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INTERSTATE COMMERCE COMMISSION

REPORT OF THE DIRECTOR OF THE BUREAU OF SAFETY CONCERNING AN
ACCIDENT ON THE PENNSYLVANIA RAILROAD AT PITTBURGH, PA.,
ON F EBRUARY 26, 1934,

April 4, 1934,

To the Commission:

On Februvary 26, 1934, there was a derailment of a passenger
train on the Pennsylvania Railroad at Pittsburgh, Pa., which re-
sulted in the death of 9 passengers and 2 employees, and the in-
jury of 238 passengers, 4 employees on duty, 8 employees off duty,
4 dining-car employees, and 2 Pullman employees., The investiga-
tion of this accident was made in conjunction with a representa-
tive of the Public Service Commission of Pennsylvania.

Location and method of operation

This accident occurred on the main line of the Eastern Di-
vision, Central Region, which extends between Pittsburgh and
Crestline, Ohio, a distance of 188.8 miles. The section of
track directly involved in this accident was that portion extend-
ing between Federal Street and Pennsylvania Avenue, these sta-
tions being located 1 and 1.8 miles, respectively, west of Pitts-
burgh, Within this territory this is a 4~track line and all
tracks are signalled for movements in either direction, trains
being operated by time table and a controlled-manual block-
signal system, with automatic signals for spacing following
movements. The tracks are numbered consecutively from south to
north; the accident occurred on track 1, the eastward passenger
track at a point about 1,350 feet west of the station at Federal
Street at or near a fa01ng—p01nt switch known as Clark's switch.
Approachlng this point from the west, the track is tangent for a
distance of 2,800 feet, followed by a compound curve to the right
884 feet in length with a maximum curvature of 4° 45'; there is
then a tangent 139 feet in length followed by a compound curve
to the left 1,611 feet in length, this latter curve consisting,
from west to east of a Sp1ra1 137 feet in length, a curve of
80 15! which is 124 feet in length, a curve of “70°30" which is
155 feet in length, a 3° 45' curve 1,064 feet in length, dnd 131
feet of spiral, the 801nt of a001dent being approximately at the
leaving end of the 8° 15' portion of the curve. The grade is
0.44 percent descending for a considerable distance, following.
which it is nearly level for 1,500 feet and then O. 58 percent
ascending for nearly 500 feet to the point of accident an¢ for
a short distance beyond that point.
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The track is laid vith 130-pound rails, 33 and 43 feet in
length, with 22 treated ties to the 39-foot rail length, ballast-
ed with limestone toc a depth of 12 inches below the ties. On the
curve where the accident occurred heavy-duty tieplates are used,
with two rail-holding sovikes and one plate-holding spike on the
inside of each rail and one rail-holding spike and one plate-
holding spike on the outside. Approaching Pittsburgh, the speed
limit for passenger trains is 70 miles per hour but on the curve
to the right first mentioned above, the speed limit is 40 miles
per hour, and a restriction of 25 miles per hour is in effect on
the curve where the accident occurred.

West of the point of accident the tracks extend through a
cut for a distance of about 3,000 feet but on nearing the point
of accident the tracks are at the natural ground level and then
they pass upon a fill, Merchant Avenue passing under the tracks
a short distance east of the point of derailment. Clark's switch,
which is located on the receiving end of the 79 30! portion of
the curve to the left, leads off to the right to a spur track
which parallels the main track for a short distance.

The signals in the vicinity, of the position-light type, are
mounted on signal bridges which span all of the main tracks. One
of these signal bridges is located at Pennsylvania Avenue west of
the tower, another is a short distance east of the tower, and a
third is located on the curve to the right immediately preceding
the curve on which the accident occurred. These signal bridges
are located 3,483, 2,178, and 838 feet, respectively, west of
Clark's switch, and the circuits are so arranged that when the
track ahead is clear the engineman of an east-bound train re-
ceives an approach-restricting indication at each of the first
fwo signals and an approach indication at the last signal, these
being the most favorable indications displayed by these signals.
Under the rules, a train receiving an approach-restricting indi-
cation is required to "approach next signal at not exceeding one-
half its maximum authorized speed at point involved but not ex—
ceeding 30 miles per hour," while an approach indication requires
the train governed thereby to "approach next signal prepared to
stop. A train exceeding one-half its maximum authorized speed at
point involved musi at once reduce to not exceeding that speed."

