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INTERSTATE COIMERCE COLIMISSION

REPORT OF THS DIRECTOR OF THE BUREAU OF SAFETY CONCERNING AN
ACCIDENT OW THT LINE OF THE READING COMPANY AT MARTIN'S
SIDING, PA., ON JULY 15, 1934.

September 12, 18934,
To the Commission:

On July 15, 1934, there wes a derailuent of a freight train
on the line of the Reading Comvuny at Martin's Siding, Pa.,
which resulted in the death of 2 employees and the injury of
1 employee.

Location end method of oweration

This accaident occurred on the Catuwissa Branch of the
Shamokin Division, which extends between East llananoy Junction
and West Milton, Pa., a distance of 87.1 miles. This 18 8
single-track line over whica trains are operated by time table,
train orders, and a manuval block-signal system. The accident
occurred apprecximately 1,004 feet nortlhi of the north switch of
Hartin's Siding; ayprroaching the point of accident from the
south, the track consists of a series of tangents and curves,
followed by 1,155 feet of tanpent and then a 4% 30' curve to the
left 805 feet 1in lengtn, the accident occurring on this last-
mentioned curve close to 1ts leaving eand. The grade for north-
bound trains 1s generally descending, beginning at the south end
of Martin's Siding the grade is 0.65 percent for a distance of
1,200 feet, 0,89 percent for 3,500 feet, 0.83 percent for 230
feet, 0.62 percent for 300 feet, and 0.56 percent to and beyond
the point of derailment.

In the vicilanity of the point of accident the track is laid
with 100-pound rails, 39 feet in length, with 21 treated hardwood
ties to the rei1l length, fully tieplated and spiked with two rail-
holding spikes and two plate-holding s»nikes in eaclk plate; no
ra1l anchors are used, but most of the joints are slot spiked.

The track 1s ballasted with cinders to a depth of about 2 feet.
The general maintenance was ro0cd,

During the 6 days prior to the azcident the meximum ofiicial
temperatures at Catawissa, about 3 miles north of Martin's Sid-
1ng, nad ranged oetween 82° and 880; on the date of the accident
the temperature reached a ma.imum of 907 at ncon, dropning to 80
at 6 p.m. It was cloudy and threstenineg a storm at the time of
the accident, which occurred at 5:15 p.m.
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Description

North-bound freight train Extra 1718, Symbol PN-7, consisted
of 27 loaded and 41 empty cars and a caboose, hauled by engine
1718, of the 2-8-3 type, and was in charge of Conductor Miller
and Engineman Dougherty. Tils train departed from East Mahanoy
Junction, 38.4 miles south of Martin's Siding, at 3:27 p.m.,
passed Beaver Valley, 10,9 miles south of Martin's Siding, at
4:50 p.m,, and was derailed just beyond Martin's Siding while
Eravellng at a speed estimated to have been about 35 miles per

our.

The engine, tender and first 22 cars were derailed. The
engine stopped on its left side to the left of the %track about
500 feet north of the first mark of derailment; the tender was
also on 1ts left side and remained coupled to the engine, The
first 20 cars were piled up behind the tender within a distance
of 200 feet, and 15 cars were practically destroyed. The twenty-
first and twenty-second cars remained in general line with the
track, while the balance of the train was not derailed or damaged.
The engineman and fireman were killed and the brakeman was in-
Jjured.

Summary of evidence

Head Brakeman Weber, who was riding on the tender seat behind
the engineman, stated that the engineman applied the air brakes
at the usual points en route and he noticed nothing out of the
ordinary until they reached the Mainville fi11l, Mainville being
located about 33 miles south of the point of accident; at this
point the engine swayed several times, but this had occurred
often on previous occasions and did not cause any of them to com-
ment about it. The train was traveling at a speed of about 30
miles per hour when on reaching a point about opposite the center
of Martin's Siding the engineman made a 10-pound brake-pipe re-
duction and the speed was reduced to about 25 miles per hour;
he thought the speed was a little higher than usual in that
vicinity. Inasmucn as there were quite a few loaded cars in the
train 1t pushed a little harder on the dovn grades and he thought
the speed was a little greater than with other trains, but he
did not think that it exceeded the speed limit. In the vicinity
of the north end of the siding or a little south of it, the
engine again started to sway, the motion becoming greater each
time, and after the second lurch the engineman stood up and
applied the brakes in emergency. The engine made about siX
lurches 1n all, almost went over on 1ts right side and then came
back and very slowly overturned on 1ts left side.

