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INTERSTATE COMMERCE COMMISSION

REPORT OF THE DIRECTOR OF THE BUREAU OF SAFETY IN RE
INVESTIGATION OF AN ACCIDENT WHICH OCCURRED ON THE
PENNSYLVANIA RAILROAD NEAR STAR ROCK, PA., ON
JUNE 16, 1931.

July 23, 183l.
To the Commisggion:

On June 16, 1931, there was a derailment of a freight
train on the Pennsylvania Railroad near Star Rock, Pa.,
resulting 1n the death of two employees and the injury
of one employee. Thig accident was investigated in con-—
junction with a representative of the Pennsylvania Public
Service Commission.

Location and methed of operation

This accident occcurred on the Columbia and Port De-
poglt Branch of the Merylard Division, extending bhetween
golumbia, Pa., and Perryville, Md., a distance of 43.5
miles; in the vicinity of the point of accident this 1s
a single-track line over which trains are operated by
time-table, train orders, and a manual block-signal system.
The accident occurred at a point about 4,500 feet west of
Star Rock, on the east end of bridge 7.086, which spans =
stream known as Mann's Run; the stream flows from north
to south down a steep slope and under the tracks of two
branches of the Pennsylvania Rallroad, flowing first under
the Atglen and Susguehanna Branch and then under the
Columbia and Port Deposit Branch, following which 1t
empties into the Susquehanna River, which river the tracks
parallel. The normal flow of water in Mann's Run can
be accommodated by a S-i1nch or B-inch pipe; the water
falls down a wall of jagged rock almost verticaliy from
the culvert under the A&S Branch to bridge 7.06 on the
C&PT Branch.

Approaching from the w&st on the C&FD Branch, the
track 1s tangent fer a distance of Bl3 feet, followed by
a 90 curve to the left for a distance of 150 feet and
then a 19 531 curve to the right for a distance of 513
feet, the accident occurring on the 2° portion of the
reverse curve and the east end of the bridge being ap-
proximately 115 feet from the west end of the curve.

The grade 18 practically level. The track 1s laid with
130-pound rails, 33 feet in length, with apout 18 ties to
the rall-length and fully tie-plated, ballasted with stone,
and well maintained.
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The C&PD Branch in this vicinity i1s laid on a side cut
in the hill at a point about 40 feet ahove the Susquehanna
River and about &80 feet distant from 1t, while the A&S Branch,
a double-track line, 1g lald about 35 feet above the C&PD
Branch and about 80 feet from it. HReconstruction work was
1n progress i1n this vicinity, the roadhbed and bridge bheing
made wide enough for double-tracking; the bridge had beon
widened on the side toward the river and decked with a
reinforced concrete slab, and the reconstructed bhridge had
the same length of span as the old bridge, 13 feet 7 inches,
although the concrete vaterway under the bridge was 1n~
creased to 7 feet 1 inch 1in heipht by virtue of the bridge
seats having been ralsed 14 1nches at the time the track
was raised, entirely on stone ballast, a month previously.
On June €, the track zmmediately adjacent to Mann's Run
had been lined over to the new concrete slab preparatory
to imposing a concrete slab on tte remaining vortion of the
deck, and the supports for the slab were placed on the
afternoon of June 15, consisting of four tiers of uprighte
in the channel of the stream and one tier flush against
each abutment. These tiers of uprights were =0 locatead
that there were five spaces 1n the water course, namely,
one space of 4 feet, 1n the middle; two spaces of B feet
& 1nches, one being on each side of the 4-foot middle space,
and two spaces of 3 feet 1 i1nch, these extending from either
side of the 2-foot S-inch spaces to the bridge apbutments.

At the time of the accident trains were beilng operated on
the tempcrary alinewment of the track on the river-hali of
the bridge, with the forms and supperts in place on the
hillside-half, preparatory to pouring the concrete, which
1t was intended to do on the day of the accident.

It was raining at the time of the mccident, which
occurred about 1.35 a.m.

Description

Eastpbound freight train extra FH-3 consisted of 71
cars and a gabcose, hauled by engine 266, and was 1n charge
of Conductor Bard and Engineman Cantwell. This train left
Columbia, 7.2 miles west of Star Rock, at 1.09 a.m., ac-
cording %o the train sheet, passed Creswell, the last open
office, 3.7 miles west of Star Rock, at 1.30 a.m., and shortly
thereafter was derailed by a washout at the east end of
bridge 7.06 while traveling at a speed estimated to have
peen petween 18 and 20 miles per hour.

