the rtrain had deen standin about 5 minutes, when the rear
end was struck by Train *D-114,

Train I1D-114, a norti-bound local freight train, consisted
of six cars and a caboose, haulcd by engiune 321, and was in
charge of Counductor Veas ev and Engineman Quckle This train
stood on Arsenal siding at Eivewooﬂ uatil Train ZJo. 136 passed
and then pulled out tehind that train at 11:204 a.m., passing
dwarf siznal 15-E, which was displavi“g a caution-slow-speed
indication, with the same indication also Leing displayed by the
cab signal. After entering upon the main track the cav-signal
indication u&aabeﬂ to approach and the train proceeded, passed
the flagman of Train lTo, 136 and also siznal 735 displaying a
stop i1ndication, and collided with Train Fo. 138 while traveling
at a low ratc of spec.d.

The rear ent of the last car in Train Iio. 13c -vas raised
several inchnes and the entlre troin oved Torward avout 3 fecet
1t had been standing wit:h only the indepeadent cugine brake
applicd; all of tho cars in Train To. 135 sustaliicd rore or less
damage. The front end of cugine 3%l vas dameged and oné pair
of drl ring vheels derniled, +hile sevoral of The fro 210t cars

gre ddmape The rm11r0di erploy eeg 1rnjured —ere toac conductor
and orakeman of Train D114,

-

sumiary of evidence

Engineman 8toopex, of Traln To. 1538, atated that 1t was not

s



customary to whistle out a flag and that bc did not do so, The
work of cleaning out the front end netting hail about been Com— .
pleted when the collision occurred. It iras suovwing, butb ke had
experienced no dif:icultv in observing signal indications and
estinated that he saw the indication displayed by signal 752

from a distence of about 20 passenser car lencths, Firenen

Harris, a quulifaed engireman, corroborated the statemenis of
Enginenan Svoopes., Enginenan Aver, on special daty, also was

on the ergine and ne estinated that he saw the indication dis-

played by signal 736 at a distance of about 3,500 feet.

Conductor :8hockey, who was 1u the rear car, said the flag-
man ot off by the tirme the train stopped and then the conductor
started forward throurh tae cars to ascertain why the stop had
been made, the collision occurrirz before he reached the erngine.
After the accident he i1mmediatelv went back to the rear of the
train and at that time he saw 118 flagman returning, the flagman
then beiug aboitl one car length soutr of signal 738,

Flagrman Knotts stated that he woa on the ground as soon
as the stop was ~zde and 1immediately started back with torpedoes,
fusees and fla,, zoinrs to a point just south of signal 736, and
he saw that the sisnal was drsplaving a stop indication. When
he first saw the folloving trnin approaching it seemed as though
1t came out of » fog; he started siving stop signals, on the

enginemen's siae, and began to walk back slowly, when he realized
that his sizunals were not being acknowledged and thatthe train
was not stoppinz, he ran toward it and lighted a fusee but his
Signals were not answered. The eugine was working steam when
1t passzd him, at a point avort foﬁr or Tive @r lengths south
of sisnal 736, and hc shoutsd to the enwineman, who was sitting
ow the seat Lox with the window open; the engineman turned around
and locked at hix and then applied the brakes., Flagman Knotts
estimated the speed to have been between 40 and 50 miles per
hour at that time and said that he did not have an opportunity
to put down torpedoes.

Engineman Ruckle, of Train KD-114, stated that the air
brakes had been tested and worked properly, as did also the cab-

8lgnal system. On departing from Arsennl siding a caution-slow-

speed indication was displayed by dwverf signel 15-% and also .
by the cab signal; after entering upon the moin track the oAb~

signal indication changzed to approach which permitted him to
operate his train at not more than one-nalf the maximul avthor-
17zed speed for freigh trains, or 25 miles per hour, prepared
to stop at 8ignal 726; however, he assured that Train No. 158
would be gone by the time his own train reached the sigual and
e;peoted to find it displaying a clear indication. Approaching
?ne watel pans he 1ncreased speed to apout 30 miles per hour,
in order to scoop water, and when his enplne reached tae north
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end of the water pans, 4,487 feet froa signal 738, he closed

the throttle and looked back to see whether -Tater was over—
flowing from the tank. He then looked ahead agein but he said