It had been snowing but had stopped at the time of the acci-
dent, which occurred about 9:32 p.m.

Description

Kast-bound passenger Train No. 1838 consisted of 1 combina-
tion baggage and passenger car, 1 coach, 1 dining car, and 2
Pullman sleeping cars, all of steel construction, hauled by en-
gine 7374, and was in charge of Conductor Shank and Engineman
Shaw. It entered upon the tracksof this division at Homewood
Junction, 34.8 miles from Pittsburgh, at 8:40 p.m,, according to
the train sheet, 3 minutes late, and made a station stop at Roch-
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ester, Pa., 35.8 miles from Pittsburgh. It left that station at
9:06 p.m., according to the train sheet, 17 minutes late, having
lost time on account of the engine not steaming well, stopped at
Sewickley, 12.5 miles from Pittsburgh, passed Pennsylvania Avenue,
0.8 mile from Federal Stree:, at 9:31 p.m., 13 minutes late, and
was approaching the station at Federal Street when it was derailed
while traveling at a speed estimated to haw been avproximately 60
miles per hour.

The entire train was derailed; the engine then struck a steel
box car standing on the spur track and knocked it into a nearby
building, then passed through and demolished a brick transformer
house on the west side of Merchant Avenue, following which it fell
into Merchant Avenue on its right side with the front end of the
engine 280 feet beyond the point of switch., The tender remained
upright in line with and behind the engine and the first car
stopped practically upright with its front end in the corner of
the building first mentioned sbove. The second car passed to the
left of the first car and its head end crossed Merchant Avenue
and demolished an abandoned brick interlocking tower, the car
stopping on its right side with its rear end on top of the engine;
the third car followed the siding to a point east of Merchant Ave-
nue and then headed down the embankment and stopped upright near-
ly at right angles to the track, with its head end across a street
which varallels the tracks at that point and its rear end resting
on the embankment; the head end of this car was about 2300 feet
from the engine; the fourth car also remained upright and stopped
on the right-of-way with its rear end just heyond the head end of
the second car, while the fifth car was partly overturned and
stopped with its head end partly embedded in the rear of the
coach, over the engine, and its rear end resting against the head
end of the combination car. The engine was badly damaged, the
combinaticn car and coach were practically destroyed, the dining
car was badly damaged, and considerable damage was sustained by
the two sleeping cars, while the box car struck by the engine was
destroyed. The employees killed were the engineman and fireman,
and the employees on duty who were injured were the conductor,
baggagenman, brakeman, and flagman.

Summary of evidence

Conductor Shank, who was interviewed in a hospital on March
8, did not remember at what point in the train he was located at
the time the accident occurred nor how fast the train was travel-
ing; he stated, however, that the speed had not been such as to
cause him to think that the train was going too fast, although he
knew it was making a good run.

Brakeman Weaver said he had just gone into the combination
car when the train passed Pennsylvania Avenue at a speed of about
40 miles per hour and was talking with Trainmaster Lowery about
helping a passenger in the coach when the train was derailed; he
did not think the train was going any faster than usual.
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Baggagemaster Nee thought the speed was about 50 miles per
hour and did not think it was excessive, although he said the
train was farther along toward Federal Street than he thought was
the case. It seemed to him that there was a reduction in speed
between Pennsylvania Avenue and the point of accident.

