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October 22, 1940

To the Commigsion:

On Beptember 27, 1940, therc was a dercailment of an express
train on the Pennsylvania Railroad at Trafford, Pz., which re-
sulted in ftuc death of tvo employces.

Location and Method of Operation

Thig accident ccecurred on that part of the Pittsburgh Divi-
sion which extends between BO block station, Altoona, Psze, and
Pittishurgh, Pas, a distunce of 11242 miless In the vicinity of
tiie point of accident this is a 4-track lince cver which trains
moving with the current of traffic are operated by an automatic
block and cab-signel system; signal inaications supersede time-
table superioritys AL Trafford there is an lnterlocking cone-
trolled from SZ tover, located 510 feet west of thie passenzer
stetion. From CP block statlion westward to 8Z, a Cistance of
3v6 miles, the main tracks from gouth to north are: Nos« 1, east-
ward freight; No. 2, westward freight; No. 3, castward passenger;
Nos 4, westward vascengers. West of SZ towsr, however, tracks
Noge 1 and 2 are krown as the eagivard and the westward sidings,
rcspecitivelys Cross-=over 1i, the e2s’ gwibteh of which is located
35 feet west of $Z tower, connects track Mo. 4 and track No. 3
cross—=over 9, the east switch of which is located 224 fcet west
of SZ tower, conneccts track No. 3 «nd track No. 27 theae are
facing=point for movements with the current of troffice The
accident occurred =t the east frog of crosg-over 11 at a point
116 fect west of the towvers As the point of accident 1o approsch-
ed from the cast on track No. 4 there ore, in succession, a tan-
gent 5,134 feet in length, a 1°00!' curve to the right 3,561 feet
in length, and a tangent 1,811 fect to the peint of accidents The
grade for west-bound trains ig 0.83 percent descending at the
point of accicdent.

Croge~-over 11l 1s 197 feet in length and ig provided with g
Nos 10 turnout having a curvature of 7°28'37"; there is no super-
elevsgtion. The point of the ecast Irog is 8l fect west of the
east switche The main-track struciure conglsts of 1dl-pound rail,
39 feet in lerngti, laid on 22 treated herdwood ties to the raill
lengthy it 1g double-spiked, fully tiepleated, ballasted with
cruchaed rock to g depth of 36 incheg, and 1s well nalntained.

The interlocking machine at SZ tower is of the elcctro-
prieumatic type, conslsts of 20 working levers, and is provided
with aporoach and route lockinge Approach signal J045 and home
signal 16L governing westward movements on track No. 4 are
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located on signal bridges 9,706 feet and 497 fcet, respectively,
east of the point of accidents Signal 3345 1is en automatic
siznal of the 2-unit, position-light type, approach lighted; 1its
normsl indication is gpproaschs. Signal 108L 1s a seml-automatic
signal of the 2-unit, position-light type. Whcn the route is
lined for a cross—over movement from track No. 4 to track No. 2,
signal 3345 displays an approach indication and home signal 108L
digplays a cgution-slow-speed indicgtion. The indicstions,
nanes and corresponding rule numbers are as followss

Signal No. Indication Nane Rule No.
3545 A train exceeding one-nalf ADPProsche= 283
1ts maximum authorized speed Signeol

here must at once reduce to
not exceeding that speede
Approscli next signal prepared

to stop.

16L Proceed at not exceeding 15 Caution=- 278
miles per hour with caution gslovw-speed-
prcpared to stop short of Signal

train or otstruction.

Engines are equipped with position-light cab signals, which
are located at the front of the cab and to the rignt and Left
sides of the fircbex; a warning whistle and an acknowledging
device are provided.

Specisl instructions read in part as follows:

S525B

4d. If the cab-signal warning whistle sounds
longer than six secondg, the Firemcn on an engilne,
¥ % %, will immediately go to the Engineman

An gpproach indicator, located in SZ tower, gives informa-
tion of the approach of a west-bound train on tieck Noe. 4 from a
point 14,219 feet east of the home signal.

The maximum suthorized speed for passenger traings in this
territory 1s 70 miles per houre.

