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OF SOME RAILROAD ACCIDENTS.

Tur assertion has a strange, at first,
indeed, almost a harsh and brutal sound,
and yet it is unquestionably true, that,
so far as the general welfare, the com-
mon good of mankind is concerned, few
lives are so profitably expended as those
of the unfortunate vietims of railroad
accidents. This, it is true, may not be
saying much; for it is a melancholy fact
that there are few things of which either
nature or man is, as a rule, more lavish
than human life; provided always that
the methods used in extinguishing it are
customary and not unduly obtrusive on
the sight and nerves. As a necessary
consequence of this wastefulness, it fol-
lows also that the results which flow from
the extinguishment of the individual life
are, as a rule, pitiably small. Any per-
gon curious to satisfy himself as to the
truth of either or both of these propo-
sitions can do so easily enongh by visit-
ing those frequent haunts in which pov-
erty and typhoid lurk in company; or
yet more easily by a careful study of the
weekly bills of mortality as they are is-
sued by the authorities of any great eity.
Indeed, compared with the massive bat-
talions daily sacrificed in the perpetual
conflict which mankind seems forever
doomed to wage against intemperance,
bad sewerage, and worse ventilation, the
victims of regular warfare by sea and
Jand count as but single spies. The
worst of it is, too, that if the blood of
the martyrs is in these cases at all the
seed of the church, it is a seed terribly
slow of germination. Each step in the
slow progress is a human Golgotha.

It is far otherwise with the vietims of
railvoad disasters; they, at least, do not
lose their lives without great and im-
mediate compensating benefits to man-
kind. After each new railroad ¢ hor-
ror,”’ as it is called, the whole world
travels with an appreciably increased de-
gree of safety. The causes which led to
it are anxiously investigated by ingen-
ions men, new appliances are invented,

new precautions are imposed, a greater
and more watchful cave is inculcated.
And hence it has resulted that each year,
and in obvious consequence of each fresh
catastrophe, travel by rail has become
safer and safer, until it has been said,
and with no inconsiderable degree of
truth too, that the very safest place into
which a man can put himself is the in-
side of a first-class railroad carriage on
a train in full motion.

The study of railroad horrors is, there-
fore, the furthest possible from being a
useless one, and & record of them is hard-
ly less instructive than interesting. If
carried too far it is apt, as matter for
light reading, to become somewhat mo-
notonous; though, about railroad acei-
dents as about everything else, there is
none the less an almost endless variety.
Even in the forms of sudden death on
the rail, nature seems to take a grim de-
light in an infinitude of surprises.

With a true dramatic propriety, the
ghastly record, which has since grown
so long, begins with the opening of the
first railroad, literally on the very morn-
ing which finally ushered the great sys-
tem into existence as a successfully ac-
complished fact, the eventful 15th of
September, 1830.

DEATH OF MR. HUSKISSON.

That day had opened upon Liverpool
bright and warm; the city was thronged
with strangers, while gay and eager
crowds lined the new thoroughfare on
either side throughout its entive length,
from the Mount Olives cut to Manchester.
The arrangements were very perfect,
and, during its earlier hours, the great
gala occasion seemed likely to pass away
unmarred by any mishap. A brilliant
party, consisting of the directors of the
new enterprise and their invited guests,
were to pass over the road from Liver-
peol to Manchester, dine at the latter
place, and return to Liverpool in the
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afternoon. Their number was large
and they filled eight trains of carriages,
drawn by as many locomotives. The
Duke of Wellington, then prime minis-
ter, was the most prominent personage
there, and he with his party occupied
the state cars, which were drawn by the
locomotive Northumbrian, upon which
Georoe Stephenson himself that day
officiated as engineer. In a car of one
of the succeeding trains was Mr. Will-
iam Huskisson, then a member of Par-
liament for Liverpool and eminent among
the more prominent public men of the
day as a financier and economist. He
had been very active in promoting the
construction of the Liverpool & Man-
chester road, and now that it was com-
pleted he had exerted himself greatly to
render its opening day « success worthy
an enterprise the far-reaching conse-
quences of which he was among the few
to appreciate. All the trains had started
promptly from Liverpocl, and had pro-
ceeded cayly along through an ovation of
applause until at eleven o’clock they had
reached Parkside, seventeen miles upon
their journey, where it had been ar-
ranged that the locomotives were to re-
plenish their supplies of water. As soon
as the trains had stopped, disregarding
every caution against their so doing, the
excited and joyous passengers left their
carviages and mingled together, eagerly
congratulating one another upon the un-
alloyed success of the occasion. Mr.
Huskisson, though in poor health and
somewhat lame, was one of the most ex-
cited of the throng, and among the first
to thus expose himself. Presently he
caught the eye of the Duke of Welling-
ton, standing at the door of his car.
Now it so happened thai for some time
previous a coolness had existed between
the two public men, the duke having as
premier, with that military curtness for
which he was famed, dismissed Mr. Hus-
kisson from the cabinet of which he had
been a member, and that, as was gen-
erally considered, without any suffi-
cient cause, There had in fact been a
most noficeable absence of conrtesy in
that ministerial erisis. The two now
met face to face for the first time since

Of Some Railroad Acecidents.

[November,

the breach between them had taken
place, and the duke’s manner evinced a
disposition to be conciliatory which was
by no means usual with that austere
soldier. Mr. Huskisson at once respond-
ed to the overture, and, going up to the
door of the state carriage, he and his
former chief shook hands and then en-
tered into conversation. As they were
talking, the duke seated in his car and
Mr. Huskisson standing between the
tracks, the Rocket locomotive — the
same famous Rocket which a year pre-
vious had won the five hundred pounds
prize, and by so doing established for-
ever the feasibility of rapid steam loco-
motion — came along upon the other
track to take its place at the watering
station. It came up slowly and so si-
lently that its approach was hardly no-
ticed; until, suddenly, an alarm was
given, and, as every one immediately ran
to resume his place, some commotion
naturally ensued. In addition to being
lame, Mr. Huskisson seemed also under
these circumstances to be guite agitated,
and, instead of quietly standing against
the side of the carriage and allowing the
Rocket to pass, he nervously tried to set
round its open door, which was swinging
out across the space between the two
tracks in such a way that the approach-
ing locomotive struck it, flinging it back,
and at the same time throwing Mr. Hus-
kisson down. He fell on his face in the
open space between the tracks, but with
his left leg over the inner of the two rails
upon which the Rocket was moving, so
that one of its wheels ran obliquely up
the limb to the thigh, erushing it shock-
ingly. As if to render the distressing
circnmstances of the catastrophe com-
plete, it so happened that the unfortunate
man had left his wife's side when he got
out of his ear, and now he had been
flung down before her eyes as he sought
toreénter it, He was immediately raised,
but he knew that his hurt was mortal,
and his first exclamation was, ¢ I have
met my death!’” He was at once placed
on one of the state carriages, to which
the Northumbrian locomotive was at-
tached, and in twenty-five minutes was
carried to Eccles, a distance of fifteen
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miles, where medical assistance was ob-
tained. He was far beyond its reach,
however, and upon the evening of the
same day, before his companions of the
morning had completed their journey, he
was dead.

Necessarily the accident to Mr. Hus-
kisson threw a deep gloom over the re-
mainder of the celebration, and it was,
indeed, only with the utmost difliculty
that the Duke of Wellington was pre-
vailed upon not at once to return to Liv-
erpool. The party did at last go on, but
the day, which in its earlier hours had
promised to be so bright and so auspi-
cious, proved in its later hours sad and
anxious enough. In the first place, the
erowd which thronged along the rail-
road track was so great as to be wholly
beyond control; neither was it a peculiar-
ly good-natured or well-disposed gather-
ing. For just then the public distress
and discontent thronghout Encland was
ereater than it had been within the
memory of any man living; and, indeed,
even now, it may be fairly questioned
whether England ever saw a sadder or
more anxious year than that in which
the railroad era at last struggled pain
fully into life. Not unnaturally, in view
of his official position and his hard, un-
yielding character, —set like a flint
against any measure of sympathy or re-
form, —the premier-duke was probably
the most unpopular man in the United
Kingdom; so now, as the excursionists
approached Manchester, the eyes of the
prime minister were offended by dis-
tasteful mottoes and emblems, while more
than once missiles even were thrown at
the train. Finally, the directors were
very glad to get the ministerial party out
of Manchester and back to Liverpool at
the cost of a derangement of their entire
schedule for the day; nor did the duke
subsequently hear Brougham’s famous
speech, made at the dinner given at Liv-
erpool in honor of the event, in which
with such infinite oratorical skill he re-
ferred at once to the wonders of the sys-
tem that day inaugurated and to the
catastrophe which had saddened its open-
ing observances.

“When,’" he said, I saw the diffi-
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culties of space, as it were, overcome;
when I beheld a kind of miracle exhib-
ited before my astonished eyes; when I
saw the rocks excavated and the gigan-
tic power of man penetrating through
miles of the solid mass, and gaining a
great, a lasting, an almost perennial
conquest over the powers of nature by
his skill and industry; when I contem-
plated all this, was it possible for me to
avoid the reflections which crowded into
my mind, not in praise of man’s great
success, not in admiration of the genius
and perseverance he had displayed, or
even of the courage he had shown in
setting himself against the obstacles that
matter afforded to his course —no! but
the melancholy reflection, that these
prodigious efforts of the human race,
so fruitful of praise but so much more
fruitful of lasting blessings to mankind,
have forced a tear from my eye by
that unhappy casualty which deprived
me of a friend and you of a representa-
tive!”?

Thoungh wholly attributable to his own
carelessness, the death of so prominent
a character as Mr. Huskisson, on such
an occasion, could not but make a deep
impression on the public mind. The
fact that the dying man was carried sev-
enteen miles in twenty-five minutes, in
search of rest and medical aid, served
rather to stimulate the vague apprehen-
sion of danger which thercafter associ-
ated itself with the new means of trans-
portation, and converted it into a dan-
gerous method of carriage which called
for no inconsiderable display of nerve on
the part of those using it. Indeed, as
respects the safety of travel by rail there
is an edifying similarity between the im-
pressions which prevailed in England
forty - five years ago and those which
prevail in China now; for, when only
last year it was proposed to introduce
railvoads into the Celestial Empire, a
vigorous native protest was fulminated
against them, in which, among other
things scarcely less astounding, it was
allezed that *in all countries where
railroads exist they are considered a
very dangerous mode of locomotion, and,
beyond those who have very urgent busi-
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ness to transact, no one thinks of using
them.”’