Flagman Thorndell heard the whistle sounded at Island Avenue,
1.7 miles west of Federal Street, and when passing Pennsylvania
Avenue he opened the rear door of the rear car and exchanged sig-
nals with the towerman; he had just come into the car and shut
the door when the accident occurred. It had seemed to him that
the speed was too high in view of the 35-mile speed restriction
and he estimated the speed at the time to have been 35 or 40 miles
per hour,

Passenger Trainmaster Lowery, who was riding in the combina-
tion car, was interviewed briefly and said he did not hear the
whistle sounded when approaching Island Avenue; the train ap-
proached Pennsylvania Avenue at a speed of about 60 miles per
hour. When the head the train passed the tower at that point
without any reduction in speed having been made, he got up and
signaled the engineman to reduce speed and he said he had just
returned to his seat when the accident occurred, without any ap-
plication of the brakes having been made; none of the members of
the train crew had noticed an application of the brakes, nor had
any of them seen or heard a reduce-speed signal given by any one.

Several employees off duty were on the train at the time,
riding in the combination car; their statements did not indicate
that there had been any unusual swaying of the car and none of
them noticed the whistle being sounded or a reduce-speed signal
being given. ne of them said the speed west of Pennsylvania
Avenue was 50 miles per hour, that the brakes were applied after
passing Pennsylvania Avenue reducing the speed to between 25 and
35 miles per hour, and that the speed at the time of the accident
was 35 or 30 miles per hour; the others, however, did not notice
any application of the brakes and their estimates as to the rate
of speed at the time of the accident varied from 45 to more than
60 miles per hour, while some of them had been alarmed at the way
in which the train was being operated.

Block Operator - lLeverman McLaughlin, on duty at Pennsyl-
vania Avenue, said Train No. 1838 passed the tower at a speed of
45 or 50 miles per hour, this being the usual rate of speed; he
noted, however, that there were no sparks flying from the wheels,
indicating that the brakes had not been applied, although it was
customary for the brakes to be applied when passing the tower,

It also appeared from his statements that the signal east of the
tower governing track 1 was displaying an approach-restricting
indication. Telephone Operator Lively, also on duty in the tower
at Pennsylvania Avenue, estimated the speed to have been from 50
to 55 miles per hour but he said he was not a good judge of speed.
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J. W. Fellinger, an eyewitness, was driving his automobile
on the north side of the tracks at a speed of 35 miles per hour;
he said the train passed him at a speed of at least 45 miles per
hour. His attention was attracted to the train because of the
fact that it was ruaning so much faster than other trains he had
observed in the vicinity, his thought being that it would be de-
railed if it continued at that speed., He saw the engine start to
turn over before falling into the street and had not noticed any
fire flying from the brakes.

Passenger Brakeman Loveland, who lives near the scene of the
accident, heard the noise at the time of its occurrence and immed-
lately proceeded to the scene; on his arrival he took a red lan-
tern from the flagman and started west along the tracks, first
telephoning from the telephone at Clark's switch and then continu-
ing back to Pennsylvania Avenue, Brakeman Loveland did not make
a detailed examination of the switch but said he noticed that the
south point was about 3 inches away from the stock rail and that
the north point was about 3 inches from tane running rail.