1t was snowing hard and it was not until hc had reached a point
about 14 or 15 car lengths south of signal 736, at ~hich time

the speed st1ll —vas about 30 miles per hour, that he first saw
the indication of the signal, —ith the flazman in the immediate
vicinity of the signal running tovard him with a flag, and also
saw the rear end of the passenger train, He immediately applied
the brakes in emergency, opened the sanders, reversed the engine
and opened the throttle, vefore reaching the flagman, but the
neels locked and slid on the wet rail; had it not been for the
wet rail he said he would have been able to stop. Engine~an
Ruckle did not ans—er the flagman's signals as he was bury trying
to stop; he did not see a fusee, althourh he did hear the flag—
man shout as the engine passed hiwm; he krew, ~omever, that as

an approach indication was displayed on the cab signal, he

was required to stop at sirnal 738 even if he had not been flagged.

Fireman Smith, of Train LD-114, operated the scoop when
taking water, at which time the speed was between 30 and 35 miles
per hour. On reacuing the north end of the water pan he raised
the air-operated scoop and then worked on the fire, and the
first he knev of anything rrong was when the engineman apnlied
the brakes in emergency, at which time the speed was about 30
miles per hour and the encine about 8 or 10 car lengths south
of signal 736; he then sar the signal and the flagman, bdbut did
not see a fusee. Fireman Smith said that the engineman was
working steam and did not shut off until just before the emergency
application was made, and that the encine was avout four or
five car lengths from the signal when it was reversed by the
engineman; the wheels under the encine wsere sliding after the
brakes were applied. Both the engineman and the fireman thought
the snowfall became heavier after leavin, Edgevood,

Conductor Veasey, Brakeman Baker and Flarman Stephenson
7€re 1n the caboose; the conductor estimated the specd to have
been about 40 miles per nour immediately prior to the time the
clergency application was made, va1le the braleman and the flag—
man estimated it to have been avbout 25 or 30 miles per aour,
After the accident the flagman went back to a peint opposite a
telephone booth located about 3,700 feet sorth of sipnal 738,
and while he said that it was snoving hard and that vision was
poor, hé also said that he could see siznal 735 from that point;
his train, however, appeared only as a Aark otject, Flagman
Stephenson and Brakeman Ba¥er further stated that they sam the
flagman of Train Jo. 138 1n the imediate vicinity of signal
738 just after the accident and that he had a red flag; aowever,
they did not see a fusee,
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Discussion '

Engineman Ruckle was thorouzuly faniliar vith conditions
1n this territory and fully understood that he was running
under an approach cab-signal indication vhich required him to
operate his train at not to excecd one-half its maximun author-
1zed speed, or g5 miles per hour, and to approach the next
sicnal prepared to stop. According to his own statement, how-
ever, he 8ssumed that the passenver train would keep moving
instead of stopping, and was expecting to find signal 7356
displaying a clear indication although the cab signal continucd
to display an approach indication. TWhen he saw signal 735 at
stop 1t was only 14 or 15 car lengths distant and it was too
late to stop nis traia, due in his opinior to a et rall and
the wheels locking., Cther evidence indicated that a reasonably
good view could have been had for some distance, and Englneman
Ruckle's flagman could see the siznal indication from a telephone
located about 3,700 feet distant.

Uader the rules the flagman was reguired to go back
immediately a sufficient distance to insvre full »rotection,
placing two torpedoes, and when necessarv, in addition, displaving
ligyhted fusees; when day signals can not Le seen plainly owing
to weather or other conditions, night signals also must ve used,
Train o, 136 had been standing about 5 ainutes but the rlagman
—ent back only to si1i-nal 735, startir~ toward Train kD-114 vhen
he sew it approaching. To insure protection as contemplated oy
the rule he should have rjone back considerablv farther than he
actually did in this case, particularly iun view of the un-—
expected stop vetween stations and the weather conditions which
existed,

Conclunions
This accident vas caused primarily oy the failure orf Enzine-
man Ruckle, of Train MD-114, properly to obey signal indicatiouns.

Flagman Knotts, of Train Lo. 136, did not go back as far as he
could have goae in the time availatle.

Respectfully submitted, .
7

7. J. PATTERSON,

Director,