Engine 266 came to rest in an upright position and in
line with the track, with the front end down 1In the hole
that had been scoured out by the washout, the top of the
gemoke stack being several feet below track level; the rear
end of the engine rested on the east abutment of the bridge
and north of the wing wall, which wall was not disturbed.
The tender was derailled, but remained coupled to the engine
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and came to rest on the bridge; the cistern was torn from
its frame and was shoved into the engine cab. The first
five cars and the forward truck of the sixth car were de~
ralled. The employees killed were the engineman and
fireman, while the employece injured wvas the conductor, who
was Tiding on the engine at the time of the accident.

Summary of evidence

Conductor Bard, of extra EH~2, stated that 1t was
ralning at Columbia, but not hard enough to need a rain-
coat. At Manor, 1.3 miles east of Columbia, a message was
received to run carefully and look ocut for an obstruction
about 2 miles west of Harboxr; this would have located the
obstruction at a point about 1 mile east of Star Rock.
Between Mahor and Creswell, a distance of 3.9 miles, the
speed was about 35 miles per hour, but he estimated the
gpeed to have been reduced to mbout 15 to 20 miles per
hour on passing Creswell. Approaching Mann's Run he was
standing on the fireman's side, next to the hillside, and
although he looked out he did not see anything unusual,
and the first intimation he had of anything wrong was when
he felt himself hurled through space, as a result of the
accident, at which time the speed was 18 or 20 miles per
hour. Conductor Bard stated that the headlight was turned
on full and 11luminated the track properly, that nothing
unusual was noticed en route, such as uneven track or aay
undue amount of water coming down the hillsgitde at any
point, and that the engineman and fireman were both ap—
parently wide awake and on the alert, the engineman having
spoken to the conductor ahout the message prior to passing
Oreswell, saying that "whatever 1t 1s we are not going to
hit 1t." After pasesing Creswell nothing wag said, the
engineman then giving hie entire attention to lookingshead,
and the conductor heard nothing whatever to indiecate that
the engineman might have observed an unusual condition.
Conductor Bard further stated that after leaving Columbia
they did not run into any unususal showers; i1t had not
rained hard enough at any time to indicate that there was
an unusual storm; 1in fact, there was nothing to cause
anxlety as to washouts or other track obstructions.

Brakeman Kreps and Flagman Sullivan, of extra EH-z,
were riding in the caboose; they estimated the epeed to
have been apout 30 miles per hour 2t the time of the acci-
dent. After the accident Brakeman Kreps went forward fo
where the engine was dera:lied and at thni time the water
was so high that 1t was running over the tops of the rmls,
and 1t was gti1ll raining hard. Flagman Sullivan, on the
other hand, said 1t was Tralning when they were at Columbia,
Just an ordinary shower, that no severe storms were en-—
countered after leaving that point, and that 1t was not
raining when his train came to 2 stop at the point of
accident.
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Eastbound freight tr-~in p-10, the last train to pass
over Marn!s Run prior to the accident, passcd Creswell at
12.15 a.m. The engineman and fireman, together with the
conductor, who was riding on the engine, sald that when the

