INTERSTATE COMMERCE CCMMISSION
WASHINGTON

REPORT HO. 3318
LEHIGH VALLEY RAILROAD COMPANY
IN RE ACCIDENT
NEAR MAUCH CHUNK, PA., ON
APRIL 2, 1950




Date:

Railrozad:
Location:

Kind of accident:
Trailns involved:
Trein numbers:

Engine numbers:

Consists:
Eatims ted apeeds:

Cperaion:

Track:

Weather:
Time:
Casualties:

Cauge:

- 2 - Report No., 3318

SUMMARY

April 2, 1950
Lehlch Talley

Mauch Thvnk, Pa.

Rear—-end collision

Passenger : Passenger

9 : 209
Dicsel~rlectric 1 (ag-electric
unlts 608 and rail motor-car
8C4 11

13 cars ¢ £ cars

Standinm : 9 m, p. k.

Timetable, train orders, antomatic
blocki-nlgnal =nd trein-stop ~ystems

Double; 13° cucve; 0,5 percent
accending grade westwnrd

Slear
2:38 p, m,
33 injnred

¥ailure to opeiate following train
In accerdance with signal indication
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INTERSTATE COMMERCE COMMISSION

REFCRT NO. 3318

IN THE MATTER OF MAKING ACCIDENT INVESTIGATICN REPCRTS
UNDER THE ACCIDENT REPORTS ACT OF MAY &, 1910,

LEHIGE VALLEY RAILROAD COMPANY

Kay 31, 1950

Accident near Mauch Chunk, Pa., on April 2, 1230
by failure to operate the fecllowing train 1
accordance with o ci:mel indlcation.

1
EEPORT COF THE CCMMISIION

PATTERSON, Commiscioner:

Cn April 2, 1950, there was a rear-¢nd collisinn
betwoen two passenger trains on the Lehigh Valley Railvroed
near Mauch Chunk, Pa., whrich resulted in the iajury of 23
passengers, 1 rellway-mall clerk, 4 dining-car emplor¢:=s,
1 parlor-car attendant, and 4 train-service cmploymec. This
accident wes investicrat~d in conjnaction with a represcntrtive
of the Pennsylvenia Public Utility Coummission,

T —
Tnder autrority of section 17 (2) of the Inters
merce Act the ahove--ntitl-é prnceeding wags refer
EII\

Commiesion to Crrmissioner Patterson for consid
disposition,

tate Com—
r=d by the
ation and
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Location of Accident and Method of COperation

This accident occurred on that rnart of the New York
Division extending between mile post 1.0, Jersey City,
N. J., and mile post 191.0, west of Ransom, Pa., 190 miles.
In the vieinity c¢f the voint of accident this is & double-
track line, over which trains moving vith the current of
trafflic are operated by timetable, traln orders and an
automatic block-signal system, supplemented by an automatlc
train-stop system. The main tracks from north to south
are designated as No. 1, westward, and No., 2, eastward.
The accldent occurred on track No. 1 at a point 2,380 fect
east of the station at Mauch Chunk, ¢nd 3.15 miles west of
the station at Lehighton. From the esst on track No. 1 there
is a tangent 2,118 fcet in length and a compound curve to
the right, having a maximum curvatures of 1&°, 1,066 feet to
the point of accident and °¢2 fert wcstward., The grade for
west-bound tralns is 0.5 percont ascending at the point of
accident., 1In the vicinity of the peint nf accident the
tracks parallel the north bank of the Lehigh River and are
laid on a hillside cut.

Interlocking signal 3, governing west-bound movements
on track No. 3 at Lehighton, 1s locnted 3.02 miles east of
the point of accident. Automatic signals 1201 and 1211,
governing west-bouné movements on track No, 1, are
located, respectively, 1.94 miles east and 2,317 fret
east of the point of accident., Interlocking signal 3
is a dwarf semaphore-~type signal. Automatic signal 1201
is a one-arm upper-quadrant semaviiore-type signal and
dlsplays three aspects, Automatic sicnal 1211 is & one-
arm searchlignht signal and displays three aspects. A
black disc with the letter "G" cut out is mounted on the
mast below the light unit of signal 1211, The aspects
applicable to this investigation and thelr corresponding
Indications and names are as follows:

Signal Aspect Indication NMame
3 45 degrees above Proceed at re- Restricting.
horizontel. strieted
speed.
1201 45 degrees above Proceed preparing  Approach,
horizontal to stop at next

signal., Train
exceeding medium
specd must at
once reduce to
thet speed,
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1211 Red over Plack “top; then precceczd Stor and
disc with ot restricte aroceed,
12tter UGN apeed,

NOTE: Trains may .