Supervisor of Track Callahan was in his office at Federal
Street at the time of the accident; he reached the scene a few
minutes afterwards and proceeding westward until he came to
Clark's switch, he found the switch points open; he measured them
later and found that the south point was 8% inches from the stock
rail; this condition appeared to have been due to damage which
the switch mechanism had sustained. There were no marks on the
switch points or the frog, and the rails in the main track between
the switch points and the frog were intact, the only marks he
found on the rails in this vicinity consisting of a slight rubbing
on the gauge side of the outer rail which began near the heel of
the switch point and extended eastward a distance of about 4 feet
diagonally across the head of the rail to the point where it dis-
appeared in the center of the running surface, and a similar mark
of the same length also was found directly opposite, on the south
rail of the siding. East of the frog three rails were torn loose
in the south rail of the main track while the south rail of the
siding was torn out beginning 15 feet east of the heel of the
switch point and both rails of the siding were torn out starting
at a point 30 feet east of the frog. The first evidence of any-
thing wrong was a broken track circuit connection 18 feet 1 inch
west of the point of the switch, this wire having been broken at
a point 35 inches from the outside of the south rail, and he said
that if it had been broken prior to the accident 1t would have
caused the preceding signal to display a stop indication. The
next marks east of this broken wire consisted of indentations on
the tops of the fourth, second and first ties west of the point of
the switch; these marks were 15 or 16 inches from the south rail,
on the outside, and were 3/8 inch deep and 2 or 2% inches wide.
The switch mechanism, of the T-10 type, which had rested on the
head-block ties had been torn off and the locking mechanism de-
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stroyed, releasing the operating rod and the front lock rod and
permitting the points of the switch to be free. Beginning at the
third tie east of the point of switch the south ends of the ties
were badly marked and splintered. Supervisor Callahan was unable
to find any flange marks in the vicinity of the switch or between
the two main-track rails, and 1t was his opinion that the switch
mechanism was demolished by the same object that made the marks
on the outside of the south rail. He did not think the switch
caused the accident, saying that if the train had been derailed
by an open switch there would have been flonge marks to indicate
that condition. Supervisor Callahan also stated that the gaugé
eide of the stock rail had been milied so as to form a recess in-
to which the south voint of the switch would fit; thie is their
standard practice, and is done so as to have a continuous gauge
line and prevent any possible chance of a flange striking the
point.

Superintendent Adams, of the Panhandle Division, reached the
scene of the accident about half an hour after its occurrence and
verified the statements of Supervisor Callahan as to the switch
points being free as a result of the destruction of the switch
mechanism, and as to the absence of marks on the switch points
and between the main-track rails. After a study of the variocus
marks which were found, and the condition and position of the
equipment, it was his opinion that there was an overturning move-
ment of the engine as it was approaching the switch and that the
marks found on the outside of the outer rail were made by the
pedestal springs of the trailer truck with the engine partly
overturned, and that the switch mechanism case might have been
struck by the back end of the main rod when at its bottom point.

Master Mechanic Chafin reached the scene about 3:40 a.m.,
and on examining the engine he found the brake valve in emergency
position with the throttle lever open to the extent of 8 notches.
His examination of the engine at the scene of the accident, and
subsequent test of the air compressor, independent and antomatic
brake valves, feed valve and brezke cylinders, failed to develop
anything which could have had any bearing on the cause of the ac-
cident. Examination also was made of all air hese that were re-
covered and of the train-line pipe on the rear of the tender, and
they were found to be free from ice or moisture. Master Mechanic
Chafin further stated that at the point of accident the fireman
customarily is riding on his seat box in order toc observe signal
indications at Federal Street, which can not be seen by the en-
gineman on account of the curvature of the track, and judging
from where the todies of the engineman and fireman were found he
thought the engineman was on his seat box when the accident or-
curred but that the fireman was down on the deck, possibly on his
way over to the engineman's side for the purpose of applying the
brakes and stopping the train.
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Locomotive Inspector Cox, on duty at Akron when engine 7274
arrived with west-bound Teein No. 1839 on the norning of the ac-—
cident, said he inspected the engine and tender, this inspection
including testing of the air-brake equipwment, and he found every-
thing in good oruer. Car Inspector Henthorne at Akron inspected
the cars in Tra .u No. 1839, which subsequently went out in Train
No. 1838, and found no delects. Car Inspector Andrews made the
air-brake inspection and test on Train No. 1638 prior to its de-
parture from fLkron and found thne brakes to be worlking properly.

