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Railroad:

Datel

Location:

Kind of accident:
Trainsinvolved:
Train numbers:
Engine numbers:

Congigt:

Speed:

Track:

Weather:
Time:
Casualties:

Cause:

- — - —

Delaware, Lackawanna & Western
October 24, 1937
Portland, Pa.

Side collision

Paggenger t Pagsenger

Np. 386 i No. 47

P.R,R. 1564 : D.L.& W. 1402
5 cars : 22 milk cars,

1 passgenger
10 m.p.h. ¢ 12 m.p.h.

Crossover; 0.392 percent
descending grade eastward.

Cloudy, damp
About 7:07 a.m.
4 injured

Failure to obey signal indicationg,
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November 29, 1937.

To the Commigsion:

On October 24, 1837, there was a gide colllslon between a
Pennsgylvonia Rallroad passenger train and a Delaware, Lacka-
wanha & Western Rallrosd milk-and-passenger train on the Dela-
ware, Lnckawanna & Western Reilroad, at Portland, Pa., which
reculted in the injury of four employees.

Location and method of operation

This accldent occurred on that part of the Morris and Essex
Division which extends betwsen Blateford Ject,, Pa.,and Monumks
Chunk, N.J,, a distence cf 7.27 miles. The Pennsylvania Rail-
rocd, hereinafter referred to as the P, R, R., operates paasenger
trains manned by its own empnloyees over this part of the Delowere,
Lackawanna & Wgstern Raiiroad, hereinafter referred to as the
D, L.& W, In the viclnity of the point of accldent this 15 a
dovble~track line over which trains are operated by timetable,
troin orders and an automatic block-gignal asystem., Compass
directiong of this line gre practlcelly north and south but the
tlmetable dlrectlons are esst snd west; these latter directlons
are used in thle report.

The accident occurred at a point about 4,000 feet west of
the station at Portland; avproaching thls polnt from the west the
track 1ls tangent for a dlstance of 3,089 feet,foliowed by a com=
pound curye 845.5 feet in length, varying in curvature from 10 to
20 23 30", and then 695,87 feet of tangent to the point of ace-
cident. The grade for east-bound trains 1s 0.392 percent
descending,

Due to highway construction in progress adjacent to this
line at the time of the accident the east-bound main track wos
not in use from a polint about 4,000 feet west to n polnt about
500 fect east of the statlon et Portland, located 2.18 miles
east of Slateford Jct., the west-bound maln being used as single
track between tnese points. A facing-point No. 10 crossover for
east-bound trains was located at the beginning of the single-track
scetion; the accldent occurred on this erossover, at which point
the track lg leld on a side-hill £311. An emubankment 23 feot in
heilght, which 1s covered by trees and other foliage, borders the
gagt~bound track on the right side.

Eagatebound sutomatic signal 846, of tho two-arm, two-posi-
tilor, lower-quadrant semephore type, ig located about 1,000 feet
engt of Slateford Jet. At the ftime of the accldent the lower
arm wod fixed in horizontal position., When the upper am stands
at 459 -nd the lower at horlzontal, the aspect is known as
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"approach", the indication being "prenare to stop at next

glgnal; train exceeding nedlum speed must at once reduce to that
speed", The next signal eastward is automatic signal 836, locat-
ed spproximately 4,500 feet east of signal 848 and about 1,938
feet west of the point of accident; both armg of this dignal were
fixed 1n horazontal position, the indiocation of which is "“gtop
and proceed";however, the letter "G", which ldentlified 1t as a
grade slgnal, was displayed on this slignsl, and this permitted
trains to pass 1t without stopning and to proceed at restricted
speed,

A sign on the right side of an east-bound traln, 1lndlicating
the end of doutle track, was located approximately 398 Teet west
of the point of accident,