proceed ot re~

stricted speed

without stopping

“«t sicnols disolay-

ing 2 black disc

ot which the lz2%ter

"3 is cut cut,

Sirnals so equipped

desi-nat=d on the

timzoabl e,
The controlline civenite sre 9o arvarged “hnt -hen »
west~bound train is ccrupvir ~ tract Yo, 1 betwzen sisral
1211 2nd the next woretyard clmel, rlen~1 1201 indicot-s
Apnrosch and sirnr) 1211 3udiortes Frocc ¢ ot Restricted

Spacé wltloot 3tenrinz, Tre

is of tnn
are rroviced - th n
forertall an
operetiag =n acknnwledoing
eopect 1s acknrwleded@, o

Cevico

astomasic
Int:rritts nt-inductive
by vricn tre
rutomotic o“"ko ﬂprlicwaon v menually
cver,

1\-:‘7:13:11-‘:? vrh" n“‘» i)

tr-in-stop syvetem
Jauioped cngines
ensineser can

tyre.

rragtrictive
ahrunda in tre

When 2

enzgine cab,
The operating rules cf $ris ca i-r rend in port as
follows:
DEFINITICNS
ELE L
Soa-ds
% % %
Restrictcd Spezd—- Not exe-cdin~ 15 miles per
Zour, nueparad to stop sfeort of ftrein, obstruztiinn
or cwitch not proporly lined und %o lonk out for
broken rcil.
¥ o% %
14, sngine Whietle 3icn~ls
Note—~-The gign2is pr rerib @ zpre illnctr-ted by
"o for srort sounds: " " fer lop~ r grunds, ¥ ¥




-7 - 3318
Sound Indicatlon

* %

(c) __ c 0 0 Flagman protect reer of trein.

* % %

(e _ (Single or two main tracks)
Flagman may return from
east . ¥

¥As prescribed by Rule 99,

% % '

35. The following signals will be used by flagmen:

Day signels—-A red flaz, tcrpedocs and fusees.

L

99, vhen a train ustops under circumstances in
which 1t may be overtaken by another train, the
flagmen must go back immediately with flaeman's
slenals ~ sufflcient distance to insure Iull pro-
tecticn, plecing two tormedoes, and when necesgsary,
in addition, displaying lighted fusees.

L O I

When o train is moving under circumstances in
which 1t may be overtaken by another train, the
flagman must take such action as may be necessory
to insure full protection., By night, or by day
when the view is obscured, lighted fusecs must be
thrown of'f at rroper intervals.

L

On the curve on which the accident occurred, the speed
of the preccding train was restricted to 30 miles per hour
and the speed of the following train was restrictcd to 25
miles per hour,

Degcription of Accident

No. 9, a west-bound first-class vassenger train,
consisted of Diegsel-electric units 608 and /04, one baggage
car, ten coaches, one dining car and one parlor car, in the
order named, All cars were of steel construction. his
train departed from Lehighton, the last open office, at
2:26 p. m., 41 minutes lote, and stoppocd on treck No. 1
at e point 3,15 miles wcst of the gtatinn ot Lehighton about
2:32 p., m., About 5 minutes leter the rear end was struck
by No. 209,
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No. 209, a west-bound first-class passenger train,
consisted of gas-electric rail motor~car 11, one nooch and
one box car, in the order named. All cars were of stecl
conatruction. This train departed from Lehighton at 2:30
p. m., 40 minutes late, passed signal 1201, which indicated
Approach, passed signal 1211, which indicated Proceed nt
Restricted Speed without Stopping, and vhile moving at an
estimated speed of @ miles per hour it struck the reer end
of No. 9.

The rear car of No. 9 was somewhat damaged. Gas—
electric rail motor-car 11 was considerably demaged and the
coach of No. 209 wes slightly damaged. No equipment in
either train was deralled.

A ticket collector of No. 9, and the engineer, the
conductor and the flagmen of No. 209 were injured.

The weather was clear at the time of the accident, which
occurred about 2:38 o, m,

Gas-electric motor-car 11 is a three-compartment
type gesoline-electric unit. It is arranged with the
operating controls in the engine-room compartment at the
front, a baggage compartment in the center and a passenger
compartment at the rear. It 1s provided with AML ailr-brake
equipment and carries 130-pounds main reservolr pressure,
The brake-pipe precsure 1s set at 80 pounds, A safety-
control feature, actuated by a foot-pedal, is provided,
If pressure on this foot-pedel is released an application
of the alr brakes occcurs. It is not eguipped with a speed
indicator. .

