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Railroad:
Date:

Location:

Kind of accident:

Trains involved:
Train numbers:
Engine numbers:

Consists:

Estimated speeds:

Operation:

Tracks:

Weatner:
Time:
Casualties:

Cause:
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SUMMARY

Pennsylvania
July 13, 1946
Wall, Pa. -
Collision

Freignt Passenger

ve

Extra 6730 East T 29

6750 : E69-387C
123 cars, caboose ; 16 cars
Standing t 20 m. p. h.

Avtomatic block and cab-
signal systems

Fovr; tangent; 0.12 percent
ascending grade westward

95 injured

Derailed freignt cars obstructing
ad jacent main treck in front of
approaching passenger train
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INTERSTATE COIIIERCE COIMMISSICN

INVESTIGATION NC. 3004

IN THZ MATTER OF MAXING ACCIDENT INVESTIGATION REPORTS
UI'DER THE ACCIDENT REPORTS ACY OF lAY 5, 1©10.

T

THE PZNUSYLVANIA RAILROAD CONPANY

September 10, 1946.

Acoldent near Wall, Pa., on July 11 1946, caused by
deralled frelbnu cars owst ruct;ng an adjacent main
track in front of an approaching passenger train.

PATTERSQO!, Commissioner:

-

On July 13, 1945, derailed cars of a freight train were
struck Dy a Oasse“b r %train on the Fennsylvaria Rallroad
near 'Jall, Pa. This accldent resulsed in the injury of 57
passengers, 7 rallvay-mail clerk®, 2 .Pullman employees, 23
dining-car ermployess and 6 urnln—serv1ce employees. It was
investigated in conjunction witn a representative of tne
Pennsylvania Public Utility Conmmission.

4
Le

ltnder autnority of section 17 (2) of the Interstate Com-
merce Act the sbove-entitled proceeding was reflerrcd by the
Commissicn to Commissioner Patterson for consideration and
dispocsition.
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Locavcion of Accident and Motrnod of Cocretion

'Tnis accildent occurred on that part of tnc 1Iiddle Division
extending between Division Post, near Harrisburg, and Division
Post, near Altoongs, Pa., 12% niles, a four-track line in tne
vicinity of the polnt of accident, over wnich treins moving
witn The current of traffic are oonrate by automatic block-
signal and cab-signal systems. Thne msin tracks ;10* soutn to
nortn are designated ss MNo. 1, eastvard passenger, l'c. 2, east-
ward freignt, No. 3, westward freignt, and No. 4, wps“uard
passenger. Tne freigrnt train was being overated on track No.
2, and thne passenger train was on track No. 4. The dersilment
occurred £3.36 miles west of Harrisburg and 0.96 mile west of
trne vover at Wall, and the collision occuprred 701 feet westwar
From the west on track Yo. 2 %there is a 1° curve to the left
1,087 feet in length, wnich 1is fcllowed uy a tangent 3,314 feet
To the »oint of derailment rnd 123 feet esstward. From the
east on track No. 4 %there are, in succession, a tangent 5,2C0
feet in lengtn, a 3°34!' curve tc thae left 2,181 feet, a tengent
425 feet, a 1904' gurve %o tae 1eft 1,420 feet, and a tangent
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3
900 feet to tne voint of collision znd 2,513 feet westward. The
grade 18 2.12 percent sscending vestvard.

I tris vi

cinity tre *raciis are 1l2id or a nillside cut
immed&ie te¢: soutn o ¢
1 n

Tne soutn vank of trhe Juniata River. At
mean water leve sousn ban¥* of trhe river sxtends 39 feet
below tne level of the *tons of the ralls of troack No. 4 and 85
feet norizontally distent fron the centerline of that track.

Trie distance between the cenfterlincs of Ttracks "os. 2 and 4 is
25 feet 1 incn. Traclz No. is 1aid witnh 15%2-vound reils and
track llo. 4 witn 13l-pound rails. Tns structvre of these tracks
consists of 39-foot rails laid cn an average of 22 ties per rail
lengtn. It is fully tieviatzd witn dc vole-snoulder tie 10'1 ates,
spiked witi four spikes ner tis nl

(D
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vlate, wrovided witxz 8-hole
angle Dars ard an averare of & raill ancrors psr rail lengthn, and
i1s ballasted witn crusned stone To a denta cf 18 iaches.