Conductor Miller stated that the speed of their train was
about as usual and did not exceed the speed limit of 30 miles per
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hour. The brakes were used several times in controlling speed at
restricted points, and there was no unusual slack action in the
train. He last noticed the air brakes being applied when the
caboose was at the south end of llartin’s Siding; he thought this
was about a lO-pound brale-pipe reduction and he did not think
the brakes had been .eleased when the accident occurred, the
speed at that time having been reduced to 25 miles per hour,
Shortly after this application he felt three slight bumps and
looking at the air gauge he observed that it first dropped to 45
pounds and then to 15 pounds and he thought an air hose had
burst. Conductor Miller considered Engineman Dougherty a very
good engineman and when talking with him before leaving their
initial terminal the engineman appeared to be in normal condi-

tion. The statements of Flagmen Stahler practically corroborated
those of the conductor,

Section Foreman McCarthy, in charge of the section on which
the accident occurred, stated that shortly after the rear portion
of the train was pulled back, he made a careful inspection of the
track and found it badly kinked and the spikes on the gauge side
of one rail were raised on 8 or 9 guccessive ties. This in his
opinion was caused by severe pressure against the gauge side of
the rail, sufficient to tip the rail and raise the spikes, the
rail afterward returning to normal position under the pressure of
the wheels. While 1t was posegible for a train to have passed
over the track in the condition it was found, from his experi-
ence as a trackman he thnought the kinked track was a result of
the derailment., On July 12 work was performed at the south end
of the curve on which the accident occurred, consisting of rais-
ing two joints and o little lining of the track, and on the day
before the accident he went over his section twice but found
nothing irregular. He further stated that while the temperature
for the 17 days preceding the accident had becn continuously
above noimal, he did not at any time find kinked track or tight
joints,

Division Engineer Crosley arrived at the scene of the acci-
dent about 2 hours after i1ts occurrence and found that the track
south of the wreckage was out of line for a distance of 230
feet, varying from 13 to 5 or 6 inches. The Tirst point at which
he found kinked track was 966 feet norta of the north switch of
Martin's Siding, where the track was out of line about 1i inches
to the right, and from that point to the wrecxkage 1t was out of
line both to the richt and lefuv. At a point 38 feet nortn of
the first kink there was a groove cut on the inside of the head
of the left or inside rail of the curve; the head was rolled out,
having on top a fin or feathered edze extending beyond the normal
head on the gauge side, ana this edge was not cut. The groove
itself was 6 Teet 1n lenasth ané the spikes on the inside of tais
rail were raised for a total of @ ties, and it appeared as though
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the rail had started to turn over; the rail in seating 1tself
again had coume down on top of several spikes. At a point 115
feet north of this groove the outside angler bar on the right
ra1l was marked; one bolt was sheared off and the nut of another
was marred. Three Tfeet beyond this joint there were marks on
the pauge side of the left rail where something had struck the
heads of the spikes and at the next joint in tlie left rail two
nuts were sheared oif on the inside, while 10 feet beyonu this
Joint thne rolled-over edsge of the reil had been cut, sonething
having sheared it off on the gauge side. There were then slight
marks on the brse of the gaupe side of this rail; these appeared
to be flange marks, from 16 to 18 inches in length, wita inter-
vening points which showed no marks., Division En;ineer Crosley
stated that he then weant back over the track os far as the turn-
out at the north end of the siding and found nothins to indicate
there had been anything dragging. In 218 opirion there were no
irregularities i1n the frack in the vicinity ol the accident
sufficient to Lave caused any suc. rcc<ng ac vas cescribed by
Head Brakeman Vieber for the speed rermitted on this branch, and
1n his experience with sun-xinred tracl 1t nad never acted 1in
the manner shovn i1n this case, 1nasmuch og tae heat would move
the track on o curve outvard, in the patl of least resistance,
and 1t was his opinion that the kinks found in the track after
the accident were bprousht about as a result of tne accideat;
while such a condition could have caused a rolling motion of the
engine ag described, he did not think that tae engine would have
traveled as far as 1t did beyond the kinlzed track i, this condi-
tion had existed prior to the accident.

Superintendent Car Deparinent Kcnuelman stated that he per-
sonally examined each unit of equipment ags 1t was removed from
the wreckaze and found nothing that would have caused ovr contri-
buted to the accident.