The weather was foggy at the time of the aceldent, wnich
occurred at 7142 se e
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Description
No. 1, a first-class west-bound express trzin, with ‘
Conductor Wilson and Eagineman Smith in charze, consisted of

engine 3858, of the 4-3-2 type, onc cxpress car, Hwo refriger-
ator cars, seven express cars, onc refrigerator car, tiree
express cars, one pPacsenger-haggage car, and one express car,
in the order named; 21l cars were ol steclk constructione. This
train lelt UN black station, nesr Gallitzin, 84.9 miles east of
Trafford, at 6 a. me, according to the train sheet, passed CP
black stetion at 7:28 a« m., pPassed signal 3345, wnich wes dis-
Playins an approach indication, passed signal 1oL, which was
displaying a caution-glow-speed indication, and, while moving
at & speed esvimated to hsve been botween 60 and 70 miles per
hour, entered crogs-over 11 and wags dernilede

Engine 3808 and ite tendcr stopred on their left sides on
the eastward siding 844 feet beyond the point of deraillment, and
were badly damaged; the engine truck became dilisengaged, proceeded
on track Nos« 3 snd stopped, partislly deresiled, approximately
191 feet beyond the front end of the engine. The gecond course
of the boller wses badly damsgea) the wash-out flang~ caps were
broken out of ths firebox roof-ghest; the cab was dciiolished.
The first Pive cars rtopved in various pogsitions within a dis-
tance of about 140 feet to the rear of the tender and fouled all
four main traci'sy; theee cars were badly damasged; the super—
structure of the fourth car was demolighed. The sixth t0 ninth
cars, inclusive, were dersiled and stopped to the L2ft of crosg—
over 9 ana in generol line with it; the sixtih and scventh cars
leaned slightly to the laft. The front truck of the tenth car
was derailed; thls cgr stopped near *the west enc of cross—over
10« Engine 8848, which was standing on & track nearovy, was
struck by the wreckare and was badly damagedes

The employees killed were the enginemgn and the fireman of
Nosw 1.

Sunmary of Evidence

Conductor Wilson stated that at Altoons an elr-brzke test
the brekes wore reported to be
operatives The only stop mpde en route was at Gsliitzin where
the helper engine was cut cff, then ti.e brakes vicre apglicd and.
released and the rear two cars were inebected to ascertain if
The brakes functioned properly. A running test was mede soon
efter the tragin left that point. Then a cross-over mevement
vas made at RG, 11 miles erast of Trarford, ths brakes controlled
the speed properlys When the train wvigs approaching SZ tower the
speed was 60 miles per hour and he felt an emergency application
of the brukes, which was followed immedistely by tne derailmente
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The trailn stoppsd at 7:41 a. me Because of fog he was unable to
see sigrnals between CP and Trazfford. He did not Lear zny englne
whistle signal sounded as the train avprozched Trorford.s Alter
the accident he obcerved houmce signal 16L displaying a stop indi-
cation. Hig train rarely mslkes a crosz—-over novement at 5Z
tower and he had nc knowledge that it was to be routcd to track
Mos 2e¢ He hzd no reason to think that the cob signols were in-
operatives When cab signals tecome inoperatlve enginemen are
reguirecd to report the fact to the suprerintendent end, 1f author-
ized by the superintendcnt, the train may proceed ot one-half
the authcorized specd, or 35 miles per hour. He had becen working
with Enginewmen Saith during the past 5 months; he Lad talked and
compared time with Engincman Smith before leaving Altoonas

Flagman Harter stated thaot before leaving Altoona he talked
wlith Engineman Smith, who appecared to be normels. The last alr-
brake gpplication which he fclt was made to reduce spceced to enter
2 curve east of lbanor, €.7 miles cast of Trafiords As his train
Passed mlle post 308, located about 2,500 feet cast of the point
where the accident occurred, he felt a light application of the
air brakes but there was no materizl rcduction in spyecd. Hig
train was moving gbout 65 miles per hour when the s2ir orakes be-
came applied in cmergency and tne train stopped within a dlg-
tance of gbout 400 feets The gccldent ocecurred at 7idl a« M.