Discusgcicn

No. 9 departed from Lehighton on track No. 1 2t 2:26
p. m., 41 minutes late. When the train was about 4,500 fect
east of the polnt where the accldent occurred the engineer
initiated a service application of the brakes to comply with
a speed restriction on a curve. The speed was about 30 miles
per hour when the train pasced over the curve, The engincer
then opened the throttle and the speed was slightly
increased but then a power failure occurred on the first
unit. An assistent road foreman of engines, who was 1in
the cab of the first unit, then proceeded to the engine
compartment of the first unit to make neceesary repairs.
While he was attemoting to start the motor of the first
unlt an undesired train-stop brake application occurred and
the train stopped about 2:33 p. m., with the rear cnd about
2,200 feet west of signal 1211,
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When the train stopped, the conductor was in the
second car and the flagman wss in the tenth car. The
flagman sald that he proceeded towerd the rear of the tenth
cer to be 1n position to assist passenyers from the car at
Mauch Chunk. When he realized that the train had not
reached the etation at Mauch Chunk, he proceeded toward
the rear car to obtain flageging ecuipment to provide flag
protection. When he was about the center of the eleventh
car, the motors were started and the flacman heard the engine
whistle slensl sounded for the train to proceed. Immedlately
aftervard the train was started ond the flamman returned to
the tenth car., However, the train had moved only about €0
feet when the seczond power fallure occurred, and the traoin
stopped., After a brief delay the motors agaln were started
and the train moved westward a distance of about 4C feet, then
enother powsr failure occurred., When the trein stopped,
the conductor zlighted from thz second car and procesdzd
towsrd the engine. The engineer sounded the engine-whistle
signal for the flagman to nrotect the rear of the trein.
The flagman then proceeded toward the rear of the traln.
He said that passengers standinz in the aisles imped<d hils
progress through tke trzin. However, he obtained flooging
equipnent from the front end of the reor cor and elighted
from that csr on the nortn side. When he was about the
center of the car he observed No, 209 opprroaching on track
No. 1. He gave gtop sienals with a red flar but they were
not acknowledged. Tie colllcion occurred a few seconds later.

The flagman of No, 9, who was reculerly assigned as
a member of the crew, sald he hod proceeded from the rear of
the traln to thz tenth car becouse he had bern instructed
that flagmen on passenger trains were to assict passengers
from the train at station stops. He seld he was femiliar
wlth the timetable schedul=zs and he Xnew that his train was
on the time of No. 202, However, he did not think 1t was
necessary to throw off a lighted fusec when hls train first
reduced speed, and he did not have sufficient time to provide
protection after the engine-whistle signzcl was sounded to
protect the rear of the train,

- Ko, 202 depart=d from Lehlghton on track No. 3 at
<£:30 p, m, A short distance west of Lehichton this traln
wos dlverted to track Mo, 1 behind No. 2, which had departed
from Lehighton ot 2:26 p, m. A “irecmen was not assigned
to thce crew and the rngineer was olone in the operating
compartmant at the front end of ges-—electric unit 11, The
conductor was at the renr of the first car end tke other
members of the crew were in various locetinns in the two
cars cf the train. Signal 1201 indicezted Approach and the
englneman forestalled en automotic napplication of the elr-
brakes, At eignal 1201 the speed was about £5 mlles per
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hour, The speed was reduced to ~bout 20 miles per hour after
the train passed this signal., Signal 1211 indicated Proceed
at Restricted Speed without Stopping. The engineer forestalled
an automatlc application of the alr brakes at signal 1211,

and No, 209 passed that signal wlthout stopping. The engineer
closed the throttle, and the speed on the ascendlng grade was
reduced to about 12 miles per hour. A grade-crossing whistle
signal was sounded when the englne was about 1,200 feet

east of the point wheore the accident occurred., The engineer
then opened the throttle slightly and the speed was lncreased
to about 15 miles per hour. He flrst observed the rear car

of the precedling train about 300 feet distant. He immedlately
closed the throttle and initlated an emergency breke
aprlication., The brekes of thls traln were tested at
Lek:ohitcn but had not heen used en route, Because of track
curvatire and an emoau?r=nt on the inside of tnz curve, ths
view ¢ the point of acc: dent from the opmrct ng ceb of a
west--touad gas—electric unit on track No. 1 is restricted

to 307 feet.

The englineer of No, 209 said he saw No. 9 depert
from Lehighton on track No. 1 about 4 minutes before
No. 20t “\:(Ited from that station., The wernirz whistle
in the e1.ine cab sounded when he forestalled a. eutomatic
arvlicas n of the air brakes both at signal 1251 and at
clgnaA 21, He said he thought that the block of signal
1211 wae cocupled when No. 209 passed that signal but he
erxpected to overtake the preceding train at tr- station at
Mauch Chuak, He expected that 1f the precedi:n; frain made
& stor ciher than a scheduled station stop f- g protection
would be mrovided., However, the indlcetlon o7 signal 1211,
which governs west~bound movements into the tlock in wTicn
the acci-i=nt cccurred, required the following train to be
80 operatsd that 1t could be stopped short of the precedlng
train at any point in the block.

Cause
It 1s found that this accident was caused by fallure

to operate the following train in accordance with a signal
Indication,

Pated at Washington, D. C., this thirty-first
day of May, 1950.

By the Commission, Commissioner Patterson, .

( SEAL) W. P, BARTEL,

Secretary.