head end of their train passed Mann's Run there was a ghtorm
. raging which seemed iike a cloudburst. Due to the storae,
they were unable 1o see track conditicns ahead for any
great distance; no water runaing over the track was noticed,
nor were tnere any other unusual conditions. Brakeman
Rutter, who was riding in the capoose, sald that at the ftime
his train was 1n the vicinity of Creswell 1t was ralning
very hard, as bad a sterm as he had ever seen. After pase-
ing Oreswell 1t seemed as though lhe water was striking
the caboose and the caboose gave a lurch, at a point he
Jjucged to have heen 3 ailes or more from Cresgwell, and he
vhought 1t was going over the bank. It seemsd as though
the roadbed was giving way and th.-e was a sound of rushing
vater, but after traveling a short distance, not over four
car-lengths, the tfack ther appeared to be all right. The
speed at the time was abovut 15 miles per hour; he looked
out, but could not place the exact location where the lurch
was experienced, as 1t was too dark, and the lighting of
a fuseec di1d not help to any extent. Iiu was felt that the
Lrack was net 1n safe condition for a folloving train,
however, and Brakeman Rutter wrote a messnze, timed 12.30
ee, w0 the effect that they were not to let anything
east of Creswell or west of Harbor until the track had
been i1nspected, as 1t was thought that the rear end of
irain B-10 was going over the bank at a point about 3 miles
east of Creswell. This mesgage wag weighted with the lead
from a torpedo and thrown off at Harpor, 5.8 miles cast of
Creswell, and the brakeman also shoubed up to the oper-tor
at that point, saying ihat the operator was moving around
1n the tower ancd waved his hard te them, but as the operator
was not seen to come out and pick up the message 1t was
decided to apply the air brakes from the rear and bring
the train to a stop, which was done at the east end of
Harbor siding. Erakeman Rutter started to get off the
caboose, 1n order to repoit the matiter by telephone from
that 00oint, and he then found that the left rcar step had
been torn off the caboose and the front step on that side
wag cracked. Dn arriving at the telephione he rang the
operntor at Harpor and asked 1f anything had passed Creswell
since B-10 passed that point. On being informed that
. nothing had passed Creswell, Brakeman Rutter said he told
the operator to hold everything east of Creswell and not to
let anything pass west of Harktor until tney examined the
track, saying that he also told the operator that the track
was rough at a point about 2 miles or more west of Harbpor,
nat 1% seemed to him to be a washout, and that the steps
had been broken off the caboose. It will be noted that
when Brakeman Rutter telephoned the operator he changed the
location from that given in the message, which was 2 miles
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east of Creswell, to a point 2 miles west of Harbor, and

he explained this by saying that 1t d1d not seem to be so
long from where i1t happened until Harbor was reached.
Brakeman Rutter further stated that while at Harbor he
looked over the rear portion of the train and saw apparently
where the rush of water had opened the jourpal pox 1ids

on apout the last 15 cars, the journal boxes being

splashed with mud.

Flagman Haberkam stated that the speed was about 20
or 25 miles per hour when the lurch of the caboose was
experienced, at which time the rain was coming down 1n
torrents and 1t sounded as though the water was runniug
very high, and that he shouted tc the brakeman to apply
the air brakes from the rear, bhut then the caboose righted
1tself and the flagman suggested that there was nothing
wrong with them and that they would drop off a message
at Harbor, which was done. Flagman Haberkam did not go
t0 the televhone at the time the train was brought to a
stop at Harbor, having gone back to flag, but saidthat
he told the brakeman to tell the operator not to let any-
thing come east of Creswell or west of Harbor until some
one investigated to see what caused the lurch and broke
off the caboose steps.

Operator Johnson, at Harbor, stated that when Brakeman
Rutter came on the telephone at the east end of Harpor
s1ding, the brakeman told him train B-10 had struck some-
thing about 2 wmiles west of Harbor, breaking off the cahoose
stepsand that the track had better be inspected before
anything was let in there, advising the operator to notify
the dispatcher to have the track inspected. The operator
rromptly telephoned the dispatcher, and gave him the 1in-
formation including the brakeman'’s suggestion not to let
anything in between Creswell and Harbor uniil the track
was i1nspected. The dispatcher then instructed the operator
to go after the track foreman, who did not have a telephone
1in his house and 1lived apout one mile from the tower. The
cperator returned with Acting Track Foreman Good about
1 a.m., and then the foreman started westward, the operator
inforning the dispatcher that the foreman was on his way
t0 1nspect that portion of the track which had been reported
by Brakeman Rutter. Operator Johnson further stated that
ke was 1n the tower when train B-10 passed and he heard
the brakeman and flagman shout to ham, but did not undor-
stand what they said. Shortly afterwards the operator
took his lantern and went out to look for a message, but
found nothing, returming to the tower Just as the brakeman
called up from the east end of the siding; the message wae
not subsequently found. Operator Johnson said that when
he went on duty at 12 o'clock midnight there was just an
ordinary rain falling, and that the intensity of the rain
Bubsided around 3 a.m.
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Dispatcher Parsons stated that about 12.35 a.m.
Operator Johnson informed him that the brakeman of train
5-10 had reported that the caboose steps had struck some
object, breaking the steps, about 2 miles west of Harbor,
and that the track should bhe 1nspected. The train dis-
ratcher conveyed this informaticn to Chief Disgwvatcher
kennedy, who authorized the dispatcher to have the opera-
tor at Harbor go for the track foreman, to patrol the track
ag far as 2 miles west of Harbor and to report promptly
1f anything unusual was found. A message was also put
out to extra EH-2 at Manor, 3.9 miles west of Creswell,
to Tun carefully 2 miles west of Harbor, where something
had been reported as obstructing the track. Dispatcher
Parsong did not hear from Acting Track Foreman Good until
after the accident had ocourred, the acting track foreman
having patrelled the track westward as instructed to cover
the point 3 miles west of Farbor and then continuing beyond
to Star Rock, but this territory did not include Mann's
Run, which 18 apout 0.85 mile west of Star Rock. Dispatcher
Parsons maintained that the information given him by the
operator at Harbor did not, to his recollection, include
anything about not letting any train in hetwsen Creswell
and Harbor, that there was nothing in the information to
indicate that something was wrong with the track on that
the caboose had lurched unusually, and that he felt 1t was
safe to allow a train to proceed east of Creswell, as there
wag no indication of anything serious obstructing the
track. Train Dispatcher Parsons further stated that he
had received no report of any unusual weather conditioms
from the operators at Creswell, Harbor, or other points,
the operators only reporving that 1t was raining.