Crew Dispatcher Lewis saild Zngineman Shaw, togather with
Fireman Douthitt, reported at cthe crew dispatcher's window at
Akron at the usual time, adbout 5 p.m., signed the repister and
presented their time tables for checking, and Engineman Shaw also
examined the general order board. Dispatcher Lewis talked with
both men and he said they appeared to be in rnormal condition and
in zood spirits. Locomotive Inspector Cox saw both the engineman
and fireman earlier in the afternoon while Car Inspector Andrews
talked with Encineman Shaw prior to the depurture of the train,
and both of these inspectors said the enginsaan seemed to be nor-
mal in every way. ZInpginehouse Foremar Rhine suid eungine 7374 ar-
rived in Akron that norning and Teached the inspection pit at
9:05 a.m.; the usual worl report was made out by the incoming en-—
gincman, covering only defcects of a minor nature, and these were
attended to and the inspector's revort euxamined befocre the engine
was dispatched. JForeman khine also taid that he boavded the en-
gine and rode a short distance froa the engine hcouse with Engine-
man Shaw, and the engineman seemed vo be in gooc h3alth and in
normal condition in every way although he had been off duty some
time previously on account of illness. In this connection, it
was noted that A. W. Wilkinson, Assistant Medical Examiner, New
Castle, Pa., examined Engineman Shaw on February 233, 1934, this
being the annual exanination, and in a statemen: dated March 1,
he said Ingineman Shaw, who gave hisc age as 53, was a healthy,
robust-appearing man and that lLiis eart action was rzgular, the
quality of sounds good, with no murmurs, and that there 'mas no
sclecosis present; the blocd pressure was 134 systélic and 72
diastolic, the pulse regular and of good volume, and the urinaly-
sis had a strong acid reaction with no albumen, supar or ~asts.
Conductor Shank talked with Ingineman Shaw belore ithe train left

tron and also compared time wivh him and hs said %hz eagincman
appeared to be in normal condition and did noi say enything ahout
a cold he had complained of on a previous trip as naving caused
him to have pains in kis chest and lunzs.

E, M. Fisher, assistant Trainmaster snd Assistant Road Fore-
man of Engines, said he had known Xngineman Shaw for many years
and considered him to be & sober, industrious employee, intercst-
ed in his work, and one who paid careful attention to his duties;
he had last made observation of Zngineman Shaw's work on February
2l while on the engine with him. He said Zngineman Shaw was as-
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signed to this run on Jenuary 18, making the first trip on Janu-
ary 21. Assistant Treinmaster Fisher also stated that when mov-
ing at speed under normal conditions the engineman of an east-
bound vpassenger train approachiung Federal Street would begzin
braking 1,000 feet or less west of Pennsylvania Avenue. The
statements of five other road foremen and assistant road foremen
of engines, some of whom were acquainted with Engineman Shaw,
practically corroborated those of Assistant Trainmaster Fisher.

The last train which passed over the trackmior to the de-
rai1lment was Train No. 736, which passed Federal Street at 9:07
p.m., and Engineman Fletcher, who was running that train, said he
did not notice any unusual condition in the vicinity of Clark's
switch and that on arrival at Pittsburgh he examined his engine,
found nothing wrong with it, and subsequently turned it and de—
parted on a west-bound train. The car inspector who examined the
equipment in Train No. 736 on its arrival at Pittsburgh said
there was nothing wrong with the equipment and the cars weTe dis-
patched immediately in another train.

i

The last yard crew to use Clark s switch on the day of the
accident was the crew of engine 99117 which made a movement from
Pennsylvania Avenue to Federal Street and return, all on track 1,
leaving Pennsylvania Avenue at 3:05 p.m. and returning to that
point at 3:51 p.m. Conductor Holliday, who was 1in charge of the
crew, sai1d there was no trouble in operating the switch, that he
personally closed and locked it, and that the points fitted prop-
erly and the switch was in good condition. Movement Director
Haley said the movement made by engine 9911 back to Pennsylvania
Avenue was the last reverse movement made on track 1 prior to the
accident and that subsequent to the movement of engine 9911 there
had been 21 east-bound trains moved over the track from Pennsyl-
vania Avenue to Federal Street prior to the derailment of Train
No. 1638,

The switch at Clark's siding was operated by a Union Switch
& Signal Company type T-10 mechanism, electrically locked by a
circuit controlled from FW tower, at Federal Street; 1t 1s also
mechanically locked and in addition is equipped with a point de-
tector the purpose of which is to shunt the track circults in
case the switch points should become damaged by a trailing move-
ment while in normal position. Signal Maintainer Palmer, on duty
at Pennsylvania Avenue at the time of the accident, said that be-
fore Train No. 1838 passed he had noticed that an approach-Te-—
stricting indication was displayed at the signal bridge east of
the tower and an approach indication on the signal bridge a short
distance west of the point of accident. Shortly after the pas-
sage of Train No. 1838 he saw the latter signal at stop, with an
approach indication displayed on the bridge immediately east of
the tower. E. B. Pry, Superintendent of Telegraph and Signals,
sa1d the speed restriction of 25 miles per hour at the point of