On this subject, however, of the dan-
gers incident to journeys by rail, a writer
of nearly half a century back, who has
left us one of the earliest descriptions
of the Liverpool & Manchester road,
thus reassured the public of those days,
with a fresh quaintness of style which
lends a present value to his words: ¢¢ The
occurrence of aceidents is not so fre-
quent as might be imagined, as the great
weight of the carriages *” (they weighed
about one tenth part as much as those
now in use in America) ‘¢ prevents them
from easily starting off the rails; and so
great is the momentum acquired by these
heavy loads moving with such rapidity,
that they easily pass over considerable
obstacles. Even in those melancholy
accidents where loss of life has been sus-
tained, the bodies of the unfortunate
sufferers, though run over by the wheels,
have caused little irregularity in the
motion, and the passengers in the car-
riages have not been sensible that any
impediment has been encountered on the
road.”’ .

Indeed, from the time of Mr. Huskis-
son’s death, during a period of over
eleven years, railroads enjoyed a re-
markable and most fortunate exemption
from accidents. During all that time
there did not oceur 2 single disaster re-
sulting in any considerable loss of life.
This happy exemption was probably due
to a variety of causes. Those early
roads were, in the first place, remarka-
bly well and thoroughly built, and were
very cautiously operated under a light
volume of traflic. The precautions then
taken and the appliances in use would,
it is true, strike the modern railroad
superintendent as both primitive and
comiecal; for instance, they involved the
running of independent pilot locomotives
in advance of all night passenger trains,
and it was, by the way, on a pioneer lo-
comotive of this description, on the re-
turn trip of the excursion party from
Manchester after the accident to DMr.
Huskisson, that the first recorded at-
tempt was made in the direction of our
present elaborate system of night sio-
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nals. On that oecasion obstacles were
signaled to those in charge of the suc-
ceeding trains by a man on the pioneer
locomotive, who used for that purpose
a bit of lighted tarred rope. Through
all the years between 1830 and 1841,
nevertheless, not a single serious rail-
road disaster had to be recorded. Not
that the corporations did not owe the
exemption, among other things, to very
fortunate and narrow escapes; and, cu-
riously enough, the first accident which
was at all seriouns in its character, which
occurred after the death of Mr. Huslkis-
son, was in its circumstances — except
as respected loss of life — almost an ex-
act parallel to the famous Revere dis-
aster which happened in Massachusetts
in August, 1871. It chanced on the

Liverpool & Manchester Railway on the

23d of December, 1852.
THE RAINHILL COLLISION OF 1832.

The second-class morning train had
stopped at the Rainhill station to take
in passengers, when those upon it heard
through the dense fog another train,
which had left Manchester forty-five
minutes later, coming towards them at a
high rate of speed. When it first became
visible if was but one hundred and fifty
yards off, and a collision was inevitable.
Those in charge of the stationary train,
however, sncceeded in getting it under a
slight headway, and in so much dimin-
ished the shock of the collision; but the
last five carriages were notwithstanding
injured, the one at the end being totally
demolished. Though quite a number of
the passengers were cut and bruised, and
several were severely hurt, one only,
strange to say, was killed. This result
was very different from that experienced
by the Massachusetts corporation at Re-
vere nearly forty years later, and, as
the circumstances were much the same,
it is necessary to conclude that luck va-
ried.

Indeed, the luck — for it was nothing
else — of those earlier times was truly
amazing. Thus on this same Liverpool
& Manchester road, as a first-class train
on the morning of April 17, 1836, was

i
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moving at a speed of some thirty miles
an hour, an axle broke under the first
passenger coach, causing the whole
train to leave the track and throwing it
down the embankment, which at that
point was twenty feet high. The cars
were rolled over, and the passengers in
them tumbled about topsy-turvy; nor,
as they were securely locked in, could
they even extricate themselves when af
last the wreck of the train reached firm
bearings. And yet no one was killed.
Here the corporation was saved by one
chance in a thousand, and its almost mi-
raculous good fortune received terrible
illustration in a disaster which recently
oceurred on the Great Western Railway
under almost precisely similar conditions,
— that at Shipton-on-Cherwell, on De-
cember 24, 1874.

THE SHIPTON-ON-CHERWELL ACCI-
DENT.

Tt was the day immediately preceding
Christmas, and every train which at that
holiday season leaves London is dense-
ly packed, for all England scems then
to gather away from its cities o the coun-
try hearths. Accordingly, the ten o’clock
London express on the Great Western
Railway, when it left Oxford that morn-
ing, was made up of no less than fifteen
passenger carriages and baggage vans,
drawn by two powerful locomotives and
containing nearly three hundred passen-
gers. About seven miles north of Ox-
ford, as the train, moving af a speed of
some thirty to forty miles an hour, was
rounding a gentle curve in the approach
to the bridge over the little river Cher-
well, the tire of one of the wheels of the
passenger coach next behind the loco-
motive broke, throwing it off the track.
For a short distance it was dragged along
in its place; but almost immediately
those in charge of the locomotives no-
ticed that something was wrong, and
most naturally, and with the very best
of intentions, they instantly did the
very worst thing which under the cir-
cumstances it was in their power to do:
they applied their brakes and reversed
their engines ; their single thought was
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to stop the frain. Had locomotives and
cars been equipped with the continuous
train-brakes now so generally in use in
Ameriea, this action of the engine driv-
ers would have checked at the same in-
stant the speed of each particular car,
and probably any serious catastrophe
would have been averted. With the
train equipped as it was, however, had
these men, instead of crowding on their
brakes and reversing their engines, sim-
ply shut off their steam, and by a gentle
application of the brakes checked the
speed gradually, and so as to avoid any
strain on the couplings, the cars would
probably have held together and remained
upon the road-bed. Instead of this, how-
ever, the sudden checking of the two
ponderous locomotives converted them
into an anvil, as it were, upon which the
unfortunate leading car, already off the
rails, was crushed under the weight and
impetus of the succeeding cars. The
train instantly zig-zagged in every direc-
tion under the pressure, the couplings
which connected it together snapping;
and the cars, after leaving the rails to
the right and left and running down the
embankment of about thirteen feet in
height, came to a stand-still at last, sev-
eral of them in the reverse order from
that which they had held while in the
train. The first carriage was run over
and completely destroyed; the five rear
ones were alone left upon the road-bed,
and of these two only were on the rails;
of the ten which went down the embank-
ment, two were demolished. In this dis-
aster thirty-four passengers lost their
lives, and sixty-five others, besides four
employés of the company, were injured.

These two disasters, divided from each
other by the lapse of more than a third of
a century, were similar in every respect
except loss of life; for, while a surpris-
ing immunity in this respect marked the
first, the last ranks among the most fatal
railroad catastrophes on record. Yet,
upon the other hand, it may well be ques-
tioned whether the first was not wholly
barren of results in so far as any in-
ereased safety in travel by rail was con-
cerned; for, like other mortals, railroad
officers are apt after some hair-breadth
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escape to bless their fortunate stars for
the present good, rather than to take
anxious heed for fuiure dangers. The
English, also, are especially prone to
conservatism. In this respect there is,
indeed, something almost ludicrously
characteristic in the manner with which
those interested in the railway manage-
ment of that country strain attheir gnats
while they swallow their camels. They
have grappled with the great question
of city travel with a superb financial and
engineering audacity which has left all
other communities hopelessly distanced;
but, while carrying their passengers
under and over the ebb and flow of the
Thames and among the chimney-pots of
densest London, to leave them on the
very steps of the Reyal Exchange, they
have never been able to devise any sat-
isfactory means for putting the traveler,
in case of disaster, in communication with
the engineer of his train. It is, indeed,
a fact which would be wholly curious
were it not partly comical, that, after
the ingenuity of all England had for a
third of a century exhausted itself in
vain efforts at the solution of this fre-
mendous problem, it appeared at the
Shipton-on-Cherwe!l investigation that
the associated general managers of the
leading railways ¢“did not think that
any [such] means ol communication was
at all required, or L'kely to be useful or
successful.”” So also as respects the ap-
plication of the traiv-brake, which places
the speed of each car under the direct
and instantancous control of him who is
in charge of the locomotive; for years
the success of these brakes has been
conceded even by the least progressive
of American railroad managers, and the
want of them had directly and obviously
contributed to the Shipton-on-Cherwell
disaster, even if it had not wholly cansed
its murderous destructiveness; and yet
in the investigation which ensued from
it, it appeared that the authorities of the
Great Western Railway, being eminent-
ly ¢ practical mer,”” still entertained
“yery great doubts of the wisdom of
adopting continmous brakes at all.”’
Such conservatism as this is open to but
one deseription of argument, the ultima
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ratio of railroad logie. So long as luck
averts the loss of life in railroad disasters,
no occasion is seen for disturbing time-
honored precautions or antiquated ap-
pliances. While, however, a disaster
like that of December 24, 1874, may not
convince, it does compel: incredulity and
conservatism vanish, silenced, at least,in
presence of so frichtful a row of corpses as
on that morning made ghastly the banks
of the Cherwell. The general introduc-
tion of train-brakes upon the railways of
Great Britain will date from that event.

THE DEODAND.

To return, however, to those earlier
years during which wholesale railroad
slaughters were as yet unknown. One
curious illustration of this fact appeared
in the quaint penalty which was, in case
of disasters on railways resulting in a
loss of human life, imposed upon the
corporations. It was a principle of
English common law, derived from the
feudal period, that anything through
the instramentality of which death oe-
curred was forfeited to the crown as a
deodand; accordingly, down to the year
1840, and even later, we find, in all
cases where persons were killed, rec-
ords of deodands levied by the coroner’s
juries upon the locomotives. These ap-
pear to have been arbitrarily imposed
and graduated in amount accordingly as
circumstances seemed to excite in great-
er or less degree the sympathies or the
indignation of the jury. In November,
1838, for instance, a locomotive explod-
ed upon the Liverpool & Manchester
road, killing its engineer and fireman;
and for this escapade a deodand of
twenty pounds was assessed upon it by
the coroner’s jury; while upon another
occasion, in 1839, where the locomotive
struck and killed a man and horse at a
street crossing, the deodand was fixed
af no less a sum than fourteen hundred
pounds, the full value of the engine.
Yet in this last case there did not ap-
pear to be any circumstances rendering
the corporation liable in ecivil damages.
The deodand seems to have been looked
upon as a species of rude penalty im-
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posed on the use of dangerous appli-
ances, a sharp reminder fo the corpo-
rations to look closely after their loco-
motives and employés. As, however,
accidents increased in frequency, it be-
came painfully apparent that ‘¢ crown-
er’s 'quest law '’ was not in any appre-
ciable degree better calculated to com-
mand the publie respect in the days of
Victoria than in those of Elizabeth, and
the ancient usage was accordingly at
last abolished. Certainly the position
of railroad corporations would now he
even more hazardous than it is, if, after
every catastrophe resulting in death, the
coroner’s jury of the vicinage enjoyed
the power of arbitrarily imposing on
them such additional penalty, in addition
to all other liabilitics, as might seem to
it proper under the circumstances of the
case.