Hone signal 39 and autormatic signal L88.5, governing west-
bound movements on track o. 4, ars, resnectively, 1.26 miles
east and 475 feet west ol Tthe nHoint of collision These signals

A

Signal 32 is controlled from

o

tne
are of tne position-lizn%t Typ
e -7

trre interlocking macn:ne at Wall. The cab signa+s are of tone
four-indicetion vosition-lignt tyre. Tne irvolved aspects and
corresponding indicaticons disnlaryed Ly signal 3¢ and the ceb
signals of the passencer Treain imnnedietely prior to the accident
wvere as Tollows:

Signasl £Lsnect Indication
39 and cab Tnree wmlte 1ignts in Proceed.

signal veriical positicn
Ceb signal Two "2ite lignts in dla- Proceed at Re-

tion to the stricted speed.
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Tre .controlling circuits on trac: No.

£ a so arranged
Trnat when tne block extending Yetireen the vest
s
c

o
rn limits of
the interlocking at Wall, 1,492 feet rest of gnal 39, and
signal 158.% is occupied, or if tkhe trezck circuit is snunted '
by an obsitruction withir the block, signal 39 -will disvlay
stop-tren proceed—at—restrlcted~upeed and tne cab signals of

an apprecacning west-hound train 111l disnlay vroceed-at-

“.restricted-speecd.
Operating‘rules reed in part as fol]owsf
JDEFIVNITIONS
L)

Cab Bignal--A girnal located in eﬂblneﬂan s
compartment or cap iniicating a condition affect-
ing tne movement of a train or engine.

o

O

. o%

*

Reduced Bpeed-Prenared to stop snort of train
or obstruction.

o %
Restricted Speed--. ot exceeding 15 nmiles per
nour prepareda to stop snort ol traln, cbetruction
or swWiten not pronerly lined and To loox oGt for

broken rail. -
11. A frain finding a fuses ourning rec on or
near its track nmust ston and extinguisn tne fusee

ané. tanen oroceed at Reduced speed.

76a. Ergine and train crews as fredquently as
ovportunity vermits must olserve engines and cars
in treir train, moving and r"”anchng,, to Cetect
any conditlons that mignt interfere witn tae safe
novenent of ftrains.

99. When a trein stors unier circumstances in
vnicn it may be overtaksn 1y anotner trair, tine .
flagnan must go dack immediately witn flaghan's

51unals a sufficient distance tec insure full pro-
toctloJ, placing two tormedoes, and 'ficn necessary,
in addition, displaying lionted fusces.

%% %
Tne front of the train must e protected in tne
same way wnen necessary oy the fireman.

% W
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102. Wnen a trein is disgbled or stopped sud-
denly by en emergency avdlication of the alr brakes
or osner causss, adjacent tracls as well -as tracks
of other rallroads that arc liable to be -obstructed
must be protected at cnce in botn dircctions until
it is ascertained they are safe and clear ror tne
movenent of tTrains.

~4. YWnen cab signal irndicntion cranges Co
Restricting, a train or engine nust reduce speed
at once to not exceeding Restricted speed.

A system of train communicetion known as a trainphnone sys-
tem was placed in service on this division on April 28. Tnis
system is orerated on tue inductive two-channel principle, and
equipmens 1s nrovided for communicatlion between employees at
four wayside block stations and emnloyees on trains, betwsen
emoloyees at the front end and the rear end or Irelgnt trains,
end between trains. A4t the time of the accident, 294 engines
and 90 cabocses, or about 70 nercent of the engines and cabooses
used in this territory, tvere orovided with trainpnone equipment.
Tne three engines oi the twe trains involved in this accident
were equlpped with the trainpnone apnaratus. “here train equip-
ment 1s »rovided, 1v is installed in the cabs c¢f passenger-
train enzines, in tne cavoocses and i *hﬁ cabs of freignt-train
enzires. The edauionent consists of nend-set televnhcnes, loud
sneakers, control nancls and aesocia ei <pparatvs installed 1in
sucn menner trnot communicntion cen e had between any twe units
SO equl)ped. Trne four tTQIIUQOq*—OHUleed block s%atigns are
Port, Levis, Jacks and Grazier. Taicce stations are, redpec-
tively, 04,89 miles ea ast, and £.31, Z2.61 and 5a.31 rnllgs west
of tie point of ﬂolLﬁsloA. Sneclal instructions governdng the
use of tue trairpinione system are provided in the timetable.