It was very foggy necar Trafford and vigibility was limited to a
distance of 600 to 900 feet. BSubsequent to the accident he found
the gair brales applied on the rear eight carse

Operator Pool, at SZ tower, stated that the last through
movement on trsck Noe. 4 prior to the sccident was LCL-1, which
Passed at 7127 g. m. He restored home signal 16L to stop and 1%
rcuained in that positicon until he changed 1t to display caution-
slow=-speed for No. 1 just prior to the sccident. Before the
arrival of Ho. 1 he lined the route on track Nos. 2 for YR-1l, a
west=bound train, which was standing east of the home signal on
track Noe. 2+ LCL-1 stopped west of SZ on track No. 4. He was
instructed to route No« 1 from track Hoe. 4 to track No. 2; he
then lined the route for No. 1 to move through crosg-overs 11
and 9 and set home gignsl 16L to digplay a caution-slow-speed
indications About 5 or 10 seconds after the route had been
lined he saw No. 1, moving at a spced of between 60 agnd 70 miles
per hour, agbout two engine lengths esast.of thie home signal. He
did not notice any gparks flying from the wvhoels, nor did he
sec the engineman. Sigrnal 16L was displaying a stop indication
and signal 3345 was displaying an approach indication prior to
the changing of the route for No. 1. BSeveral minutes alter the
accldent occurred a trackman informed him that something had
been wrong with the engineman of No. 1, as he had seen the engine-
man's head hanging out the cab window in an unnatural position.
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Train Dispatcher Fleck, at Pittsburgh, stated that about
the time No. 1 was nearing CP Dblock stztion the operator at WG,
3¢7 miles west of Trafford, informed him that LCL-1 had stopped
on track Nos 4 in that vicinitye. The dispstcher inatructed the .
operator at B2 to clear track No. 2 for No. 1. While the normal
operation for No. 1 is on track No. 4, ana trock Noe 2 is nor-
mally used for freight movements, 1t 1s not unusual to route-
trains through interlockings over any of the tracks availgble.
On his district the weather wus foggy with varying density. The
accldent occurred at 7:42 a. me

Trackman Stemple stated that he was walking castward along
the north side of track Noe 4 when he gaw Noe 1 as 1t passed
Trefford station about 750 fest distant; the neadlight was burn-
inge. His attention becamne atiracted by the unnatural position
of the enginemane The ftrackmun stopped sbout 850 fect west of
the frog wherc the derailment occcurred and watched the engine as
1% approacheds The engineman sppeared to be in a slouched posi-
tion, his right arm was hanging over the arm rest of the cab-
window, and his head was lying on his shoulder and cxtending
about 8 or 8 inches beyond the ovter edge of the windshield.

The engineman wss not looking up and his position did not change
at any timee As the engine entvered the cross—-over the engine
truck became deralled at the froge The trackman did not hear
the whistle sounded nor did he see the firemane Tnere was no
indication of fire from the bralke shoess.

Signsl Maintaincer Gasklll stated that he was in SZ tower
at che time the accident occurreds He obgserved that the route
wa s lined for a cross—over movement from track Nos 4 to track
Noe 2+ TImmediately after the accident he left the tower and
cbserved that the home sirnal displayed a stop indication. About
& month pricr to the accident the switch machines at croas-over
11 were checked, and signal 138L was checked about a week prior
to the sccidente He had not experienced any difficulty with the
cross-overs involved; no felse indications had been diasplayed
by the signals. He was unable to say how long signal 18L was
&t stop prior to the time it was chonged for the movement of
Noe 1o

Track Foreman Shawley stated thai he was about 300 feet
west of the point where the accident occurred, but it was too
fogegy for him to see No. 1 approaching. Crosg-over 11 was in
good condition; he had last gaced it on September 22 vr 24.

Track Supervisor Souvapin stgted that at the time the accl-
dent occurred he was in his office, which is located on the
north side of the Trafford passenger station. Although it was
foggy at that time lhe could see westward a distance of 1,000
feets Subsequent to the accident he inspected the track and
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found the switch points of crosg=over 11 in good conditions The
first mark of derailment thet he saw was on the north rail of
the cross-over gbout 18 fecet west of the frog at track No. 3,
and there appcared to be & burued mark as a result of heavy
bressure on the froge On the turnout guard-rall about 2 feet
west of the frog-point there wes a mark 10 incheg long and about
4 inches from the gagc side of thec rail; this mark ran dlagon-
ally toward the insides He said tiat 1t could hsve been made by
the engine wheels Jumplng out of the flangeway and striking the
middle of the top of the guard rall. He checked tie gage
through the turnout esstward to the home signal; 1t was uniform

and did not exceed 4 feet 8=-3/4 inches at any point.