A Tlagman w9s located at each end of the single track to
ope rate switchiee to the cpossovers; these flagmen collaborated
with each other and with the train dispetcher on the telephone
in handling trainsg on this single-track sectlon. Thig opcratlon
was authorized by Bulletin Nn, 466, which reads as Tollowe!l"Efe
fective Thursday, Sept. 50, 1937, all trains in both directlons
will run on new west-bound track between ©ld crogsovers 350 feet
east of Portland Depot and new switch, located 1,700 feet east of
Signal 836. All trains must aporoach ends of doutle track
prepared to gtop into clear,BUT MAY PROCEED OVER SIKGLE TRACK AT-
RESTRICTED SPEED ON FAND SIGNAL GIVEN BY FLAGMAN ON GROUND. Speed
of trains cn gingle track will be limited to fiftecn (15) mlles
per hour',

Rule B09D reads as follows: "On two or more tracks when
a train i1s atopped by a Btop and Proceed signal it may nrocecd
at once 2t reetricted speed'. le 509F is ag follows: #On two

or morc tracks on ascending grades traing may pass Grade signals
lndicating block occupled, withoutv stoprning, and preceed at re-~
gtricted speed!

"Reetricted gspeed® 1s defined as follows: "Prepsred to stop
ghort of %rain, obstrmction, or anything that may requlre train
to stop" and "medium apeed" ls defined as: "One-half maximum
anthorlized sneed at point invnlved, but not to excecd thirty
miles per hour unless otherwise provided". The maximum authoriz-
¢d speced 1s 50 miles per hour.

The weather was cloudy and damp at the time of the accldent,
whlch occurred at about 7:07 o.m.
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Description

No. 47, a D,L,& W. west-bound milk-and-passonger train, .
conglgted of 1P milk cars of steel underframe construction, 1
sll-gteel milk car, 4 steel underframe milk cars, and 1 all-stecel
baggage and passenger ¢ar, in the order named, hauled by D.L.& W,
engine 1402, and was in charge of Conductor Stalger and Engineman
Chase., This train passed Manunka Chunk, the last open office,
5:67 mlleg east of the point of accldent, at 6:41 a.m., according
to the traln sheet, 3 minutes ahead of schedule and was delayed
several minutes at Portland waiting for authority td ococupy the
single track; when passing the cross-over located about 4,000 feet
west of Portland at a gpeed of about 12 mlles per hour itsg
thirteenth car was gtruck at the east end by P, R.R. Train No.
388.

No. 388, a P.R,R. east-bound passenger train, consisted of
1 coach, 1 combination coach and baggage car, and 3 Pullmans, all
of all~steel construgtion, haunled by P.R.R. engihe 1564, and
wag in charge of Conductor Smith and Engineman Ginder, fhis train
passed Slateford Jcot. tower, the last open offlce, 1.42 miles west
of the point of accident, at 7:05 a.m., according to the train
gsheet, 13 minutes late, and collided with No: 47 at about 7:07
a,m, while traveling at & gpesed of about 10 miles per hour,

The englne truck and both pairs of drivers of engine 1564
were deraniled, the engine stopning upright and pointing slightly
to the left of the crogsover, the tender and cars were not
derailed. The front part of the engine was conglderably damaged
snd stopoed under the scventZeenth car of Ngp. 47; the leadlng car
of No. 388 was slightly damaged.

The thlirteenth car of No. 47 was deralled but only slightly
damaged and remained in line with the track about & car lengths
west of the croscsover; the fourteenth car stopped on 1ts slde
about 5 car lengths west of the crossover and was considerably
damaged; the fifteenth cer was destroyed and the wreckage stopred
in general line with the track about 4 car lengths west of the
crogsover; the body of the sixteenth car wag torn from its
trucks and stopped, badly damaged, opposlte engine 1564; the
gseventeenth car, badly damaged, was deralled and 1lts rear end
rested on the front part of engine 1564; the ei%hteenth car was .
not derailed but the west end was off center. he west-bound
track was thrown out of line for a distance of 100 feet.