The period of exemption lasted eleven
years, and, curionsly enough, the record
of great catastrophes opened on the
Great Western Railway and upon the
24th of December, a day which seems
to have been peculiarly unfortunate in
the annals of that company, seeing that
it was likewise the date of the Shipton-
on-Cherwell disaster, Upon that day
in 1841, a traip, while moving through a
thick fog at a high rate of speed, came
suddenly in contact with a mass of earth
which had slid from the embankment at
the side on to the track. Instantly the
whole rear of the train was piled up on
top of the first carriage, which happened
to be crowded with passengers, eight of
whom were killed on the spot, while
seventeen others were more or less in-
jured. The coroner’s jury returned a
verdict of accidental death, and at the
same time, as if to give the corporation
a forcible hint to look closer to the con-
dition of its embankments, a deodand of
one hundred pounds was levied on the
locomotive and tender.

TELESCOPING.

The disaster in this case was due to
the telescoping, as it is termed, of cars.
That is, the cars are closed up in each
other like the slides of a telescope, under
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the immense pressure of the instanta-
neous stopping of a train in rapid mo-
tion. This is, upon the whole, the most
frightful danger to which travel by rail
is liable, and there ave buf two ways in
which provision can be made to meet
it. The occurrence of accident may he
guarded against through an unsleeping
and all- pervading vigilanee; or, where
it must occur, an equipment may be pro-
vided so strong as to be capable of meet-
ing and resisting it. Now, so long as
trains go at great speed and depend
for their safety on human precaution, it
is inevitable that they will occasional-
ly run upon some unexpected obstacle.
The simple wonder is that they do this
so infrequently. Were it not an ac-
complished fact, the security in this re-
spect which has been attained would
be deemed simply impossible. Though
sometimes inevitable, the occurrence of
accidents of this deseription may, how-
ever, in the vastly larger proportion of
the few instances in which they must
oceur, be rendered harmless just in pro-
portion as those in charge of a train can
reduce its speed, or as the train itself,
through its more perfect construction,
can resist the pressure of a sudden shock.,
Improved brakes and stronger and heav-
ier car construction are the great safe-
guards against telescoping, and the ad-
vance made in these respects of late
years on the American railroads has
been little short of wonderful. This has
been due to two inventions, both of
which have only recently been brought
into general use: the atmospheric train-
brake, and what is, from the name of its
inventor, known as the Miller platform
and buffer. By the first the velocity of
the whole train in its every paxt is placed
directly and immediately under the con-
trol of its engineer; and by the last the
cars of a train are practically converted
into one continuous body, in which there
are no separate or loosely connected
parts to be crushed into each other, or
piled on top of each other. Had the train
upon the Great Western Railway at Ship-
ton-on-Cherwell, in 1874, been equipped
with the continuous train-brake, the
worst features of that catastrophe would
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certainly have beer averted, and it would
have been passed over unnoticed as
a simple, ordinary case of derailment.
Had the cars of which that train was
composed, or those of the other train on
the same road just thirty-three years be-
fore, been built with the Miller platform
and buffer, their strength, converting
them into substances too hard to be
crushed, would in both cases have re-
sisted the shock caused by the sudden
stopping of the locomotives.

THE FOXBOROUGH ACCIDENT.

A very apt illustration of what might
have been the result in these cases was
furnished in an accident, not dissimilar
to that at Shipton-on-Cherwell in char-
acter, which happened in Massachusetts
on the Boston & Providence Railroad
upon July 15, 1872. As an express
train swas running up to Boston about
noon of that day, and at a rate of speed
of some forty miles an hour, it came in
contact with a horse and wagon at a
grade crossing in the town of Foxborough.
The train was made up of thoroughly
well-built cars, equipped with both the
Miller platform anl the Westinghouse
train-brake. There was no time in which
to check the speed, and it thus became a
simple question of strength of construe-
tion, to be tested in an unavoidable col-
lision. The engine struck the wagon, and
instantly destroyed it. The horse had
already cleared the rails when the wagon
was struck, but, a portion of his harness
getting caught on the locomotive, he was
thrown down and drageed a short dis-
tance until his body came in contact with
the platform of a station close to the spot
of collision. The body was then forced
under the cars, having been almost in-
stantaneously rolled and pounded up into
a hard, unyielding mass. The results
which ensued were certainly very singu-
lar. Next to the locomotive was an or-
dinary baggage and mail car, and it was
aunder this car, and between its forward
and its hind truck, that the body of the
horse was forced; coming then directly
in contact with the truck of the rear
wheels, it tore it from its fastenings and
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thus let the rear end of the ear drop
upon the track. In falling, this end
snapped the coupling by its weight, and
g0 disconneeted the train, the locomotive
going off towards Boston dragging this
single car, with one end of it bumping
along the track. Meanwhile the sue-
ceeding car of the train had swept over
the body of the horse and the discon-
nected truck, which were thus brought
in contact with its own wheels, which in
their turn were also torn off; and so
oreat was the impetus that in this way
all of the four passenger cars which com-
posed that part of the train were succes-
sively driven elean off their rolling gear,
and not only did they then slide off the
track, but they crossed a railroad siding
which happened to be at that point,
went down an embankment some three
or four feet in heicht, demolished a
fence, passed into an adjoining field, and
then at last, after glancing from the
stump of a large oak - tree, they finally
came to a stand-still some two hundred
feet from the point at which they had left
the track. There was not in this case
even an approach to telescoping; on the
contrary, each car rested perfectly firmly
in its place as regarded all the others,
not a person was injured, and when the
wheelless train at last became stationary
the astonished passengers got up and
hurried through the doors, the very glass
in which as well as that in the windows
was unbroken. Here was an indisputa-
ble vietory of skill and science over ac-
cident, showing most vividly to what an
infinitesimal extreme the dangers inci-
dent to telescoping may be reduced.
THE DIFFERENCE. 1854 AND 1874.
The vast progress in this direction
made within twenty years was again
even more forcibly illustrated by the re-
sults of two accidents almost precisely
similar in character, which occurred, the
one on the Great Western Railroad of
Canada, in October, 1854, the other
on the Boston & Albany, in Massachu-
setts, in October, 1874, In the first
case a regular train made up of a loco-
motive and seven cars, while approach-
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ing Detroit at a speed of some twenty
miles an hour, ran into a gravel train of
fifteen cars which was backing towards
it at a speed of some ten miles an hour.
The locomotive of the passenger train
was thrown completely off the track and
down the embankment, dragsing after
it a baggage car. At the head of the
passenger portion of the train were two
second-class cars filled with emigrants;
both of these were telescoped and de-
molished, and all their unfortunate oc-
cupants either killed or injured. The
front of the succeeding first-class car
was then erushed in, and a number of
those in it were hurt. In all, no less
than forty-seven persons lost their lives,
while sixty others were maimed or se-
verely bruised.  So much for a collision
in October, 1854, In October, 1874, on
the Boston & Albany road, the regular
New York express train, consisting of
a locomotive and seven cars, while go-
ing during the night at a speed of forty
miles an hour, was suddenly, near the
Brimfield station, thrown by a misplaced
switeh into a siding upon which a num-
ber of platform freight cars were stand-
ing. The train was thoroughly equipped,
having both Miller platform and West-
inghouse brake. The six seconds which
intervened, in the darkness, between no-
tice of displacement and the collision, did
not enable the engineer to cheek percep-
tibly the speed of his train, and when
the blow c¢ame it was a simple question
of strength to resist. The shock must
have been tremendous, for the locomo-
tive and tender were flung off the track
to the right and the baggage car to the
left, the lagt being thrown across the in-
terval between the siding and the main
track and resting obliquely over the lat-
ter. The forward end of the first pas-
senger car was thrown beyond the bag-
gage car up over the tender, and its rear
end, as well as the forward end of the
succeeding car, was injured. As in the
Foxborough case, several of the trucks
were jerked out from under the cars to
which they belonged, but not a person on
the frain was more than slightly bruised,
the cars were not disconnected, nor was
there a suggestion even of felescoping.
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Such contrasts are their own best com-
ment.

THE VERSAILLES ACCIDENT IN 1842.