.’3

d [}

train was B0

Tne mexinmum authorized speed for tne freipnt
70 miles per nour.

miles oer nour and for the passenger train

Tescrintion of Accident

Extra 38780

= v freignt train, oonsisting
of engine 0760 1

. a cabcose, na qsed Levis,

tne 1-8t open off ice, 9 4 miles vest of 1211, at 8:45 p. m. " and
was moving on treck No. 2 at on estimated speed of 35 miles per
nour wnen the rear coupler of the L-xteentn cer dropped to tne
track. Tne seventeentit to the forty-eighth cers, inclusive,
wolcen were loeded wita coal, tere derailed about C.96 mile weet
of Wall. These derniled cars obstructed the four main tracis,
ond were considersbly damaged. The engine and the first six-
teen cars were not derailed. Tnis equipment, remaining coupled,
stopped with tne front of tne engine standing 359 feet east of
the point of derailment. Less tnan one minute ofter the de-
railment occurred, the forty-first cor, viich obstructed track
No. 4, was struclz by Jo. 29,
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. , a west-bound first-class passenger train, con-
sisted of engines 639 ond 3670, one mail car, one nNassenger-
bagzare car, six Pullman cleeping cars, one lounge car, two
dining cars, four Pullman sleeping carc and one cbservation
car, in the order naried. Thals Train pessed Wall, the last

open orfice, at £:359 p. n. and was moving on track No. 4 at

an estimated speed of 20 niles per hour -uen 1t collided with .
the derailed equinnent shicn obstructed treclz Ne. 4. Eotn
engires, tne first car, and the seventh to tentn cars, 1nclu-
sive, vere derailed. Tne first engine stopped on i%s rignt
side, down the south bank of tne river, vith the front end ©0
Teet vegt of the point of collision, 75 feet nortn cf track

No. 4 and at an angle of &C degrees to it. The tender of tnis
engine vas torn loose from the esgine, and stopped on its rignt
side at the rear of the engine. The second engine andé its
ender, remaining coupled, stonyed or their right sides dowm
tnz bank of the river, vith the front end cf the engine 60 feet
west of the ooint of collision, 48 feet norta of track No. 4
and at an angls of 4f degrees tc it. Tns first car, remalning
counled to the tender of the seccnd engine and to the secord
cer, and tne other deralled cars storped uvprignt and practically

No. 26
e

ct

)
in line with track No. 4. Tre engincs and tenders were vacly
damaged, and the derailcd cars were slignsly damaged.

-

e "eatner was clzar at %the time ol the accident, wnica
occurred about € p. m.

Tne engineers, ne fireaen, the conductor and the flagman
of Ilo. 235 were injured.

Tne sixteent: )

n ennsylvania 1620435,
a steel double-nopp

r

T

t, P

September, 1909, and

et & incnes long over

and 10 feet nign. 1Its

are, respectively,

tne tine of the accildent
This car was equipped

pP-1ift, cast-steel

was reouilt in Ap ,
end €ill., 13 feet 1-
licnt-weizint, capacit
87,580C, 100,000 and 13
it was losaded witn 98 s
et the B, or west, ernd witn an E-
coupler naving an Xl-iach knuckle, a 5-inch by 7-incn snank and
a 2utt S-1/8 inches wide. The counler was »nrovided witn a yoke
secured Lo the coupler butt b two rivets 1-1/4 incnes in dia-
meter by 11-5/8 1inches long and apnlied vertically througn tne
butt, wnich was provided vitn two 1-5/16 inch noles. The yoke,
wnich contains the &raft gear and stops, was a forged-steel

ber 5-1/4 inciies wide and 1-1/4 inches thick and bent into U-
snave, tiie legs of vnich vere 31-1/8 inches lorng. The legs of
tne 1oke vere snaped e% tne front ends inte overlapping gibs 1-
incn long, wnich were clamped over rignt-aaglcd cdges of the
couvler butt.