Chief Dispatcier Kennedy stated that the dispatcher
advised him that the brakeman of train B-10 had reported
to the operator at Harbhor that somethirng had struck tneir
caboose and broke off the #eps, about 3 miles west of
Harhor. Chief Dispatcher Kennedy was laporing under the
impression that a fallen rock had brokxen off the caboose
steps, no report having been made to him of any unusual
weather conditions, ssying that there had been cases from
time to time where fallen rocks had caused similar dauage
to trains; he thought that a message to run carefully
looking out for an owstruction, such as was given to extra
Eh—-2, was 211 that was neceegsary. Chief Digpatdrer Kennedy
further stated that had he received the brakeman's informa—
tion not to permit ftrains to eater the block bhetween Cres—
well and Harbor until the track had been examined, Qe
would not have perm:tted extra FH-2 to have passed Creswell,
and 1t wag not until several days after the accident that
he learned of the mesesage that had been thrown off when
the caboose of train B-10 passed Harbor.



Operator Wggner, at Midway, stated that he answered
the telephone at the time Brakeman Rutter, of train B-10,
was calling Harbor; Operator Wagner heard the brakeman in-
quire of Operator Johneson at Harbor whether any following
easthound train had left Creswell, and then heard the
brakeman tell Operator Johnson that everything had better
be held east and west as something had struck and broken
the caboose steps about 2 miles west of Harbor. Operator
Wagner then cut over on the dispatcher's wire about the
same time that Operator Johnson did, and heard Operator
Johnson tell the dispatcner what the brakeman had reported,
including the information that everything had tetfer be
held east and weet.

Operator Kreidler, at Creswell, stated that i1t started
to rain about 11 p.m., and that about 11.50 p.m. there was
a heavy rain, lasting for a short time, and that 1t was
8t11ll raining hard at the time train B-10 passed, at 12.15
a.m. Operator Kreidler further stated that at the time
extra EH-2 passed, at a speed of not over 20 miles per
hour, the headlight on the engine was burning brightly.

Acting Track Foreman Good said he was told an ob—
struction had hit a caboose and that he was to inspect
the track 3 miles west of Harbor. He found nothing wrong,
continued to Star Rock and there learned of the accident
from Flagman Sullivan. On proceeding to the scene, he
found that the water had heen flowang over the track and that
there was about 6 or 8 inches of water above the sup-grade.
The entrance at the mouth of the water course under the
bridge was blocked with stone, gravel, tree stumps, and
other debris from the hillside, causing a dam, and the
water had backed up and run over the tracks, also washing
out the roadbed. It wrs ahout one and one—-half hours
before the water rcceded to normal again.

Field Regpresentative Kriechbaum, of the chief engineer's
department, stated thit when he left the bridge about 5.15
Pem., June 15, the mouth of the stream wae perfectly clear
of all obstructions and debric, with no loose lumber lying
around. On his arrival at the scene of the accident apout
7 a.m. the next day, he found that some of the false work
had been carried away and that the mouth of the bridge was
blocked with debris, but not wmth false work, and in his
opinion the false work did not contribute toward blocking
the water coursc.