“n
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accident was due to the curvature of the track and not to the
presence of the facing-point switch. It was Mr. Pry's opinion
that had cab signals been in use in this territory the fireman
would have been warned 1f the engineman failed to acknowledge the
restrictive signals displayed for hisc train as 1t approached the
point of accident. He also thought that a speed control device
would have functioned so as to control the speed of the train,
but that an automatic stop device would not have been of any more
benefit than a cab signal device unless both the engineman and
fireman had been incapacitated, in which event such a device
would have functioned to bring the train to a stop. Signal Super-
visor Lutz said a semi-monthly inspection was made of Olark's
switch by the maintainer and the section foreman, who cigned a
joint report relative to the general condition of the switch and
1ts connections, and he said that there had never been any diffi-
culty in maintaining the switch nor had there ever been any ex-
cessive wear on the locking mechanism,

The Commission's inspectors made careful examination of the
“track, equipment and signals, but were unable to find any condi-
tions essentially different from those described by vhe various
witnesses, although from one of the blue prints 1t was noted that
the gauge was 4 feet 8% inches at a point 155 feet east of the
point of switch while 62 feet west of the point of switch the
gauge was 4 feet 9% inches; the maximum elevation of the curve
was 3 inches. After the engine had been removed to the shops,
the wheel treads were cleaned with gasoline and 1t was found that
there were distinct marks on the treads of all wheels on the
right side of the engine with the exception of the lead engine-
truck wheel; these marks were continuous around the entire cir-
cumference of the treads, varying from 1/16 to & inch in width.
On the rear engine-truck wheel these marks were from 3% to 2-7/8
inches from the throat of the flange; on the front driving wheel
these distances varied from 1 to 1-3/8 inches; on the main driv-
ing wheel on which there was a blind tire the marks were from 7/8
inch to 1-1/18 inches from the inside edge of the tire; on the
back driving wheel the distance from the throat of the flange
varied from 7/8 inch to 1 inch, and on the trailer truck wheel
the distance varied from 3/8 inch to 5/8 inch. These marks were
quite pronounced and were very different from marks usually found
on wheel treads. There were no such marks on the wheels on the
left side of the engine and examination of the wheels of another
engine of the same type did not disclose the presence of any of
these marks; it was thought they were caused by the treads of the
wheels bearing heavily against the rounded outside edges of the
Tails when the engine was in gocess of overturning; these rails
had been somewhat flange-worn while laid on tengenl track and had
been relaid on this curve in such wanner as to bring the flange-
worn edge of the running surface on the outside. An examination
of these rounded surfaces did not reveal any marks which probably
would have appeared had the outside edges been square in shape.
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Conclusions
This accident was caused by exccssive spesd on a sharp curve.

Out of the four surviving members of the crew and several em-
ployees off duty who were riding in the first car in the train,
together with the passenger trainmaster, ounly one said that he no-
ticed an application of the air brakes; not only did none of the
others notice any application of the brakes but their statements
indicated that the train was moving practically &t normal speed
when passing Pennsylvania Avenne and that there had been no reduc-
tion in the rate of speed wken tie accidens occurred. After the
accldent the brake velve was found in emergency position and the
throttle,open. Conclvsive evidence of tne high speed of the train
at the time of the accident was furn-cshed by the condition of the
wreczage and the position of the derec.iled equipaent, as well as
the Tact that there were no flenge narks anywhere on the left side
of the main track or between the rails, while t'.> only marks on
the outside of the outside raii, including the destruction of the
switch mechanism case, appeared to nave obeer crused by projecting
parts of the engine whilec it was partly ove:turned. Train No.
1638 consumed about 26 minutes in making tie run from Rochester
to the point of accident, a distence ¢f about 34.5 miles, with a
station stop at Sewickley, an intermediate station. These fig-
ures indicate that it had been averaginz about 80 miles ver hour
and it is believed that iv was traveliny cpproximately at this
rate of speed at the time of the accident.