SO
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. Discussion

Extra 5760 Tast vas mov1na on track Jo. 2 at a speed of

Pbout 55 miles »ne? nour, in terr¢tory vnere the maximum author-

ized spcad was 50 miles’ per nour, vnen thne sevenfesnth to
forty-eirnth cars; incluqiv , were derailed at a point 0.9¢€
mile wcst of the t,owc*" ot "Jall. The first thc mcmbers of tns
crew knew of anytning teing wrong was wnen tiic brabes became
applisd in emergency as a result of the derailment. Loss tnan
one minute after tae dcrailment occurrcd, Tne Torty-first cer,
wniecn obstructed track Mo. 4, wras struck by No. 29.

As No. 29 was appdrecacning tne roint wnere the accident
occurred tne neadlipgnt of the first engine was lignted brigntly,
thie torettles of both engines were opern, the specd was about 50
miles per acur, in territory wiere tiae maximum authorized speed
was 70 miles per nour, and the engiaeers of both cengines were
nmaintaining a lookout ahead. The braes of tnis trein, winich
were in the cnarge of the enginser ¢f the Tirst engine, nad
been tested and nad functiioned -roperly en route. The fireman
of eacn engine wsas staniing on tihie deck back of tne bcilsrnead,
because there was a vrest-bound fresighnt treoin passing on track
No. S. Ynen No. 29 passed signal 89, thoat signal and tne cab
signals on eacn side of thne cav of She first engine displayed
proceed. Waen tne finr E engine was apout 4,000 feet cast of
the point wnere the accident occurred, tine cab signals of tne
first engine chnnged vo disnlay procend-av-restricted-speed,
and tne congineer immedictel; clou,d the throttlc and msde a
20-pounc brake-pipe reduction, wmicn socn redvced thc spead to
ebout 40 milles per nour., About the time the brale-~pivc exnaust
ceased, and as nis engine was passinz the engine of Extra 6730
Bast, tho firemen of the first cagine r suned ris sest on the
left side. Imnmediatel; afterwver” ne okserved tast Extres 8760

ast nad become separated, o~nd ne called a "arbwng to the en-
gineer. Tne enginegr 1wmna_qu61' moved. tne brake valve to
emergency vnesition. , Tre s»weed of No. 22 was about 20 miles oer
nour wnen the collisicn occurred. ZEecause of dense corl dust
from toe deroiled care of the freign¢ train, none of the em-
nloyees on tne enginss of No. 2 Q

b

QO 3

n ok

atr tae cnr wnicn obstructed
track No. 4. Wnen the engineer of the second engine observed
tnat a neavy service brake nine reduction nol. been nade At an
unexpected point ne closed the tarottle of his enzglrne, end,
wnen ne saw fire flrins in the vicinity of the frcnt end of the
first engine, ne moved the avtomatic brake volve-to emerzency
position. -

Under tne rules, the cre of Extra 5730 E-~st wns required
to protect adjacent tracks ir hotn dircctions wnen tneir'train
wes stepped es a result of the amergency anplicrtion of the
brakes. In tnis case, wvhen the enginecer of Ixtro 678C East
observed tnat tne brakcs of nis u““l“ nnd Decomé apolied in
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emergency ne instructed the fireman to nrotect all tracls, and
tne front brakeman, vno was on,tne engine, tc inswvect tne train.
Then tne engineer aSSiSueQ the fireman in collecting tne flag-
ging oqvloment, wnicih was in a compartment at taé front of tne '
tender. Tne fireman alignted from tus left side of nis engine !
before it stopned. Hovever, before ne could give a stop sig-
nal, the engines of No. 22 had passed nis engire. The goerator
at Wall ssid that soon a;ter We. 29 had passed cut of nis signt
immediately west of the Tower tThe track 61&7Taﬁ indicated that -
track MNo. 1 was occupied. The engineer of ugtra 6724 est, a
west-bound freignt trein moving on track No. 3, sald tnat No.

29 passed als enginc and was rounding the curve immedliately

weet of "all when the indications of tic cab signals of nis
engine cranged from proceed to proceed-at-restricted-speed. ..