The employees i1njured were the flagman and baggageman of No.
47 and the conductor and fireman of No. 388,
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Summgry of evidence

Engineman Ginder, of Nn. 3388, stated that an alr-broke ftest
was made before leaving Stroudsbvrg, Pa., 2 miles west of the
nolnt of ccldent, and =11 br-kes were worklng properly. Loaving
Stroudsburz he made a running test and the brakes respoended but
did not hold as they should due te the rslls being sliprery;
the reills seemed greasy and he could smell leaves burning. Due
to this rail condition he afterwards shut nff steam anc¢ made
succending brke apnlicaticns 1n advance of the points where
he wo1 1d ordinarily have startced briking. 1In msking the station
stop at Water Gap, 4.41 mliee west of the point of accldent,
he ran by the regular stopping moint a shhrt distance and when
he recelved = nrocead signal from the condvetor the traln
continued on without stopning. He s2ld the syecd at Slateford
Jct. tower was regtricted to 30 mlles per hour; however, he
attained a speed of about 35 miles per hour at that npoint and
maintained spproximstcely that gpeed until the englne slipned at
a point about 800 fect west of gignal 836, He shut »ff gteem
and made an 8 or 1lO0-pound rceductlon. As the train apornached
thig signal the degired reductlon of speed was nnt belng pitained
he made another 1light reduction and nasse? glgnal 8364 a
specd not 1n cxcess f 25 miles per hour, but before renching
thls sizgnal the firemrn warned him to hold the Traln and he
lmiediately snnlled the brrkes in emergency, started the sand
running and then put the engine 1n reverse. He 41d not think
his ftrain was traveling over 10 miles por hour at the time of
the o 1lllslon., He kncw that signal 836 was a grade slgnal ond
that it wns 1n stop posltion at all times; he also undergstood
the grade gignal required that he be prepared to stop ghort of
any obgtruction and, ia compliance mith the previsions of a
bulletain, he was reqguircd to cross over to gsingle track at a
specd not in excess of 15 miles per hour. He sgald there was a
glow board near slgnal 836 2nd a silgn loc~ted near the crossover
switch indicating the ond of double track. The train was about
600 fect west of the crossover switch when he saw the flagman
giving stop slgnals at a point about 2 car lengths west of the
switch. Engineman Ginder s9l1d he was endeavoring to pass signal
836 at a speed not in excess of 15 miles per hour and also at a
rate which would enable him to stop short of an obstruction at
any point beyond but due to the bad rall he was unable to do so.
When a point gbout half way between &ignal 836 and the crossover
hac been reached the englnec wheels started to slide, at which
time %the speed was about 156 miles per hour. He understood that
he was requlred to bring hleg train to a stop before fouling the
single track in the event he did not recelve a proceed gignal
from the flagman, He had been running over thig territory
gince 1911 and recently had been over 1t quite frequently.



Fireman Nixon, of No, 388, stated that the enginemen appeared
normgl and that brake tests wore made; he observed the englne .
wheels slipping after leaving Water Gap and thought the gpesd
was not more than 25 mlles per hour at any point. Approaching ths
single t rack, he had just returned to hls seatbox when he saw
No. 47 approaching and when hils train passed signal 836 he
thought something was wrong and warned the englneman vho apnlled
the brakes in emergency; after thle brake application the traln
seemed to "flyt, ireman Nixon sawr the flagman giving stop
glgnala with a red flag but thought the engineman was unable to
gee the flagman.