Going back once more to the early
days, a third of a century since, before
yet the periodical recurrence of slaugh-
ters had caused either train-brake or
Miller platform to be imagined as possi-
bilities, before, indeed, there was yet any
record of what we would now consider a
recular railvoad field-day, with its long
train of accompanying horrors, including
in the grisly array death by crushing,
scalding, drowning, burning, and impale-
ment, — going back to the year 1840, or
thereabouts, we find that the railroad
companies experienced a notable illustra-
tion of the truth of the ancient adage that
it never rains but it pours; for it was then
that the long immunity was rudely broken
in upon. After that time disasters on the
rail seemed to tread upon one another’s
heels in quick and frightful suceession.
Within a few months of the Inglish ca-
tastrophe of December 24, 1841, there
happened in France one of the most fa-
mous and most horrible railroad slaugh-
ters ever recorded. It took place on the
gth of May, 1842. It was the birthday
of the king, Louis Philippe, and, in ac-
cordance with the usual practice, the oc-
cagion had been celebrated at Versailles
by a great display of the fountains. At
half past five o’clock these had stopped
playing, and a general rush ensued for
the trains then about to leave for Paris,
That which went by the road along the
left bank of the Seine was densely crowd-
ed, and was so long that it required two
Jocomotives to draw it. As it was moving
at a high rate of speed between Bellevue
and Meudon, the axle of the foremost of
these two locomotives broke, letting the
body of the engine drop to the ground.
It instantly stopped, and the second lo-
comotive was then driven by its impetus
on top of the first, crushing its engincer
and fireman, while the contents of both
the fire - boxes were scattered over the
roadway and among the défris. Three
carriages crowded with passengers were
then piled on top of this burning mass,
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and there crushed together into each
other. The doors of the train were all
locked, as was then and indeed is still
the custom in Europe, and it so chanced
that the carriages liad all been newly
painted. They blazed up like pine kin-
dlings, Some of the carriages were so
shattered that a portion of those in them
were enabled to extricate themselves, but
no less than forty were held fast; and of
these such as were not so fortunate as to
be crushed to death in the first shock
perished hopelessly in the flames before
the eyes of a throng of impotent lookers-
on. Some fifty-two or fifty-three per-
sons were supposed to have lost their
lives in this disaster, and more than forty
others were injured; the exact number
of the killed, however, could never be
ascertained, as the telescoping of the cars
on top of the two locomotives had made
of the destroyed portion of the train a
veritable holocaust of the most hideous
description. Not only did whole fam-
ilies perish together, — in one case no
less than eleven members of the same
tamily sharing a common fate, — but the
remains of such as were destroyed could
neither be identified nor separated. In
one ease a female foot was alone recog-
nizable, while in others the bodies were
calcined and fused into an indistinguisha-
ble mass. The Academy of Sciences ap-
pointed a committee to inquire wheth-
er Admiral D'Urville, a distingunished
French navigator, was among the vie-
tims. His body was thought to be found,
but it was so terribly mutilated that it
could be recognized only by a seulptor,
who chanced some time before to have
taken a phrenologicul cast of his skull.
His wife and only son had perished with
him.

It is not easy now to conceive the ex-
citement and dismay which this catas-
trophe caused throughout France. The
new invention was at once associated in
the minds of an excitable people with
novel forms of imminent death. France
had at best been lagoard enough in its
adoption of the new appliance, and now
it seemed for a time as if the Versailles
disaster was to operate as a barrier in
the way of all further railroad develop-
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ment. Persons availed themselves of
the steam roads already constructed as
rarely as possible, and then in fear and
trembling, while steps were taken to
substitute horse for steam power on oth-
er roads then in process of construction.

The disaster was, indeed, one well
caleulated to make a deep impression on
the popular mind, for it lacked almost
no attribute of the dramatic and terri-
ble. There were circumstances connect-
ed with it, too, which gave it a sort of
moral significance, — contrasting so sud-
denly the joyous return from the coun-
try féte in the pleasant afternoon of
May, with what De Quincey has called
the terror of sudden death, It con-
tained a whole homily on the familiar
text. Asrespects the number of those
killed and injured, also, the Versailles
accident has not often been surpassed;
perhaps never in Europe. In this coun-
try it was surpassed on one occasion at
least, and then under eircumstances very
similar to it. This was the accident
at Camphill station, about twelve miles
from Philadelphia, on the 17th of July,
1856, which befell an excursion train
carrying some eleven hundred children,
who had gone out on a Sunday -school
picnic in charge of their teachers and
friends.

THE CAMPHILL ACCIDENT.

It was the usual story. The road had
but a single track, and the train, both
long and heavy, had been delayed and
was running behind its schedule time.
The conductor thought, however, that
the next station could yet be reached in
time to mect and there pass a regular
train coming towards him. It may have
been a miscaleulation of seconds, it may
have been a difference of watches, or
perhaps the regular train was slightly
before its time; but, however it hap-
pened, as the excursion train, while run-
ning at speed, was rounding a reverse
curve, it came full upon the regular
train, which had just left the station.
In those days, as compared with the
present, the cars were but ege - shells,
and the shock was terrific. The loco-
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motives struck each other, and, after
rearing themselves up for an instant, it
is said, like living animals, fell to the
ground, mere masses of rubbish. In any
case the foree of the shock was sufficient
to hurl both engines from the track and
lay them side by side at right angles and
some distance from it. As only the ex-
cursion train happened to be running at
speed, it alone had all the impetus nec-
essary for telescoping ; three of its cars
accordingly closed in upon each other,
and the children in them were crushed;
as in the Versailles aceident, two sue-
ceeding ears were driven on to this mass,
and then fire was set to the whole from
the ruins of the locomotives. It would
be hard to imagine anything more thor-
ushly heart-rending, for the holocaust
was of little children on a party of pleas-
ure. Iive cars in all were burned, and
sixty-six persons perished; the injured
numbered more than a hundred.

Of this disaster nothing could be said
either in excuse or in extenuation; it was
not only one of the worst description, but
it was one of that description the occur-
rence of which is most frequent. An
excursion train, while run ning against
time on a single-track road, came in col-
lision with a regular train. The record
is full of similar disasters, closing with
that at Far Rockaway on the South Side
Railroad of Long Island, upon the 5th of
July, 1875, with its ten killed and thirty
injured. Primarily, of course, the con-
ductors of the excursion trains were at
fault in all these cases; nor should it be
forgotten that the unfortunate man who
had charge of the Camphill train de-
stroyed himself the next day by swallow-
ing arsenic. But in reality, in these and
in all similar cases, —both those which
have happened and those hereafter sure-
ly destined to happen, — the final respon-
sibility does not rest upon the unfortu-
nate or earcless subordinate; nor should
the weight of punishment be visited upon
him. It belongs elsewhere. At this
late day no board of directors, nor presi-
dent, nor superintendent has any right
to operate a single-track road without
the constant use of the telegraph; and,
if they persist in so doing, it should be

Of Some Railroad Accidents.

681

under a constant and well understood
liability to the penalties for manslaugh-
ter. That the telegraph can be nsed fo
block, as it is termed, double-track roads,
by dividing them into sections, upon no
one of which two trains can be running
at the same time, is matter of long and
daily experience. There is nothing new
or experimental about it. It is a sys-
tem which has been forced on the more
crowded lines of the world as an alter-
native to perennial killings. That in the
year 1875, excursion trains should rush
along single-track roads and hurl them-
selves against regular trains is sufficient-
ly ineredible; but that such roads should
be operated without the constant aid of
the telegraph as a means of blocking
their tracks for every irregular train in-
dicates a degree of wanton carelessness,
or an excess of incompetence, for which
adequate provision should be made in
the criminal law.

TELE-

COLLISIONS CAUSED BY THE

GRAPH.

And yet, even with the wires in active
use, collisions like those at Far Rock-
away and at Camphill will occasionally
take place. They have sometimes, in-
deed, even been caused by the telegraph,
so that railroad officials at two adjoin-
ing stations on the same road, having
launched trains at each other beyond re-
call, have busied themselves while wait-
ing for tidings of the inevitable collision
in summoning medical assistance for those
sure soon to be injured. In such cases,
however, the mishap can almost invari-
ably be traced to some defect in the sys-
tem under which the telearaph is used;
such as a neglect to exact return mes-
sages to insure accuracy, or the delegat-
ing to inexperienced subordinates the
work which can be properly performed
only by a principal. This was singu-
larly illustrated in a ferrible collision
which took place at Thorpe, between
Norwich and Great Yarmouth, on the
Great Eastern Railway in England, on
the 10th of September, 1874. The line
had in this place but a single track, and
the mail train to Norwich, under the rule,
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had to wait at a station called Brundell
until the arrival there of the evening ex-
press from Yarmouth, or untilitreceived
permission by the telegraph to proceed.
On the evening of the disaster the ex-
press train was somewhat behind its time,
and the inspector wrote a dispatch di-
recting the mail to come forward with-
out waiting for it. This dispatch he
left in the telegraph office unsigned, while
he went to attend to other matters. Just
then the express train came along, and
he at once allowed i to proceed. Hard-
ly was it under way when the unsigned
dispatch ocemrred fo him, and the un-
fortunate man dashed to the telegraph
office only to learn that the operator had
forwarded it. Under the rules of the
company noreturn message was required.
A second dispatch was instantly sent to
Brundell to stop the mail; the reply
.came back that the mail was gone. A
collision was inevitable.

The two trains were of very equal
weight, the one consisting of fourteen
and the other of thirteen carriages. They
were both drawn by powerful locomo-
tives, the drivers of which had reason
for putting on an iacreased speed, be-
lieving, as each had cause to believe,
that the other was waiting for him. The
night was intensely dark and it was rain-
ing heavily, so that. even if the brakes
were applied, the wheels would slide
along the slippery track. Under these
circumstances the two trains rnshed
upon each other round a slicht curve
which sufficed to obscure their head-
lichts. The combined momentum must
have amounted to little less than sixty
miles an hour, and the shock was heard
through all the neighboring village. The
funnel of the locomotive drawing the
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mail train was swept away, and the
other locomofive seemed to rush on top
of it, while the carriages of both trains
followed until a mound of locomotives
and shattered ears was formed which
the descending torrents alone hindered
from becoming a funeral pyre. So sud-
den was the collision that the driver of
one of the engines did not apparent-
ly have an opportunity to shut off the
steam, and his locomotive, though forced
from the track and disabled, yet re-
mained some time in operation in the
midst of the wreck. In both trains, very
fortunately, there were a number of
empty cars between the locomotives and
the carriages in which the passengers
were seated, and they were utterly de-
molished; but for this fortunate eircum-
stance, the Thorpe collision might well
have proved the most disastrous of all
railroad accidents. Asit was, the men
on both the locomotives were instantly
killed, together with seventeen passen-
cers, and four other passengers subse-
quently died of their injuries; making a
total of twenty-five deaths, besides fifty
cases of injury.

No more violent collision than this at
Thorpe probably ever took place; and
yet, as euriously illustrating how rapidly
the most severe shock expends its force,
it is said that two gentlemen in the last
carriage of one of the trains, finding
themselves suddenly stopped close to
their destination, supposed it was for
some unimportant eause, and concluded
at once to take advantage of such a hap-
py chance by getting out and walking to
their homes, which they did, and learned
only the next morning of the catastro-
phe in which they had been unconscious
participants.

Charles Francis Adams, Jr.
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OF SOME RAILROAD ACCIDENTS.

[I.