He reducecd spced in eccordance wish tne iadicction, end soon
afterward stopnped nhis trein saort of tne dereilcld cars of Extra
6760 East in respnonsc to tne flegeling signals given by tne
fireman of tnat train. '

closed thnat tne rear

After the a001aenu exaninan is
3760 ZT-ct, P.R.R. 162046,

coupler «¢f the sixteencn cear of
nad dronned to tae +“QCL and n
tne wneels of thne seventcentn
become deralled. As soowm by trne re
in the receiving yard at Alftoona on
by “tne mecnanical forces at thet tin
assembled into a cut of 39 cars in ©
of these cars was found off center
tne cut of 38 care was doubled over to & cut of 85 cers cn

anotner track, the train rras insvected ard tnen departed about
6:0¢ p. m. as Extra €760 East. During these inspections.no
defective condition of tae sixteenth car was found. Extra 876C
East stopped at polints, vrcsvectively, 74.4 miles and 54.2 miles
west of "ell. Members of tiae crev sgid tnere was no unusual

slack action or rougn asndilng at these points, end the train
nad been operated smoothnly 1rou{;n.out tne trip. None of these
employecs saw any COF"lLlon Yo indicatc tnat any coupler in tne
train was defectivec pricr te the tine thce derailment occurred.

Tne investigetion disclosed tret bota rivets of the coupler

yoke at the B, or west, end of P.R.R. 162046 rod been sncared

oif about 1~l/2 incaes ngow tazs toovs of the rivetse. Tne lower
portions of tnese rivets naod not con found at-the time this
lnvestigetion was complcted, wut thc tou portions were found
adjocent to the voke. Thesec rivets were of sound metal and “
nad sheared squarely as thﬁ result cof severe snock, ' Tne rivet
noles in both legs of tac yoke were sligntly worn and somawnat
clongated, out tne 4*mnnqwonq were witnin tine required limits.
Tne upner bend of tne yoke was broken throuznouv its widtn.
Tnere wecre small progressive Getail froctures near cacnh outer

edge of this breok, but about 85 percent of thc bresk wrs new.

’

ﬂs, nws cer nad arrived
Ly 16 and vias inspected
at tnlis car was
disn aqulr” yard. One
wag swviterned out, then

jai)
o
1 O Qi@ e
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Tne overlapping ends of tne yoke nod spread to a distance of
10-5/8 inches, or 4-1/8 incnes grec.er than the normal soread.
The dralt gear nad remained in place within tae yoke. Eoin
rivets of the coupler carry-iron were brcken. IMarks on the
carry-iron and on the front draft-gear stop indicated thnat
after the coupler had separated Zrcm tne yoke 1t continued to
provide coupling strengtin until it became free of the draft-
stop and the carry-iron. Tne conditions surrounding tne failure
of the coupler yoke indicate severe snock, wnicn apparently was
buffing snock resulting from coupling impect of a degree greater
tnan the moximum safe impact at 2 miles per nour. Tals car was
assembled in a cut and placed in the front pertion of thne train
of Extra 6750 East. Tnese cars had passed over an inspection
pit during switching movements, and no defective condition was
observed by the inspesctor. After the front portion was assem-
bled otner inspectors found that the sixtn car to tne resar of
tne car involved was off center as tine result of severe impact.
Probably the couvpler-yoke rivets of tine car involved became
sneared at that time. Aftcer the yoke rivets were sheared tne
yoke continued to function in pulling draft as long as the
cverlapping members remained in place over tne butt of tne
coupler. Because of vibration and repeated cnange between pull
and buff during movemnent, the legs of the yoke finally epread
sufficiently for tne coupler butt to pull free from the overlap
members of the yoke. Thne spreading of the legs of the yoke
resulted in tne fracture of the upper bend at the rear of tne
yoke, and tre coupler fell to thne track near a rail wnhere it
was struck by a wneel of the Seventeenth car.

The investigation disclosed that as a result of tne change
of cab-signal indicaticns from procrned to procecd-at-restricted-
speed at the time wnhnen the track ancad becamne obstructed, thne
speed of No. 22 was reduced from about 60 to about 20 miles per
nour before tne collision occurred, and the disastrous conse-
aquences vwnicn otnesrwisc would nave resuvlted from tnis accident
were therevy greatly reduced. In recent ycars train-communica-
tion systems nave becn déveloped wnicn may be used to provide
additional protection in a case of emergency such as was in-
volved here. An installation of sucil a system was partially
in service on the linc wnerc tnis accident occurred. In tnis
system the tralnpnone is intended to be used as a means of
communication in the same manner that a wayside teleprnone 1is
used. It may be used to supplement existing emergency warning
metnods such as flagging. The engine of Extra 8760 East was
equipped witn a trainnnone in operating condition. The ceaboose
of tnis train was not edquipped. Botnh engines of Yo. 29 were
equlpped with trainvnone, but the equipment was inoperative.
Tne trainnnone on engine 3670 nhad been revorted inoperative by
tne engineer when the engine arrived at Harrisburg from 1its
lest previous trip at 9:15 o. m., July 13, but repairs had
been deferred. Exanlnation of inspection reports for engine
669 indicated tnat the trainphone was reported inoperative on
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July 4, at wnicn time it was adjusted. There was no further
report of defects of this equipment orior to the day of tne
accident. Tne engineer of the first engine of No. 29 said
tnat during several attempts to call the operator at Port ne
received no response, and ne 4id nct near any conversation on .
nis loudspeaker at any point between Harrisburg and the point
where the accident occurred. The engineers on engines 6489