The speed of trains on the curve on which the accident oe-
curred was restricted by rule to 235 miles per hour while the
speed on the preceding curve was restricted to 40 miles per hour.
In addition to these speed restr.ctions, ther: were restrictive
signal indications displayved on the last three signal bridges
prsceding the point of accident; tue first two werc eprocch-re-
stricting indications on signal bridges located both west and
east of Pennsylvania Avenuc, which irdications required Zngineman
Shaw to approach the succeeding si-nal at one-half msximum author-
ized speed but not to exceed 30 miles per hour, while at the last
signal bridge he passed an approach indication was displayved mean-
ing that he should approach the next sigral, which was at Federal
Street interlocking, prepared to stop and also that he was to re-
duce speed at once_to not more than one-half meximum authorized
speed. <Zngineman ®haw was a thoroughly qualified employee, well
acquainted with the territory, and had been on this particular
Tun more than a month, while the records indicated that prior to
1930 he had been on this run for a period of 2 or 3 years. He
was considered to be a reliable, efficient engineman, with excel-
lent habits and a good record, and lad undergone a physical exam-
ination only 3 days prior to the accident. No defirite explana-
tion can be given for his apparent failure to control tae speed
of his train in accordance with 8ignal incications displayed as
well as the speed restrictions in effect on the curves involved;
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however, the investigation did not indicate that there was any-
thing wrong with the brake equipment own this train; it had been
inspected and found to be in woper condition at Akron before
starting on this trip, it operated properly en route, and a sta-
tion stop had been made only a few minutes prior to the accident.
Such examination of the damaged equipment as could be made after
the accident did not disclose any defective condition which was
thought to have existed prior to the accident. In view of the
circumstances it appears that Engineman Snhaw must have been either
deac or so incapacitated as to prevent him from taking the proper
steps to bring his train under control.

Passenger Trainmaster Lowery said that when the head end of
the train passed the tower at Pennsylvania Avenue without any re-
duction in the speed, which he estimated to have been 60 miles
per hour, he got up and signalled the engineman to reduce speed.
There was no other evidence to substantiate the statement that
such a signal was given but if in fact the trainmaster did think
that the speed was high enough to justify such action upon his
part, it was his duty to apply the brakes in case the engineman
did not act in accordance with his signal.

On account of the presence of a facing-point switch at or
near the point of derailment and the fact that the switch poiats
were found open immediatsly after the accident, this phase of the
matter was given careful attention, but the investigation clearly
indicated that the switch had nothing to do with the cause of the
accident; it is believed that when the switch mechanism case was
demolished as a result of being struck by projecting parts of the
engine while it was partly overturned, this allowed the points to
be free to move and that they opened under the train, allowing
the cars in the rear portion of the train to enter the siding and
be derailed on encountering the track which had been danaged by
the derai led engine.

At the present time automatic cab signals are in use on this
rallroad between New York and Washington ancd between Baltimore and
Indianapolis. Approaching the point of accident there were tiaree
signals which displaved restrictive indications for this train.
Had cab signal cevices been in service here, of the type used on
other parts of the Pennsylvania, restrictive incications would
have been displayed in the cab and a whistle sounded whe:a the cab
indications changed; if not acknowledged by the eagineman, the
whistle would have continued to sound, thereby warning the fire-
man that something was wrong and prompting him to talke necessary
action to insure the safety of his train. No such nrotection is
provided by this railroad on that portioa of its line extending
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from Pittsburgh to Chicago, which includes tne territory in which
the accident here under investigation occurred, This is high-
speed territory with frequent train service, and it is believed

that the carrier should give careful consideration to the need
for additional protection in this territory.

Respectfully submitted,
W. J. PATTERSON

Director.