Conductor Smith, of Ng., 388, stated that his train left
Strouigburg 2t 6:54 a.m., 14 minutes late, and he corroborated
the astatemcnt of the engineman concerning the etop at Water Gap.
The conductor smelled the odor from leaves on the ralls when
paseing through Water Gap. Aprproaching the point of accléant
he thought a scrvice apnlication of the brakes was made at a point
approximately 800 fe=t west of signal 836, and after this appli-
catlion was made 1t sounded as though the wheels were skidding, He
wag on the rear nlatform of the firat car and estimated the speed
to be about 10 mlles ner lour at the time of the accident wilch
ocourred about 7106 or 7:07 a.m. He gaw leaves on the track in
the vielnlty of the nolnt of collision. It wee cloudy et the time
of the accldent and there were 1indigations that i1t had been
ralning shortly before that time. The statementes of Flagman
Brewer and Trainman Seargent, of No. 388, produced nothing
additional of imrertance.

Englineman Chase, of Np., 47, stated that his train stopped at
the eagt end of gingle track and stayed there about five minutes
beforc receiving a slgnal from the flagman %o proceed; the train
departed at about 7:07 a.m., ahd vhen his engine was about 10 ecar

lengths west of the west crogsover swltch, precesding at o speed
of about 12 milee per hour, he observed No, 388 approaching
rapidly. He #7114 the weather was foggy and there was a little
frogt and that ble engine slipped a 1little that morning.

Fireman La Barr, of No. 47, seld the wenther wne fogey and he
thought 1t had bcen raining during the night, He said his cngine
sllipned after leaving Portlend. After the accident he went to the
P,R, R, engine and saw » 1ot @f leaves on the track in that viein
but he did not notice any sand. The statement of Conductor
Stalgor, Flagman Kelley and Baggogeman Melick, of No. 47, develop-
84 nothing additional of importance.

Flagman Keller, wio wnas protecting the west end of the
gingle t rack, said that No. 388 was late and he crlled the
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dilgpatcher on the telephone who instructed him to line un the
gwitches for No., 47 anc to hold No. 388 1if 1t showed up before
No. 47 reached there. After lining up the switches he proceeded
avout 18 rall lengths westwerd, having a red flag and torpedoes
with hame The cnglne of train No, 47 passed him at 7:086 a.m.,
at which time he saw No. 388 apniocaching about 700 or 800 feet
dist~nt; he thought the e.rineman of the latter train could see
him He estimate? the speed of No. 388 to be about 30 miles ner
hour when 1t wassed him and thnught the accident occurred at
7:08a.m, at which time he saild it was ralning.

Signal Englneer Saunders stated that the single—track seo-
tion was nnly temporary. On double track trains were operated
under the protection of an autonatic block-signal system of tie
2-arm, R2~positlion, lower~quedrant, semaphore, home-and-distent
type. He sald that No. 398 gas required to operate at medium
gpecd from gignal 848 to €36 and to be mreparsd to stop at signal
836. However, signal 835 had been amade a grade signal by placing
the letter™@" on the rast a2nd this mermitted trains to pass it ag
restricted speed.

Trainnaster McClelland stated that »rior to thig accident
there hgd been no trouble with resncct to sreed restrictlons on
the single-track sectlon. He scid 2t was cloudy tne morning of
the accldent but therc was no Tog and the visibillty wag <cod.

Yardmaster English arrived at the scene of the accldent
about 7:59 a.,m. He exanined the train aand egaw indications that
whecls on Ne. 388 hnd becn sliding for a digtance of 17 rall
lengths or 8483 feet. There was 2 slight drizzle at the time of
his ecxamination; h1e scw no leaves on the track nor any indicatlon
of sond.

Magter Mgchanic Feeley arrived at the scene of the accildent
at about 9140 a.m, In checklng over engine 1564 he feound the
brake wvalve in emergency nosltion, the reversing gear back about
threc inches bevond center, tarottie valve closed, and sander
valve closged, there was snnd on the ground whlch 1indicated that
sand had rn some time affer the cnglne stoped. He zeild thore
was nothing inside the ergine cab that would have intesrfered
with the englneman'yg attention to the track shead. The magteor
mechanic obsgerveld evidenhce nl the engine vheels naving slid a
distance of 883 feei; the marxs on the ralls were 5/8 inch wide.
Later, a test of the engine brakes was made and they were found
to be working properly. There wre flat snots about three, inches
long on the driving wheels. Master Mechanic Feeley saw no leaves'
on the rallas but did see evidence that gand had been useds ,



~10-

Enginehouse Foreman Lewls and Engine Inspector Hayden stated
that engine 1564 was in first-class condition when 1t left Grrave]..
Place on the morning of the accident.