and 3670 were unable to effect communication between their
engines. There is no means provided by wnich an engineman can
test thne trainpnone equipment before his engine leaves the
enginenouse to determine if it is overating. The first point
wnere a communicating test can be made after a --est-bound
train enters tne Middle Division at Banks, 8.6 miles west of
Harrisburg, 1s when the train is within the range of tne
treinpnone equipment located at Port, 20.2 milcs west of Banks.

Tne time-~table instructions gecverning tne overation of
the trainpnone system provide that an emergency calling signal
of four successive tone signals be sounded. This signal noti-
fies all trainpnone staticns witnin range tnat an emergency
messaze is about to be sent. It is then necessary to state the
nature of tne emergency and tne location. There is no immedi-
ate action required by cnployces receiving an emergency signal
on tne trainpnone other thnan to listen for the cmergency mes-
sage. In tnis instance it appears that zlmost immcdiate ad-
vantage was taken of the tralnpnone to communicate witan tne
waysidc stations. As soon as tne engineecr of Extra 8760 East
made certein nis fireman nad started out to flag re made an
atterws L. call Port on the treinnhone. Wnen he started to use
the trc.rinone the engineer of Extra 5724 West was just com-
pletin: & <all to Port in wnicn ne ~ad told Port that ne =ad
been fiazzed, end that a freight trasin on track No. 2 appoeared
to be derailed. Tne engimeer of Extra 6760 East tried to breck
in on sor*, bhut received nc answer. Taen ne called Lewis and
made cor e v <1mos8t at once. Port was the first trainpnone
equi-f<=1 v .20 station to the east, but rot the neerest block
statio. o ine point of accident, as Mifflin and Wall were be-
tween rory and the point of accident. Lewlis was the first
block ctnation to the west and the necrest trainvnone equlppzd
block station. Tne engineer of Extra 6740 East then informed
the operator at Lewis of the erergency brake apovlication of
nis train, and that the front brateman was making an inspection
of the train. At tnis time No. 29 nad vassed tne engine of
Extra 6760 East, and the collision occurred immediately after-
ward. The engineer of Extra 5724 “est, who ied first made a
brake application winien the cab sirnels in nis engine displayed
a restrictive indication just before tne enzine cleared tne
interlocking limits at "Tall and t:-en made an emergency apoli-
cetion winen nis fireman saw stop signals being given by the
fireman of Extra 6780 East, celled Port immedistely ofter his
train was stopped.
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From tne statemernts of the crews of Extra €750 East and
Extra 6724 West as to any part that tne treirmione eysten
migrnt nave played towvard preventing the collision of MNo. 29
witn tae deralled cars of Extra 876C East, it 1s apperent tnat
No. 29 wus so close to Thne point of accident wnen the dersil-
ment occurred tnat t“eﬁe wos not %ufficiert time in wnich to
use the trailavrone to warn the engineers of No. 22, had the
equipment on the engines of tnat troin been in overative con-
dition. Tr= JuﬁqulgdtiOp d:scloscd that the use of tne
Trainpnone sys uen to scend a wvarning coes nou necessarily re-
Sult 1in instantenszous resvonse, and also that there is no way
to be sure thnat evowoabnlng treins for winlca viernings are
intended nave neard toos~ warnings, unless a reply is received.

Caute

"‘.’)

vas caused by dersgiled

It is foundéd thet thals acciden®
jecent main track in front of

freignt cars obstructing an ad
an approocaing passenger uraln.

Pated at Wasnington,
da;” of September, 194

By the Commission, Commizsioner Patterson,

. P. BARTEL,

Secretary.