TrE record of railroad horrors in the
most ageravated form- began at Ver-
sailles on the 8th of 1 1s[.ly, 1842; and
doubtless it is destined to an indefinite
continuance. Sinee then it has some-
times seemed as though locomotives had
run mad or were indulging in a very
carnival of disasters, so rapidly has one
catastrophe trodden npon the heels of
another. At lesst twice in England
their frequent occurrence has occasioned
so much public nuneasiness as to lead to
civeulars addressed to the corporations,
in one case by the Queen herself, and
in the other by the government through
the President of L]u, Board of Tt 'uie.
As a rule, these accidents were of a
strikingly similar lescription, and a dry
chronological enumeration of them would
be neither profitable nor instructive.
There are, however, those of them which
are very memorable; some becaunse of
dramatic features in their occurrence,
others because of the results which they
produced in a permanently increased
safety of travel. 'These are not without
a lasting interest, although it is almost
startling to see how soon and how com-
pletely they are forgotten. For in-
stance, who now remembers even the
name of the Abergele disaster? And yet
it occurred but seven years since, and it
would not be easy to conceive anything
more striking and terribly dramatic than
those incidents conneeted with it which
caused all England for a space to think
and speak of nothing else.

THE ABERGELE ACCIDENT.

The Irish mail is a famous train in
England. Leaving London at shortly
after seven A, a1, it was timed in 1868 to
make the distance to Chester, one hun-
dred and sixty-six miles, in four hours
and eighteen minuies; from Chester to
Holyhead is eighty-five miles, for run-

ning which the space of one hundred
and twenty - five minutes was allowed.
Abergele is a point on the sea-coast
in tlu. north of Wales, nearly midway
between these two places. On the 20th
of August, 1868, the Irish mail left Ches-
ter as usual. It was made up of thir-
teen carriages in all, which were occu-
pied, as the carriages of that train us-
ually were, by a large number of per-

sons whose names at least were widely
known. Among these, on this particu-
lar oceasion, were the DlIt:ll(‘.Sh of Aber-
corn, wife of the then Lord Licutenant
of Ireland, with five children. Under
the running arrancements of the Lon-
don & North-Western road a freight,
or as it is there ealled a goods train,
left Chester half an hour before the
mail, and was placed upon the siding at
Llanddulas, a station about a mile zmd
a half beyond Abereele, to allow the
mail to pass. From Abergele to Lland-
dulas the track ascended by a gradient
of some sixty feet to the mile. On the
day of the accident it chanced that cer-
tain wagons between the engine and the
rear end of the goods train had to be
taken out to be left at Llanddulas, and
in doing this it became necessar 'y to sep-
arate th(. train and to leave five or six of
the last cars in it standing on the tracks
of the main line, while those which were
to be left were backed on to a siding.

The employé whose duty it was to have
done so neclected to set the brakes on
the wagons thus left standing, and con-
sequently when the engine and the rest
of the train returned for them, the mo-
ment they were touched, and before a
coupling could be effected, the jar set
them in motion down the incline towards
Abergele. They started so slowly that
a brakeman of the train ran after them,
fully expecting to catch and stop them,
but as they went down the erade they
soon outstripped him, and it became
clear that there was nothing to check
them until they should meet the Irish
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mail, then almost due. Tt also chanced
that the cars thus loosened were oil cars.

The track of the North-Western road
between Abergele and Llanddulas runs
along the sides of the picturesque Welsh
hills, which rise up to the south, while
to the north there stretches out a wide
expanse of sea. The mail frain was
gkirting the hills and laboring up the
ovade at a speed of some thirty miles an
hour, when its engineer suddenly per-
ceived the loose wagons coming down
upon it around the curve, and then but
a few yards off. Seeing that they were
oil cars he almost instinctively sprang
from his locomotive, and was thrown
down by the impetus and rolled to the
side of the road-bed. Picking himself
up, bruised but not seriously hurt, he
saw that the collision had already taken
place, that the tender had ridden direct-
ly over the engine, that the colliding
ears were demolished, and that the fore-
most carriages of the train were already
on fire. Running quickly to the rear of
the train he succeeded in uncoupling six
carriages and a van, which were drawn
away from the rest before the flames
¢xtended to them by an engine which
most fortunately was following the train.
All the other carriages were utterly de-
stroyed, and every person in them per-
ished.

The Abergele was probably a solitary
instance, in the record of railroad acei-
dents, in which but a single survivor
sustained any injury. There was no
maiming. It was death or entire escape.
The collision was not a particularly se-
vere one, and the engineer of the mail
train especially stated that at the mo-
ment it occurred the loose cars were still
moving so slowly that he would not have
sprung from his engine had he not seen
that they were loaded with oil. The
very instant the collision took place,
however, the fluid scemed to ignite and
to flash along the train like lightning, so
that it was impossible to approach a car-
riage when once it caught fire. The fact
was that the oil in vast quantities was
spilled upon the track and ignited by
the fire of the locomotive, and then the
impetus of the mail train forced all of
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its leading carriages into the dense mass
of smoke and flame. All those who
were present concurred in positively
stating that not a ery, nor a moan, nor a
sound of any description was heard from
the burning carriages, nor did any one
in them apparently make an effort to
escape.

The most graphic deseription of this
extraordinary and terrible catastrophe
was that given by the Marquis of Ham-
ilton, the eldest son of the Duke of
Abercorn, whose wife and family, fortu-
nately for themselves, occupied one of
those rear carviages which were un-
shackled and saved. In his account
the Marquis of Hamilton said: ¢ We
were startled by a collision and a shock
which, though not very severe, were
sufficient to throw every one against
his oppesite neighbor. I immediately
jumped out of the carriage, when a
fearful sight met my view. Already
the whole of the three passengers’ car-
riages in front of ours, the vans, and
the engine were enveloped in dense
sheets of flame and smoke, rising fully
twenty feet high, and spreading out in
every direction. It was the work of an
instant. No words can convey the in-
stantaneons nature of the explosion and
conflagration. 1 had actually got out
almost before the shock of the collision
was over, and this was the spectacle
which already presented itself. Not a
sound, not a seream, not a struggle to
escape, not a movement of any sort was
apparent in the doomed carriages. It
was as though an electrie flash had at
once paralyzed and stricken every one
of their occupants. So complete was
the absence of any presence of living or
strugeling life in them that, as soon as
the passengers from the other parts of
the train were in some degree recovered
from their first shock and consternation,
it was imagined that the burning car-
riages were destitute of passengers; a
hope soon changed into feelings of hor-
ror when their contents of charred and
mutilated remains were discovered an
hour afterward. From the extent, how-
ever, of the flames, the suddenness of
the conflagration, and the absence of
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any power to extricate themselves, no
human aid would have been of any as-
sistance 1o the sufferers, who, in all
probability, were instantaneously suf-
focated by the black and fetid smoke
peculiar to paraffine, which rose in vol-
umes around the spreading flames.”

Thouch the collision took place be-
fore one ¢’clock, in spite of the efforts
of alarge sang of men who were kept
throwing water on the tracks, the per-
fect sea of flame which covered the line
for a distance of some forty or fifty
yards could not be extinguished until
nearly eight o’clock in the evening; for
the petrolenm had flowed down into the
ballasting of the road, and the rails
themselves were red-hot. It was there-
fore small occasion for surprise that
when the fire was at last gotten under,
the remains of those who lost their lives
were insome cases wholly undistinguish-
able, and in others almost so. Among
the thirty-three vietims of the disaster
the body of no single one retained amy
traces of individuality; the faces of all
were wholly destroyed, and in no case
were there found feet or legs or any-
thing at all approaching to a perfect
head. Ten corpses were finally identi-
fied as those of males, and thirteen as
those of females, while the sex of ten
others could not be determined. The
body of one passenger, Lord Farnham,
was identified by the erest on his watch;
and, indeed, no better evidence of the
wealth and social position of the vie-
tims of this accident could have been
asked for than the collection of articles
found on its site. It included diamonds
of great size and singular brilliancy ;
rubies, opals, emeralds, gold tops of
smelling-bottles, twenty-four swatches,
of which but two or three were not gold,
chains, clasps of bags, and very many
bundles of keys. Of these the diamonds
alone had successfully resisted the in-
tense heat of the flame; the settings
were nearly all destroyed.

Of the caunses of this aceident little
need or ean be said, No human appli-
ances, no mors ingenions brakes or in-
creased strengih of construction, could
have averted it or warded off its con-
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sequences once it was inevitable. It
was oceasioned primarily by two things,
the most dangerons and the most diffi-
cult to reach of all the many sources of
danger against which those managing
railroads have unsleepingly to contend:
a somewhat defeetive discipline, agora-
vated by a little not unnatural cave-
lessness.  The rule of the company was
specific that all the wagons of every
goods train should be out of the way
and the track clear at least ten minutes
before a passenger train was due; but
in this case shunting was going actively
on when the Irish mail was within a
mile and a half. A careless brakeman
then forgot for once that he was leaving
his wagons standing close to the head of
an ineline; a blow in coupling, a little
heavier perhaps than usual, sufliced to
set them in motion; and they happened
to be loaded with oil.

Behind all this, however, there was
apparent a grave and radical defect in
the construction of the road or the ar-
rangement of its sidings, in that the sta-
tion at Landdulas was placed upon an .
ineline at all. Aswill hereafter be seen,
this practice on the part of those laying
out railroads has been the cause of fre-
quent disaster, and must continue to be
80 as long as it exists. Every engineer
knows perfectly well what the angle of
equilibrium is, and fo establish sidings
or to habitually permit shunting where
that angle is exceeded at the head of an
incline is simply to insure soon or late a
disaster.

THE NEW HAMBURG ACCIDENT.