The statements of the crew of VL-2, which was on track O
south of the point wherc the sccldent occurred, indicated that
becouse of the fog vigilbility wes limited to a distance of 10
or 20 car lengths. Their cngine, 684%Y, was struck by the vreck-
agee Subseguent to the accident the engineman of VL=2 went to
the engine cab of No. 1 and found both brake valves in running
position, the throttle closed and the reverse lcver in position
for forward motion. Thc cab-gignal lights were not lighted. He
dlid not examine the cgb-signal tvhistles

The engineman of YR~1l, a wcst-bound freight on track No. 2,
which was being held on account of No. 1, stated that when his
train first arrived at the home signal the foz was sO dense that
he could not see the signal a greater distance than 3 car
lengths.s His traln stood there gbout 7 or 8 minutes before it
received a caution-glow-gpeed indication, and 1t had Just started
to leave when the sifnal was changed to stops He looked over to
track Noe. 4 and obgserved that the signal roverning that track
displayed a caution-slow-gpecd indicatione Noe 1 then passed at
2 s8peed of about 70 miles per hours

Engineman Engel, of No. 51, which followed No« 1 to Trafford,
stated that he recceived an approach indication at signal 3345
and a stop indication at home signal 16Le. Near the station
platform he was flagged by the flagmen of No. le Because of fog
visibllity was restricted to 300 or 400 feete

Fireman Mudge, of No. 51, stated that since June he had been
opera.ting with Engineman Smith on No. 38 from Pittsburgh to
Altoona and hzd never heard him complain of 1ill health or indie
cate that he had any worrys On their last trip together, which
was on the night prior to the day of the accident, Engineman
Smith appeared to be in normal health.

Engineman Miller stated thot he operated cngine 3858 from
Harrisburg to Altoona on the morning of the accident. The cab-
signsal system operated properly when tested after arrival at
Altoonas A%t Altoona he talked with Engineman Smith, who seemed
tO be in normal condition.
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Statenents of ncting gsng foreuen and cse 1nspectors at
Altoona indicate thet terminal inspection of Nos 1 and air-brake
test were mapde berore No. 1 deperted from that point; the equip-
ment was in good condition and all brakes functioned properly. .

Assist:nt Road Foreman of Engines McGaughey st-~ted that he
~rrrived ot the scene of cccident at 8:02 ae me and found that
the cab-gignal whistle was not cut out.

Supervisor of Telegraph and Signals Darrah arrived at SZ at
3105 as me and found signsl 16L in stop position and the switch
and signal levers at the tower in normal position except Nos. 11
and 9, which were in reverse posltion. The gwitch and signal
levers were eguipped with blocking devices. Inspection of the
track discloged that crogs-over 11 was in reverse position and
locked; the west end of this cross-over gnd cross-overs 9 and 7
were damared as a result of the dergilment. Approach signal
3345 displayed & stop-then-proceed indication as some of the cars
of Noe« 1 were on the track circuite The local contrcls of way-
slde signals and the code for cab signals were disconnected at
the home and the wpproach signals until after track No. 4 had
been cleared; the control wireg were then restored, a2 check was
then made at cach signal and at the tower, and the signal
apparatus was found to be operating as intendeds A detailed
check was made of the switch and signal equipnent; these tests
included a check of mechanical locking and spring combination
for proper position of springs, bends, and wiring; segments and
Indication magnets were checked; all relays werc tested lor
Pick-up ond drop-aval, and for mechanical defects; all wiring
vas tested vith a uegrer; an inspeccion of all signal equipment
at Ttower and signal locations wag made and all cavles were 1n-
gpected for mechanical dcrectse The tests shoued that all
apparatus was functioning properly and in accordsnce with the
carrier's requirements.

Master Mechanic Marks stuted that he examined engine 38358
subseguent to the accident and found all wvedges frec, spring
rigeing intact and in good condition, and the chafing castings
between tlie englne and the tender in good condition and well
lubricateds The engine truck and the trailer truck were badly
damaged as a result of the derailment; the connecting castings
of the engine truck were in suitable condition for services. He
furnished the folloving measurements of the engine-truck wheels,
the driving wheels, and the trailer wheelsg: .
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Wheels Lateral Wear Flange Wear
No« 1 engine truck 3/8" o on
Nos. 2 engine truck 1/2" o o
Noe 1 driving 5/16"% 3/32N o
Noe. 2 driving 7/ 16" 3/32M : o
Noes 3 driving 7/16" 3/52" o
Trailer truck 11/16M 3/3M o

Wheel=gspacing
Back-to-back Throg t-to~throat

Nos 1 enzine truck H3-1/8M" -
loe 2 engine truck 53-3/16" -
No. 1 driving 53" 55-1/2M
Nce 2 driving 53-1/16" 55-15/16"
Nos 3 driving 55" 56-3/32"

The thickness of ftlres and dicmeters of companion whcoels were
within the prescribed limitse The tender trucks were in suit-—
atle condition for secrvicese There was no defectlive condition
of the tender which might have contributed to the dersilment.