Assistant Superintendent of Motive Power Borell, Naster
Mechanic Spangler, Road Foreman of Engineer Reeder, and Ingine
House Foreman Wyld made a careful examination of the engine as
it lay on its side, after 1t was retracked, and afain after 1t
had been moved to Catawissa, and nothing was found taat could
have caused or contributed tc the accidens. Engine House Fore-
man Wyld and Road Foreman of Engines Reeder noted on their ar-
rival at the scene of the accident that the automatic brake valve
was 1in lap wosition, the independent brole valve 1n release posSl-
t1on, throttle and sand valve closed, reverse lever in the twelfth
notch from full forward motion, and the firebox dcor latched open
at the first notch. Road Toreman of Enginer Reeder shated that
1in his experience in running enpines of the clasg involved over
the Cabtawlssa Branch 1t was not urusual for them to shimmy
slightly at speeds not exceeding 30 miles per hour, but he had
never noticed any roll. Uaster llechanic Spangler stated tnat



this type of engine is in constant use on the Catawissa Branch
and he had never received any complaints from the engine crews
with resnect to unusual rocking or shimaying. The maximum speed
permicsinle for this type of engine is 30 miles per hour,

Eazinerian Finlz and Tlagunn Wise, of Train No., 54, the last
train to pass over the track involved prior to the accident,
noviced no irregula, track conditions when they passed over the
track early i1n the afternoon.

Examination of the tiracik by the Comaission's inspectors
disclosed marks substantially as descrihed by Division Englacer
Crosley. They also confirmed the examinotion of the track made
by the track cepartment from the norta enda of Marvin's S.ding
to the point of accident, in which 1t was found taat the rail
on the nign side of the curve was slichtly curve-worn and that
the low rail wes slightly rolled out on ton. The elevation was
fairly uniform, with a maxinum of 4¢ 1ancnes, and the gaure varied
from 4 feet 8% inches to 4 feet 9 3/8 inckes; at the point where
the spikes nad been raised the elevation was 3 1nches and the
gauge was 4 fcet 9 5/16 inches. Taere was no condition south of
the first marks that would i1ncicate 2 possible cause for the
sane.

Engine 1718 1s of the 2-C-2 type, with a ariving wheel Dbase
of 16 feet 6 inches end a total wheel base of 35 Teet; tue weight
of engine and tender loaded was 575,087 pounds. This engine
last received repairs in Merch, 1934, and since that time 1ts
approximate mileage was 15,000 miles. Careful examination su-
sequent to tae accident failed to disclose any defective condi-
tion that coula have contributed to the cause of the accident,
althoush the brightly burnished outer ria of the left froent
driving wheel end the dents and abrasions on the inside of the
riizht wieel 1ndicated Shat the front veir of drivins wheels uaad
been derri1led to the right for some distance and had run tizatly
against the rails. There were ro tire marks on the ties vrior
to the general derailment. Tais close hu¢ging of the rail by
the derailed wheels explained the absence of marks on tne ties,
as the wheels were held in sudspension above tlhe tics and seldon
reached the base of the rs11l, vut did leave marke on the angle
bars bty shearing ofi ithe exposed ends wish nute and hammering
the less exposed heads or button enas.

goncilusnions
Th= cause of this ascident was not defnitely determined.
After tanc accident the track was found to be out of line,

first to the right and then to the left, Jor a distance of 230
feet south of the wrecked eguivment, and tiae first mark found on



he track was &8 feet north of the point where the track was
1irst out of line, tails mark consistin< of a groove cut on the
souge side of the head of thne low rail while the spikes on the
same side of this rail had been pulled up on € successive ties,
"oparently due to the rail havinzy rolled toward the left. North
or this point, angle-bar bolts had bheen marked or shearec oiff on
the outside of the high rail and on the gauge side of the low
rail, possibly by the front peir of driving wheels, the marks

on which indicated that they had been derailecd to the right and
then had run along for some distance close to the rails. Nembers
of the trein crew stated that apvroaching, the point of accident
a brake application was made vwiicn reduced the speed to about

25 miles per hour at tac time of derailment; it appears tThat
this train was being operated at a rate of speed closely ..pproach-
1ng the maximum permitted for trains of this character on this
line although there was no positive evidence that The prescribed
speed limit was exceeded. There was notning discovered about
the engine or other equipment which could have contributed to
the occurrence of tiie accident, while the track appeared to have
been maintained in ~ood condition. For many days prior to the
occurrence of the accident, the weather had been unusually hot
for this territory and it i1s possible that 1t resulted in the -
joints becoming tight and the track starting to kick out of

line under the engine, causing it to rock to such an extent

as to result in the derailment.

Q ot

Respectfully submitted,

7. J. PATTERSOY,

Director.
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