Examination of conditione immediately after the acci-—
dent nnd before anything was removed disclosed that the
basin between the bridge and the foot of the rock slope was
full of stone, sand, gravel, tree stumps, and other debris,
that had washed down from the hillside so that the water
course at the entrance to the bridge was entirely closed;
in fact, in looking through the water course under the
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bridge, from the exit toward the entrance, no light wms
visible on account of the obsbtructions. Some of the stones
weighed 1n excess of 500 pounds. The abutments and wing
walls of the bridge were not disturbed. The pool in the
basin was about level with the under sides of the decking
of the bridge and what witer vas then reaching the bridge
was seering through the debris in the basin. Underneath
the bridge the water course was clear. Although there was
no weight on the supports except the reinforecing i1ron, nor
were the supports anchored to the concrete bed of the
stream in any manner, yet the uprights for the support of
the concrete slab vere in place with the exception of the
firset three pieces in the middle tier, which had been dis-
lodged. On the west end of the bridge, where the track
Temained in place, the roadbed was washed out for a dis—
tance of about 100 feet, reaching 1ts greatest depth of

3 feel at a point near the bridge. OCn the east end of the
bridge, where the derailment occurred, the roadbed was
washed awny for a distance of about 50 feet from the
aputment, for depths varyzng from 15 to 20 feet or more.
The material was washed out from the east abutment of the
bridge to the pottom of 1ts foundation and i1n passing
around the wing wall had scoured out, for a distance of

30 feet beyond, the wing wall, tne heavy loose rock fill
and natural ground to a depth of 12 feet below the pottom
of the wing foundation. The severity and extent of the
scouring was 1ndicative ¢f a very heavy flow of water over
a period of time.

Conclusione
This accident wmas caused by o washout.

It appeared that no trouble had been experienced with
mmehouts at Mann's Run gince the year 1916. The track in
this vicinity was examined on the day before the accident
and found to be i1n good condition, the water course was
clear, and the bed of the stream had been cleared for apout
one~half mile from the railroad abvout two and one-half
months prior to the occurrence of the accident. The i1ndi~
cationg were and the evidence of the crew of the preceding
train, B-10, confirmed the fact that a local cloudburst
occurred in the immediate vicinity of the bridge a short
time before the accident, washing down tree stumps, stones,
gravel, etc., to such an exftent as to block the opering
under the bridge, with the result that the water scoured
out the roadbed at the east end of the bridge, causing the
derailment of train FH-2.

Brakeman Rutter and Flagman Haberkam, of train B-10,
had no difficulty in realizing that something was wrong
when the rear of thel¥ train passed the point 1n question,
for 1t appeared to them at the time thal the caboose was
golng to be derailed, and when they dropped off a message
at Harbor, they had the location of the troublt determ ned
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wWith Treasonable accuracy and saild that trains should pe held
until the track had been exarined. The message wag not
found, however, and after stopping the train Brakeman Rutter
telephoned the operator at Harbor, hut said that the trouple
was about 2 miles west of Harbor, iastead of 3 miles east of
Creswell, and *then mentioned the danage to the caboose and
the fact that the track was rough and trains should be held
until an examination of the track had heen nmade. While

the dispatcher denied being told to hold all trains, hLe

did sry he was to0ld by tas cperator thnt the caboose hed
been Gamaged and that the track chould be exanined. "hen
reporting the matter to the chief dispatcher, however, he
di1d not say any.hing about the necessity for exaniaiag the
track, and the result was that the only instructions issued
were to exanine the track 2 niles west of Harbor, where 1t
wag supposed that there was an obstructica which had daaaced
the caboose. It 1s believed that Rrakeman Ruitter gave the
operator sufficient 1aforuation to have averted the occur—
rence of an accident, and while the operator may not have
passed along to the dispatcher all the details thach had
been given him, yet the dispatcher's own statenent indi-
cates that he was told the track sbould be inspected, and

in addition there were the statenents of two operators thnt
ne was also told to hold everything until such an i1nspection
nad been made. Uncder the circumstances 1t 15 believed that
Digpatcher Parsons was negligent in the perfornance of Iis
duties and that aad he possesgsed a proper realization of

115 respongibilities, e would have seen to 1t that the
cnief dispatcher was fully inforned of all the circumstances
and that no train was allowed to proceed over this section
of track until 1t was known that a novenent could be rnade

in safety.

All of the enplovees i1nvcolved were experienced nen, and
at the time of the accident none of then had heen on duty
in violation of any of the provisions of tne hours of ser—
vice lawe.

Reapectfully subnitted,
V. P+ BORLAND,

Director.