A catastrophe strikingly similar to
that at Abergele befell an express train
on the Hudson River Railroad, upon
the night of the 6th of February, 1871.
The weather for a number of days pre-
ceding the accident had been unusually
cold, and it is to the suffering of em-
ployés incident to exposure, and the
consequent neglect of precantions on
their part, that accidents are peculiarly
due. On this night a freight train was
going south, all those in charge of which
were sheltering themselves during a
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steady run in the caboose car at its rear
end. Suddenly, when near a Iridge
over Wappinger’s Creek, not far from
New Hambure, they discovered that a
car in the cenire of the train was
off the track. The train was finally
stopped on the bridge, but in stopping
it other cars were also derailed, and one
of these, bearing on it two large oil
tanks, finally rested obliquely across the
bridee with one end projecting over the
up track. Hardly had the disabled train
been bronght to a stand still, when,
before signal lanterns could in the con-
fusion incident to the disaster be sent
out, the Pacific express from New York,
which was a little behind its time, came
vapidly along. As it approached the
bridge, its engineer saw a red lantern
swung, and instantly gave the signal to
apply the brakes. It was too late to
avoid the collision; but what ensued
had in it, so far as the engineer was con-
cerned, an element of the heroie, which
his companion, the fireman of the en-
gine, afterwards deseribed on the wit-
ness stand with a directness and simplie-
ity of language which exceeded all art.
The ensineer’s name was Simmons, and
he was familiarly known among his com-
panions as ¢ Doc.”” ' His fireman, Nich-
olas Tallon, also saw the red light swing
on the bridge, and called out to him that
the draw was open. In reply Simmons
told him to spring the patent brake,
which he did, and by this time they were
alongside of the locomotive of the dis-
abled train and running with a some-
what slackened speed. Tallon had now
got out upon the step of the locomotive,
preparatory to springing off, and turning
asked his companion if he also proposed
to do the same: ¢ Doc looked around at
me but made no reply, and then looked
ahead again, watching his business; then
I jumped and rolled down on the ice in
the ereck; the next I knew I heard the
crash and saw the fire and smoke.”
The next seen of ¢ Doe *? Simmons, he
was dragged up days afterwards from un-
der his locomotive at the bottom of the
river. But it was a good way to die.
He went out of the world and of the
sight of men with his hand on the lever,

making no reply to the suggestion that
he should leave his post, but ¢ looking
ahead and watching his business.”
Dante himself could not have imag-
ined a greater complication of horrors
than then ensued: liguid fire and solid
frost combined to make the work of de-
struction perfect. The shock of the
collision broke in pieces the oil car, ig-
niting its contents and flinging them
about in every direction. In an instant
bridae, river, locomotive, cars, and the
glittering surface of the ice were wrapped
in a sheet of flame; at the same time the
strain proved too severe for the trestle-
work, which gave way, precipitating the
locomotive, tender, baggage cars, and
one passenger car on to the ice, through
which they instantly erushed and sank
deep out of sight beneath the water.
OFf the remaining seven cars of the pas-
senger train, two, besides several of the
freight frain, were destroyed by fire,
and shortly, as the supports of the re-
maining portions of the bridee burned
away, the superstructure fell on the half-
submerged train and buried it from view.
Twenty - one persons lost their lives
in this disaster, and a large number of
others were injured; but the loss of life,
it will be noticed, was only two thirds of
that at Abergele. The New Hamburg
catastrophe also differed from that ag
Abergele in that, under its particular
cirecumstances, it was far more prevent-
able, and, indeed, with the appliances
since brought into use it would surely
have been avoided. The modern train-
brake had, however, not. then been per-
fected, so that even the hundred rods at
which the signal was seen did not afford
a sufficient space in which to stop the
train. Under any cireumstances, how-
ever, it is diflicult to see how it is possi-
ble to guard against contingencies like
those at either Abergele or New ITam-
burg. At the time, as is usnal in such
cases, the public indignation expended
itself in vague denuneiation of the Hud-
son River Railroad Company, because
the disaster happened to take place
upon a bridge in which there was a draw
to admit the passage of vessels. There
seemed to be a vague but very general
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impression that draw-bridees were dan-
gerous things, and, because other acci-
dents due to different causes had hap-
pened upon them, that the occurrence
of this accident, from whatever cause,
was in itself sufficient evidence of gross
carelessness.  The fact was that not even
the elumsy Connecticut rule, which com-
pels the stopping of all trains before en-
tering on any draw-bridee, would have
sufficed to avert the New Hamburg dis-
aster, for the river was then frozen and
the draw was not in use, so that for the
time being the bridge was an ordinary
bridge; and not even in the frenzy of
crude suggestions which invariably suc-
ceeds each new secident was any one
ever found ignorant enough to succest
the stopping of all trains before entering
upon every bridge, which, as railroads
generally follow water-courses, would not
infrequently necessitate an average of
one stop to every thousand feet or so.
Only incidentally ¢id the bridee at New
Hamburg have anything to do with the
disaster there, the essence of which lay
in the sudden derailment of an oil ear
in front of a passenger {rain running in
the opposite direction and on the other
track. Of course, if the derailment had
oceurred long enoush before the passen-
ger train came up to allow the proper
sicnals to be given. and this precaution
had been negleeted, then the disaster
would have been due, not to the original
cause, but to the defective discipline of
the employés.  Such does not appear
to haye been the case at New Hamburg,
nor was that disaster by any means the
first due to derailment and the throw-
ing of cars from one track in front of a
train passing upon the other. Indeed,
an accident hardly less destructive, aris-
ing from that very canse, had occurred
only eight months previous in England,
and resulted in eichteen deaths and more
than fifty cases of injury.

THE CLAYBRIDGE LANE ACCIDENT.

A goods train made up of a locomo-
tive and twenty-nine wagons was run-
ning at a speed of some twenty miles an
hour on the Great Northern road, be-
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tween Newark and Claypole, about one
hundred miles from London, when the
forward axle under one of the wagons
broke. As a result of the derailment
which ensued, the train became divided,
and presently the disabled car was driv-
en by the pressure behind it out of its
course and over the interval, so that
it finally rested partly across the other
track. At just this moment an excur-
sion ftrain from London, made up of
twenty-three carriages and containing
some three hundred and forty passen-
gers, came along at a speed of about
thirty-five miles an hour. It was quite
dark, and the engineer of the freight
train in vain waved his arm as a signal
of danger; one of the guards, also,
showed a red light with his hand lan-
tern, but his action either was not seen
or was misunderstood, for, without any
reduction of the speed being made, the
engine of the excursion train plunged
headlong into the disabled goods wagon.
The collision was so violent as to turn
the engine aside off the track and cause
it to strike the stone pier of a bridge near
by, by which it was flung completely
around and then driven up the slope of
the embankment, where it toppled over
like a rearing horse and fell back into
the roadway. The tender likewise was
overturned, but not so the carriages;
they rushed along holding to the track,
and’ the side of each as it passed was
ripped and torn by the projecting end
of the freight car. Of the twenty-three
carriages and vans in the train scarcely
one escaped damage, while the more for-
ward ones were in several cases lifted
one on top of the other or foreed partly
up the embankment, whence they fell
back again, crushing the passengers be-
neath them.

This accident oceurred on the 21st of
June, 1870; it was very thoroughly in-
vestigated by Captain Tyler on behalf
of the Board of Trade, with the appar-
ent conclusion that it was one which
could hardly have been guarded against.
The freicht car whose broken axle oc-
casioned the disaster did not belong to
the Great Northern company, and the
wheels of the train had been properly
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examined by viewing and tapping at the
several stopping-places; the flaw which
led to the fracture was, however, of such
a nature that it could have been detect-
ed only by the removal of the wheel. It
did not appear that the employés of the
company had been guilty of any negli-
genece; but it was difficult to avoid the
conclusion that the accident was due to
one of those defects to which the results
of even the most perfect human work-
manship must ever remain liable, and
this had revealed itself under exactly
those conditions which must involve the
most disastrous consequences.

The English aceident did, however,
establish one thing, if nothing else; it
showed the immeasurable superiority of
the system of investigation pursued in
the case of railroad accidents in En-
gland over that pursued in this country.
There a trained expert after the oceur-
rence of each disaster visits the spot and
sifts the affair to the very bottom, locat-
ing responsibility and pointing out dis-
tinetly the meagures necessary to guard
against its repefition. Here the case
goes to a coroner’s jury, whose findings
as a rule admirably sustain the ancient
reputation of that august tribunal, It is
absolutely sad to follow the course of
these investigations, they are conducted
with such an entive disregard of method
and lead to such inadequate conclusions.
Indeed, how could it be otherwise? The
same man never investizates two acei-
dents, and for-the one investigation he
does make he is competent only in his
own esteem,

Take the New Hamburg accident as
an example. Rarely has any catastro-
phe merited amore careful investigation,
and few indeed have ever called forth
more ill - considered criticism or erude
sugoestions.  Almost nothing of interest
respecting it was elicited at the inquest,
and now noreliable eriticism can be vent-
ared npon it. The guestion of respon-
sibility in that case, and of prevention
thercafter, involved ecareful inquiry into
at least four subjects: First, the own-
ership and condition of the freight car
the fractured axle of which occasioned
the disaster, together with the precau-
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tions taken by the company, usnally and
in this particular case, to test the wheels
of freicht cars moving over its road,
especially during fimes of severe cold.
Second, the conduct of those in charge
of the freight train immediately preced-
ing and at the time of the accident; was
the fracture of the axle at once noticed
and were measures taken to stop the
train, or was the derailment agoravated
into the form it finally took by neglect?
Third, was there any neglect in signal-
ing the accident on the part of those in
charge of the disabled train, and how
much time elapsed between the aceident
and the collision? Fourth, what, if any,
improved appliances would have enabled
those in charge of either train to have
averted the accident, and what, if any,
defeets either in the rules or the equip-
ment in use were revealed ?

No satisfactory conclusion can now
be arvived at upon any of these points,
thongh the probabilities are that with
the appliances since introduced the train
might have been stopped in time. In
this case, as in that at Claybridge, the
coroner’s jury returned a verdict exoner-
ating every one concerned from respon-
sibility, and very possibly they were
justified in so doing; though it is ex-
tremely questionable whether Captain
Tyler would have arrived at a similar
conelusion, There is a strong proba-
bility that the investization went off, so to
speak, on a wholly false issue, — turned
on the draw - bridge frenzy instead of
upon the question of ecare. So far as
the verdict declared that the disaster
was due to a collision between a passen-
ger train and a derailed oil car, and not
to the existence of a draw in the bridge
on which it happened to oceur, it was,
indeed, entitled to respect, and yet it
was on this very point that it excited
the most eriticism. Loud commendation
was heard through the pressof the Con-
necticut law, which had been in force
in that State for twenty years, and, in-
deed, still is in force there, under which
all trains are compelled to come to a
full stop before entering on any bridze
which has a draw in it,—a law which
may best be described as a useless nui-
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sance. Yet the grand jury of the Court
of Oyer and Terminer of New York city
even went so far as to recommend, in a
report made by it on the 23d of Feb-
ruary, 1871, — sixteen days after the
accident, — the passage by the legislat-
ure then in session at Albany of a simi-
lar legal absurdity. Fortunately better
counsels prevailed, and as the public
recovered its equilibrium the matter was
allowed to drop.