Car Inspector Taflinger stated that he tested the brakes on
the cars of No. 388, wlth engine 1b64 attached, beforethis train
left Stroudaburg and found all brakes to be in proper condition.

Traveling Alr Brake Instructgor Melncke stated that after
congidering the manner in which Engineman Ginder stated he
cnerated his brake he was of the opinlon that the train must
have been travelling at a much greater speed than that estimated
by the engilneman for the reason taat an emergency application
made on a train of the type of No, 388 ahovld stop 1t within a
distence of 1,900 feet vhen traveling at a speed of 75 mlles per
hour; this was the epproximate distance traveled by No. 388
after Enginemen Girder steted the emergency appllcation was made.
He saw small flat spots on the engine ané tender wheels but
gald he @ld not know if these were caused by the emergency appll-
cation since the snots were not blue in cclor.

General Air Brake Inspector Lgntelme, of the P.R.R,, was
of the orinlon that with a traln being operated at a spged of 3%
or 40 mlles ner hour within 800 fert of slgnal 836, there should
have becn a further brake nipe reductlon, in addition to the 8
or 10-pound reduction already made.

Obgervatlons of the Commigssion's Inspectors

The Commission's inepectnrs examined engine 1564 after 1t
had been moved a distance of about 93 miles from the scene of
the accldent. They found that the flat epots on the wheels had
been practically eliminated. At the scene of the accident they
found occasional lcaves on the %track; however, the weather was
not simllar to the condltlong at the time of the accldent.

Discusslon

The evidence 1g to the effect that on the morning of the
nacldent the raill was slippery due tc dampness and leaves on
the track. The air brakes on No. 388 functioned properly
en route although dus to the condition of the rall the englne- .
man started braking aooner than usual; the gchedule was being
meintained but no time was made up between Stroudsburg and the
point of accident. The englnemen stated that he pasgsed signal
846 st a gpeed of about 35 miles per hour and continued at that
gpeed untill wilthin 800 feet of signal 836. Bince he recelved
an approach indicatlon at signal 846 he was not permitted to
exceed half the maximum authorigzed speed, or 25 mlles per hour.




lle Inv.2272

Altnough the indication of siznol 846 permltted him to procesd
only at restricted speed, the englneman said he ~assed that
signal at a speed of not more then 25 miles per hour., He thought
the bulletin authorized traing teo pase signal 836 at a speed of
1% miles per hour. An emergency application of the brakes was
made in the vicinity of sifnel 836; the englneman sald this
application was rade Just before reachlng this sipnal while the
fireman sald the a»plication was made Just after paassing 1t. The
train continued a dlstance of more than 1,900 Teet beyond this
signal to the nnaint of colllglon and was travellng at a speed

of about 10 mlles per hour at the time of accident. Msrks on
the ralls indicated that the engine drivers skxldded a distance
of 663 fect,

The engineman of Np. 388 had run over thls territory inter-
mittently since 1811 and recently had run over 1t frequently.
He was required to control the speesd of Dig train beynnd signal
836 in such manner ag to stop ahort of an obstruction and, in
rddition, the train was not suthorized to enter the single track
without first receiving a signal from the flasman to proceed;
since No. 47 was struck while passirg tne crcgsnver, 1t 1s
apparent thet No, 288 was being operated 2t a speed too high to
comply with these restrictiong.

Concluglons
This accldent was cnused by the fallure properly to control
the speed of No, 388 when nassing a grade signal and approoching
a croscover at the end of double trock.
Respectfully submitted,
W. J. PATTERSON,

Director.