Division Engineer Greenough stated that according to
A+ Re E« As formulas, a No. 10 turnout having no superelevation
1s safe for gpeeds up to 33 miles per hour, and the theoretical
overturning speed ig 61 miles pcr hour. He staced thet the
switch points at the east end of crogs—over 11 fittecd perrectly
and it was evident that sniine 38Z23 negotiated the turncut to
the frog, at which point ulie er:ine was apparently turnias over
to the right to such an entent that the left wheel-flarnges were
rzised above the frog guard-rall and caused a wheel to strike and
to go over the frog point.

After the accident, to prevent additional damage to the
cab-signal eruipment on engine 3853, the equipment wox and head-
light genecrator were removed from the engsine before 1t was re~
raileds On October 2, the erwipnent was removed from the eguip-
ment bex and an operating test =nd a shop tess werc made at
Pitcairn Relay Shop. Tio amplifyine tubes wers epplied in lieu
of the broken tubes and the egnipnent in its oraiginal condition
we s given an opereting tcest; it resnhoncacd properly to each
change 1n code condiftione. Purther tests and checks were made,
from which 1t appearcd that the egulpmer:t was in Proper operat-
ing condition at the time of the accident.
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According to data furnished by the carrier, the total weight
of engine 3658 in working order was 508,890 pounds, alstributed
%28 fullows?! Engine truck, 53,0640 pounds; driving wheels, 201,830
poundg; trailing whecls, 53,420 poundss The tender had two foure
vheel trucke; its capscity was 12,150 gallons of water and 18
tons of cogl. The weight of thc tender loaded was 212,725 poundse. |
The rigild vheel-base cf the engine was 13 feet 10 inches; the .
total wilsel base was 36 feet 2 inchies; the total length of the
en.inc ana tender was 82 feet 11-3/4 inchegs

Y

Engineman 5Smith was 6l years of age and had last been given
a Physical examination on August 28, 1940; the rccord does not
indicate any bad heslth condition.

Observations of the Commizsion's Ingpectors

Ingpection of the track indicated thas there was no mark of
drag ing eouliments The first indicetion of derailment was a
batter mark about tiie size of o cime on tie east end of She point
of the enst frog of cross-over 11; from this point a flange mark
extenéed gcoross the block and ended on the outside of the north
crcag—over rall % a noint 6 feet 5 inches vest of this batter
nrre At poinvg 9 fect 4 inchec and 14 fsoet 3 inches, respective-~
ly, west of the batter mark there were rubbed msrks on the face
and outcide edue of the head Of the south rail of track No. 4.
On the outeide ¢f the north crossg-over rail there was & brulse on
tne upper cast corner of an angle bar at the rail joint, which
is 16 feet & inches west of the tip of the frog, and the ‘east
bolt vas chearcd off and the remaining threc oolts rere bent and
scarred. On the second tiec west of chis jeint there was a flange
rark U inches north of the rail, which continued parallel to the
rail on the folloving nine tiese On the inside of the south
crosg=over rall there was o diagonal flan~e marik on top of the
fuord rall, berinning at a point £5 incheg vest of tThe point of
the frcy anc 4 inches north of the gage side of the running rall;
it (atended westrard a diatence of 9 inches and ended on the
incide edige of the vuard rail. At a point 10 feet 2 inches west
(f this point, flange maris appeared on the ties 15 inches from
the _upe egide of the gsouth rall and continued to the point vhere
the track vies torn up. The west end of the crosc—-over was torn
out by the der:iled equipment. Cross-over 9 and portions of
frucks Nose 3, £ and 1 were 772 1D and badly demagede “

Examination of the equipment disclosed no condition that
might have constribu*ed to the accident. The engpine-wheel flanges
were somevhat worn but in serviceable condition; tnose on the
engine truck were newly scarred and rubbed in nany places; the
contours of the flanges wcere in good condition.
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Obgservations were made of the installe tion and operation
ot e 1averlocking plent wnd it was found to we substantially
=& Previougly de SCPled- Obsersvation was made of tkc Cisgtant
gLén=1 when actusted hoth by test and by train, and it was found
Lo be opcrating as intendedes A check in connection with signal
10L ruvealed tnat an interval of 3 minutes 58 seconds was cons
sumed for the time-release to run doune