The Connecticut law in question, how-
ever, originated in an accident which at
the time had startled and shocked the
community as much even as that at Ver-
sailles before or at Abergele has since
done. It occurred on the New York &
New Haven road at Norwalk, on the 6th
of May, 1853.

THE NORWALK ACCIDENT.

Therailroad at Norwalk crossesa small
inlet of Long Island Sound by means of
a draw-bridge, which is approached from
the direction of New York around a sharp
curve. A ball at the mast-head was in
1853 the signal that the draw was open
and the bridge closed to the passage of
trains. The express passencer train for
Boston, consisting of a locomotive and
two baggage and five passenger cars,
containing about one hundred and fifty
persons, left New York as usual at eight
o’clock that morning. The locomotive
was not in charge of its usual engineer,
but of a substitute named Tucker, a man
who some seven vears before had been
injured in a previous collision on the
same road, for which he did not appear
to have been in any way responsible; but
who had then given up his position and
gone to California, whence he had recent-
Iy returned and was now again an appli-
cant for an engineer’s situation: This was
Lis third trip over the road, as substitute.
In approaching the bridge at Norwalk
he apparently wholly neglected to look
for the draw signal. He was ranning his
train at about the nsual rate of speed,
and first became aware that the draw
was open when within four hundred feet
of it and after it had become wholly im-
possible to stop the train in time. He
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immediately whistled for brakes and re-
versed his engine, and then, without
setting the brakes on his tender, both he
and the fireman sprang off and escaped
with trifling injuries. The frain at this
time did not appear to be moving at a
speed of over fifteen miles an hour. The
draw was sixty feet in width; the water
in the then state of the tide was about
twelve feet deep, and the same distance
below the level of the bridge. Although
the speed of the train had been material-
ly reduced, yet when it eame to the open-
ing it was still moving with sufficient im-
petus to send its locomotive ¢lean across
the sixty-foot interval and to cause it to
strike the opposite abutment about eight
feet below the track; it then fell heavily
to the bottom. The tender lodged on top
of it, bottom up and resting against the
pier, while 6n top of this again was the
first bagaage car. The second baggage
car, which contained also a compart-
ment for smokers, followed, but in fall-
ing was canted over to the north side of
the draw in such a way as not to be
wholly submerged, so that most of those
in it were saved. The first passenger
car plunged into the opening next; its
forward end erushed in, as it fell against
the baggage car in front of it, while its
rear end dropped into the deep water
below; and on top of it came the second
passenger car, burying the passengers in
the first bgneath the débris, and partial-
ly submerging itself. The suceeeding or
third passenger car, instead of following
the others, broke in two in the middle,
the forward part hanging down over the
edge of the draw, while the rear of it
rested on the track and stayed the course
of the remainder of the train, Ineluding
those in the smoking compartment more
than a hundred persons were plunged
into the channel, of whom forty-six lost
their lives, while some thirty others were
more or less severely injured. The killed
were mainly among the passengers in the
fivst. car; for in falling the roof of the
second car was split open, and it finally
rested in such a position that, as no sue-
ceeding car came on top of it, many of
those in it were enabled to extricate
themselves ; indeed, more than one of
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the passengers in falling were absolute-
ly thrown through the aperture in the
roof, and, without any volition on their
part, were saved with unmoistened gar-
ments. ;

This terrible disaster was due, not
alone to the carelessness of an engineer,
but to the use of a erude and inadequate
system of sienals. Tt so happened, how-
ever, that the legislature of the State was
unfortunately in session at the time, and
consequently the public panie and indig-
nation took shape in a law compelling
every train on a Connecticut railroad to
come to a dead stand-still before enter-
ing upon any bridge in which there was
a draw. This law is still in force, and
from time to time, as after the New Ham-
burg catastrophe, an unreasoning clamor
is raised for its enactment in other States.
In point of fact it imposes a most absurd,
unnecessary, and annoying delay on trav-
cling, and rests upon the Connecticut
statute book a curious illustration of what
usually happens when legislators under-
take to incorporate running railroad regu-
lations into the statutes-at-large. There
is probably no source of danger to which
travel by rail is subject which admits
of such certain and infallible signaling
as drawsin bridges. The idea of stop-
ping before approaching them is onti-
tled to about the same respect as would
be a proposal to recur to pioneer loco-
motives before all night trains.

ACCIDENTS AT DRAW-BRIDGES.

The machinery by which draws must
be worked ean be automatically connect-
ed with signals of almost any description
atany desived distance. By one method
in use a careless engineer is suddenly
aroused to a proper performance of his
duties and a consciousness of impend-
ing danger by the disappearance of the
smoke - stack of his locomotive; by yet
others his passing a given point in de-
fiance of signals sends him ecrashing
through a gate and canses the sounding
of an alarm suflicient to arouse all but
the dead. Either of these methods se-
cures a much greater degree of safety
than a mere stopping of trains, which in
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more than one instance has
wholly insufficient protection.

This was curiously illustrated in the
case of an accident which occurred upon
the Boston & Maine Railroad on the
morning of the 21st of November, 1862,
when the early local passenger train was
run into the open draw of the bridge
almost at the entrance to the Boston
station. It so happened that the frain
had stopped at the Charlestown station
just before going on to the bridge, and
at the time the accident occeurred was
moving at a speed scarcely faster than a
man could walk; and yet the locomotive
was entively submerged, as the water at
that point is deep, and the only thing
which probably saved the train was that
the draw was so narrow and the cars
were 5o long that the foremost one lodged
across the opening, and its forward end
only was beneath the water. At the
rate at which the train was moving, the
resistance thus offered was suflicient to
stop it, though, even as it was, no less
than six persons lost their lives and a
much larger number were more or less
injured. Here all the precautions im-
posed by the Connecticut law were talcen,
and served only to reveal the weak point
in it. The aceident was due to the neg-
lect of the corporation in not having
the draw and its system of signals inter-
locked in such a way that the move-
ment of the one should automatically
canse a corresponding movement of the
other; and this neglect in high quarters
made it possible for a careless employé
to open the draw on a particularly dark
and fogry morning, while he forgot at
the same time to shift his signals. A
statute provision making compulsory the
interlocking of all draws in railvoad
bridges with a proper and infallible sys-
tem of signals might, therefore, have
¢laims on the consideration of an intelli-
gent lcgisl:ttm'u; not 80 an enactment
which compels the stopping of trains at
points where danger is small, and makes
no provision as respects other points
where it is great.

And yet bridge accidents always have
been and will probably always remain
among the worst to which travel by rail

proved a
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is exposed. Tt wenld be
corporations to take too great precau-
tions against them, and that the pre-
cautions taken are very great is conclu-
sively shown by the fact that with thon-
sands of bridges many times each day
subjected to the strain of the passage at
speed of heavy trains, so very few dis-
asters occur. Nevertheless there are
many precautions which, in the face of
terrible experience, corporations do not
and will not take. For instance, every
railroad bridge, not only throughout its
length but throughout its approaches,
should have its track protected against
possible derailmeat. It is the exception
and not the rule, however, that this is
done.  Long immunity from disaster
breeds a species of recklessness even in
the most cautious, and yet the single
mishap in a thousand must surely fall
to the lot of some one. Many years ago
the terrible results which must soon or late
be expected, wherever the consequences
of a derailment on the approaches to a
bridge ave not surely guarded against,
were illustrated by a disaster on the
Great Western Railvoad of Canada which
combined many of the worst horrors of
both the Norwalk and the New Hamburg
tragedies; more recently the almost for-
gotten lesson was enforeed again on the
Vermont & Massachusetts road, upon
the bridge over the Miller River, at
Athol. The accident last referred to
occurred on the 16th of June, 1870, but,
though forcible enough as a reminder,
it was tame indeed in comparison with
the Des Jardines Canal disaster, which
is still remembered though it happened
as long ago as the 17th of March, 1857,

impossible for

THE DES JARDINES CANAL ACCIDEXNT.

The Great Western Railroad of Can-
ada crossed the canal by a bridge at an
elevation of about sixty feet. At the
time of the aceident there were some
eighteen feet of water in the canal,
thongh, as is usnal in Canada at that sea-
son, it was covered by ice some two feet
in thickness. On the afternoon of the
17th of March, as the local accommoda-
tion train fron Hamilton was nearing the
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bridge, its locomotive, though it was then
moving at a very slow rate of speed, was
in some way thrown from the track and
on to the timbers of the bridge. These
it eut through, and then, falling heavily
on the string-pieces, it parted them and in-
stantly pitched headlong on to the frozen
surface of the canal below, dragging after
it the tender, baggage car, and two pas-
senger cars, which composed the whole
train. There was nothing whatever to
break the fall of sixty feet; and even
then two feet of ice only intervened he-
tween the ruins of the train and the
bottom of the canal eighteen fect below.
Two feet of solid ice will afford no con-
temptible resistance to a falling body;
the locomotive and tender crushed heav-
ily through it and instantly sank out of
sight. In falling the bagoage car struck
a corner of the tender and was thus
thrown some ten yards to one side, and
was followed by the first passencer car,
which, turning a somersault as it went
down, fell on its roof and was crushed
to fragments, but only partially broke
through the ice. Upon which the next
car fell endwise, and rested in that po-
sition. That every human being in the
first car was either crushed or drowned
seems most natural; the only cause for
astonishment is found in the fact that
any one should have survived such a
catastrophe,— a tumble of sixty feet on
ice as solid as a rock! Yet of four per-
sons in the bageage car three went down
with ity and not one of them was more
than slichtly injured. The engineer
and fireman, and the occupants of the
second passenzer car, were less fortunate.
The former were found crushed under
the locomotive in the bottom of the canal;
while of the latter ten were killed, and
not one escaped severe injury. Very
rarely indeed in the history of railroad
accidents have so large a portion of those
on the train lost their lives as in this
case, for out of ninety persons sixty per-
ished, and in the number was ineluded
every woman and child among the pas-
sengers, with a single exception.