Discussion

According to the evidence, track Noe. 4 was occupied west of
S5Z tower and 1t was arranged o divert train Noe 1 to track No.Ze
The route wgs lined for llo. 1 t0 make a crogs—over movement from
tr-nk Noe 4 to trsck No. 2 and the proper signal indications
were displayed Nos. 1 approached Trafford at a speed estimated
from 6C to 70 m¢les pe1 hour, entered the cross—over without
re” ction in speed, and was dersiled gt the east frogs According
to Ae Re Ee A.Tablesg, the naximum safe specd through this turnout
ig 33 miles per hour and the overturning speed is 61 miles per
houra A batter mark on thc east end of the east frog, and
flenge marks on the head of ti - sout.. uard rail, on the block of
the frog, and between the south rail of track Noe 4 and the north
rail of the crosg—-over, indicated ccnclusively that wheels on the
ri 1t side of the engine wore bearing heavily acainst the right
winz of the frog vhile the left wheels were on top of the head of
the south zuard rail; these conditions permitted the cngine-truck
vhecls on vhe right side to bear cufficiently to the right in the
thro.t of the frog so that the right vheels werc diverted to the
top of the block and thence between the south rsil of track Noe. 4
c.1& tlie norih rail of the crogs—overs

e bookes had been tested at Altoona and Gallitzin, polnts
es and 85 miles, respectively, cast of the point of acci-
ntse The brakes were used Ifreguently betueen Gullitzin and the
int ¢f accident and they Tunctioned propcrlye. The last Time
the brukes were used was a% a point 8.7 milsa east of the polint
of accident. Subsequent to the accident both brake valves were
round in running positione No dcfective condition of the equip-
ment nor of ths track that would have contributed to the cause
of the gccident was found.

k3
3

Tests of the cab-signal system, on the engine involved, made
subseguent to the accldent indiccted that 1t wos funceolioning
proper ly The warning whistle was found to be cut in for scrvicee.
Tents of the interlocking made subsequent to the accident dis-
closed thas the proper signal indications were dlsplayed; and in
adaition, one witness saw the home signal on track Noe. 4 display-
ing coution—-slov=~gpeed ag liose 1 approachede
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The distant signal, located ©,209 feet east of the hone
~1

¢i-n~l, dlisplayed an aprroach indication, whiich reguired the
trein e anproach tiie home gignol prepared to stope The home .

1igual, located 416 fect cast of the cross—over irvolvea, dis-
bi . vd cautilon-slow-speed, which required she speed to be reduced
tc not exceeding 18 miles per hour; however, Nos 1 passed tie
Lome nifnal at a specd considerably in excess of 1& milcs per
hotes Why the eaginemsn did not control the speed of his train
in accordance with signal ind .. w.ions Orobably is accounted for
by the testilmeny of a fSrackuan wiio observed the position of the
encineman ag No«. 1 gpproocheds  The trackman swid that the
enrinenan wag in an unnatural position, that his richt arm was
haniing over the arm-rest of the cab window and his head was
lying on his ghoulu€r and excending about 6 or 3 inches beyond
the outer edie of the windsnield, znd that the engineman's
Prgition did nov chantes From this it aprears thal the engine-
mon was3 incapecitated when Noe 1 wag approaching the home signal
involveds Jugt when ne becnlle incapaciltated 1s not xgnovm but atg
S 10int .7 mileg er st of the point of accident no used the
or.kea ir reducing cpeed to enter a curve., As both tne engineman
ne the firenm-n were killed in the accldent, the exact condition
0f the enpinenan and the time when he became incapecitated are
not imovm; however, it is probeblec that the englneman pcecame
1ncpreile ted at some point between the digiant signel and the
hone s1,nal vecause fallure to acknowledge the cab-cignal
whiatle ot the distont signal should have prompted the Tireman
to Ttke action. One month belfore this accldent occurred the
eroriredon was £iven a physical examination; the record of that
ex~i.cngtion did not indicate any vad heslth condition.

Conclusion
This accldent vas caused by the train entering s cross-over
al &n cxcessive rate of speed, because of fallure to obey siznal
ind.cationgs
roroectfully submitted,

S. N . I‘IILLS’ ‘

Dircctore. )
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