There were two circumstances aboub
this disaster worthy of especial notice.
In the first place, as well as can now be
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ascertained, in the absence of any trust-
worthy record of an investigation into
causes, the aceident was easily preventa-
ble, though by means of appliances which
even yet have never been brought into
general use. It appears to have been
immediately caused by the derailinent of
a locomotive, however occasioned, just
as it was entering on a swing draw-bridge.
Thrown from the tracks, there was noth-
ing in the flooring to prevent the derailed
locomotive from deflecting from its conrse
until it toppled over the ends of the ties,
nor were the ties and the flooring appar-
ently suficiently strong to sustain it even
while it held to its course. Under such
circumstances the derailment of a loco-
motive npon any bridge can mean only
destruction; it meant it then, it means
it now; and yet our country is to-day
full of bridees constructed in an exactly
similar way. A very simple and inex-
pensive appliance would make accidents
from this cause, if not impossible, at
least highly improbable. It is only nee-
essary to make the ties and flooring of
all bridges between the tracks and for
three feet on either side of them sufli-
ciently strong to sustain the whole weight
of a train off the track and in motion,
while a third rail, or strong truss of
wood, securely fastened, should be laid
down midway between the rails through-
out the entire length of the bridge and
its approaches.  With this arrangement,
as the flanges of the wheels are on the in-
side, it must follow that in case of de-
railment and a divergence to one side or
the other of the bridge, the inner side of
the flange will come against the central
rail or truss justsosoon as the divergence
amounts to half the space between the
rails, which in the ordinary gauge is two
fect and ten inches. The wheels must
then glide along this guard, holding the
train from any further divergence from
its course, until it can be checked. Mean-
while, as the ties and flooving extend for
the space of three feet outside of the
track, a suflicient support is furnished by
them for the other wheels. A legislative
enactment compelling the construetion
of all bridges in this way, conpled with
additional provisions for the interlock-
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ing of draws with their signals in the
cases of bridees across navigable waters,
would be open to the objection that
laws against dangers of aceident by rail
have almost invariably proved ineffect-
ive when they were not absurd, but in
itself, if enforced, it might not improba-
bly render disasters like those at Nor-
walk and Des Jardines terrors of the
past. The New Hamburg accident de-
pended on other conditions.

There was, also, one rather notewor-
thy feature in the Des Jardines accident.
The question as to what is the best
method of coupling together the several
individual vehicles which make up every
railroad train has always been much dis-
cussed among railroad mechanics.. The
decided weight of opinion has been in
favor of the strongest and closest coup-
lings, so that under no circumstances
shonld the train separate into parts. Tak-
ing all forms of railroad accident to-
gether, this conclusion is probably sound.
It is, however, at best only a balancing
of disadvantages, a mere qtmstion as to
which practice involves the least amount
of danger. Yet a very terrible demon-
stration that there are two sides to this
as to most other questions was furnished
at Des Jardines. It was the custom on the
Great Western road not only to couple
the cars together in the usual method
then in use, but also, as is often done
now, to connect them by heavy chains
on each side of the bumpers. Accord-
ingly when the locomotive broke through
the Des Jardines bridge, it drageed the
rest of the train hopelessly after it. This
certainly would not have happened had
the modern self-coupler been in use, and
probably would not have happened had
the ears been conneeted only by the or-
dinary link and pins; for the train was
going very slowly and the signal for
brakes was given in ample time to apply
them vigorously before the last cars came
to the opening, into which they were
finally dragzed by the dead weight be-
fore them and not hurried by their own
impetus.

On the other hand, we have not far to
go in search of scarcely less fatal dis-
asters illustrating with equal force the
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other side of the propesition, in the ter-
rible consequences which have ensued
from the separation of cars in cases of
derailment. Take the memorable acci-
dent of the 17th of June, 1858, near Port
Jervis, on the Erie Railway, for instance.

THE PORT JERVIS ACCIDENT.

As the express train from New York
was running at a speed of about thirty
miles an hour over a perfectly straicht
piece of track between Otisville and
Port Jervis, shortly after dark on the
evening of that lay, it encountered a
broken rail. The train was made up of
a locomotive, two baggage cars, and five
passenger cars, all of which except the
last passed safely over the fractured rail.
The last car was apparently derailed
by this, and drew the car before it off
the track. These two cars were then
dragged along, swaying fearfully from
side to side, for a distance of some four
hundred feet, when the couplings at last
snapped and they went over the embank-
ment, which was there some thirty feet
in height. As they rushed down the
slope, the last car turned fairly over,
resting finally on its roof, while one of
its heavy iron trucks broke throngh and
fell upon the passengers beneath, kill-
ing and maiming them. The other car,
more fortunate, rested at last upon its
side on a pile of stones at the foot of
the embankment. Six persons were
killed and fifty severely injured; all of
the former in the last car.

In this case, had the couplings Leld,
the derailed cars would not have gone
over the embankment and but slight in-
juries would have been sustained. Mod-
ern improvements have, however, creat-
ed safeguards safficient to prevent the
recurrence of other accidents under the
some conditions as that at Port Jervis.
The diflienlty lay in the inability to stop
a train, though moving at only moderate
speed, within 2 reasonable time. The
wretched inefficiency of the old hand-
brake in a sudden emergency received
one more illustration. The train seems
to have run nearly half a mile, after the
accident took place, before it could be

Of Some Railroad Accidents.

[December,

stopped, although the engineer had in-
stant notice of if and reversed his loco-
motive. The couplings did not snap until
a distance had been traversed in which
the modern train-brake would have re-
duced the speed to a point at which they
would have been subjected to no dan-
gerous strain.

THE CAR'S ROCK ACCIDENT.

The accident ten years later at Car’s
Rock, on the same road, sixteen miles
west of Port Jervis, was again very simi-
lar to the one just described; and yes
in this case the parting of the conplings
alone prevented the rear of the train
from dragging its head to destruction.
Both disasters were oceasioned by broken
rails 3 but, while the first occurred on a
tangent, the last was on a curve at a
point where the road, skirting along the
hills, had on one side of it a bold ele-
vation and on the other a steep declivity .
of some eighty feet, jagged with rock and
bowlders. The train was a lone one,
consisting of the locomotive, three bag-
gage and express, and seven passenger
cars, and it encountered the broken rail
while rounding the curve ata high rate
of speed. Again all the train passed
over the fracture in safety, except the
last car, which was snapped, as it were,
off the frack and over the embankment.
At first it was dragged along, but only
for a short distance; the intense strain
then broke the coupling between the four
rear cars and the head of the train, and
the last of the four being already over
the precipice the others almost instantly
toppled over after it and plunged and
rolled down the ravine. A passenger on
this portion of the train, who went with
it, deseribed the car he was in * as go-
ing over and over, until the outer roof
was torn off, the sides fell out, and the
inner roof was crushed in.”’ Twenty-
four persons were killed and eighty in-
jured; but in this instance, as in that at
Des Jardines, the only subject for sur-
prise was that there were any survivors.

Accidents avising from the parting of
defective conplings have of course not
been uncommon, and they constitute



one of the greatest dangers incident to
heavy gradients; in surmounting inclines
freight trains will, it is found, break in
two, and their hinder parts come thun-
dering down the grade, as was seen at
Abergele.  The American passenger
trains, in which each car is provided
with brakes, are much less liable than
the English, the speed of which is regu-
lated by brake vans, to accidents of this
description. Indeed, it may be ques-
tioned whether in America any serious
dizaster has occurred from the fact that
a portion of a passenger train on a road
operated by steam got beyond control in
descending an incline. There have been,
however, tervible catastrophes from this
cause in England, and that on the Lan-
cashire & Yorkshire road near Helm-
shere, a station some fourteen miles north
of Manchester, deserves a prominent
place in the record of railroad accidents.

THE HELMSHERE ACCIDENT.

It occurred in the early hours of the
morning of the 4th of September, 1860.
There had been a great féte at the Belle-
vue Gardens in Manchester on the 3d,
upon the conclusion of which some twen-
ty-five hundred persons crowded at once
upon the return trains. Of these there
were, on the Lancashire & Yorkshire
road, three; the first consisting of four-
teen, the second of thirty-one, and the
last of twenty-four carriages; and they
were started, with intervals of ten min-
utes between them, at about eleven o’clock
at night.- The first train finished its
journey in safety. Not so the second
and the third. The Helmshere station
is at the top of a steep incline. This
the second train, drawn by two loco-
motives, surmounted, and then stopped
for the delivery of passengers. While
these were leaving the carriages, a snap
as of fracturved iron was heard, and the
guards, looking back, saw the whole rear
portion of the train, consisting of seven-
teen carriages and a brake-van, detached
from the rest of it and quietly slipping
down the ineline. The detached por-
tion was moving so slowly that one of

Of Some Railroad Accidents.

T47

the guards succeeded in eatehing the van
and applying the brakes; it was, how-
ever, already too late. The velocity
was greater than the brake-power could
overcome, and the seventeen carriages
kept descending more and more rapidly.
Meanwhile the third train had reached
the foot of the incline and begun to
ascend it, when its engineer, on round-
ing a curve, caught sight of the de-
seending carriages. He immediately re-
versed his engine, but before he could
bring his train to a stand they were upon
Lhim. Fortunately the van-brakes of the
detached carriages, though insufficient
to stop them, yet did reduce their speed;
the collision nevertheless was terrific.
The foree of the blow, so far as the ad-
vancing train was concerned, expended
itself on the locomotive, which was de-
molished, while the passengers escaped
with a fright. Not so those in the de-
scending carriages. With them there
was nothing to brealk the blow, and the
two foremost of them were crushed to
fragments and their passengers scattered
over the line. It was shortly after mid-
night, and the excursionists clambered
out of the trains and rushed frantically
about, impeding every effort to clear
away the débris and rescue the injured,
whose shricks and eries were incessant.
The bodies of ten persons, one of whom
had died of suffocation, were ultimately
extricated from the ruins, and twenty-
two others sustained fractures of limbs.
At Des Jardines the couplings were
too strong; at Port Jervis and at Helm-
shere they were not strong enough; at
Car’s Rock they gave way not a mo-
ment too soon. ¢ There are objections
to a plenum and there are objections to
a vacuum,’’ as Dr. Johnson remarked,
¢ but a plenum or a vacuum it must
be;?? but there are no arguments in favor
of railroad stations or sidings upon an in-
clined plane. Abergele was one illus-
tration of what soon or late must result
from them, and Helmshere was another.
In railroad mechanics there are after all
some points susceptible of demonstration.,
That they should still be ignored is hard-
ly less singular than it is surprising.
Charles Francis Adams, Jr.





