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FEPORT OF THE CYIEF 2F 1HE FUREAT OF C«FEIY IN TE INVESTIG
TION OF AN AZCIDR:™ "HICEL OJCURFTD ON T'HE LEHICH vALLEY
RAILEOQAD HEAF GLE. 01040, PA., Of OGCTIOECR 13, 1923
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J.. Cotcoer 1Y, 18z2, taere w~a: 3 rear-ond cclliszon
3

pet-z2e. z mussen_er traln anu a fieignl train oun the Lernigz
Velley Feailrzaldl neaer Glen Onokc, Pe , resuluing 4@ tne deaih
¢t 1 ~.gployez, and the 1injury o; 1 employec.

Leecation znd wathed of operation.

ccurred on taat part of the New
n axteadiny osetweer bokendauqua and
Penn H;"an Jan,lcn ., & alstanca <r 32 8 wileeg; 1in the
vicinlty ol Tne geirt of accildeai this 1s a double-track line
CYer whilca *iains ar: cperacet My time-table, train orders,
and an avtecsatic block-zi1-181 syste.. Ths sccidsnt occurred
approximetely 7,2C0C fas% 3s3 ©f (lza OUnoko, according to
tire-tanle diresuicr; Auproacaln., btils point frow the east
trere are several srarp curves ard short songents, followed by
a cow“ound cvr—z tc sne left 1,852 set ain length, the acci-
Lt ocrurring on this curve 25 o voint 1,_93 feet from 1i8
eastern end, wneve t2e curvature is 1- 37'., 7The zrade 1s
0,732 per sernt ascending for westbound trsirns for a considar-
acle distance ezst ani west of the goint of accident. In this
¥1C1411y ©18& wil. tracks of the Central Raixlroad of New Jersey
lie bot ~sen the Lenizh River ard the zain tracxs of the Lehizl
Valley Failroad, t-e2 tracks of pbcth roads paralleling the
Tiver, tae eastoscund zain track ¢f the Central Failrcaa oI
Hew Jerse; 1s 1r. ediately adjacent to tne westoound wain
track of <nz Lanign Valley Railroad,

Tae auscratic block signals are of tae taree-posi-
tion, upper-Juadrsnt type, normally displayins etop ndica-
ticns, the nignt indicetions are red, yellow, and green, for
stcp, ceutior, and proceed, respectively. TWestcound signal
1281 1c lccated 571 f2et east of tne point of accident, while
6,495 feet fartner sast 1s located signal 1251, Under the
Tules, when an autonmatic block-signal displays a cauticn in-
dication, tralas must epproach the next home signal prepared
to step; tioey alsc provide that plock signals contrcl the use
of the blocks, out, unless otherwise provided, do not super-
sede tae superlority of trains, nor dispense with the use or
the observance of otner siznals whenever and wherever they
ray be regquired, Althou.n in the i1wredlate vicimity of the



point of accident there are liarge cilffs, tne tracks passing
through the vailey, an uncbstructed view can b cbtained of
signal 1281 for a disvance of approximately 2,300 feet. The
weather was ¢le~r at the %iie of tas azccident, whicn occurred
at about 11 o5 p <z,

Description.

Testoound freizht train ex:ra 2147 ccnslisted of 43
cars and a cabooge, havled ty eagine 2147, and was 1n charge
¢f Conductor Duann and Englnewan Fisher Thig train passed
Wauech Chunx, tane last open office and 2 3 uwiles east of Glen
Oroko, at 11 Q3 ¢ <« , znd or Treoacnlng a polnt approxXizately
1.3 mlies rest of Glen Onokeo 1t was brcugst to a stop miva
trne rear end of the caboose 37l feet west of signal 1361, on
accoant of the auitoratic stcker being out of ordsr; 1t wvas
standing at this poiat when struck by trzic Wo. 5.

Testbound passenzer trein No., 2 comsisted of 1 amaal
car, 2 coachkes, 1 club car, and 5 Pullran slaeping cars, 1n
the oraer nared, of all-sgteel ccons*truction, hauled by engines
3030, and was in charge ¢f Ccnducter Mezck and Engineman Coyle.
This <raia left Jawch Chuak at 11 48 p. %, on *ire, passad
s1gnal 1231, =wnich war di1arlayirz a cavtion i1ndication, passed
silgnal 1221, which —as displaying a stop indication, and vhile
traveling at a speed of atout 10 or 13 milegs an hour collided
mth extra 3147,

The cabooss —as telesceped practicaliy 1ts entire
lengta, the superstructure coming to rest over the opeiler of
engine 2030; the car ahead of the cabcose was derailed. Jomne
of the c¢ther equipmeat in either traia was derailed or uater-
1ally damagea. The esployee killed was tne head bragenan of
extra 2147, who was riding in the cabocse at tae tizne of Tae
accident.

Sumnmary of evidence.

1amediately after extra 2147 came %o a step west of
signal 1381, Flagman Scaatzle wewnt cacs to flag, taking a po-
sition opposite sipnal 1338l, wgile Conductor Dunn endeavored
to repalr an air leak on the car nex’ tc She caboose, Beang
unable t¢ accouplish nils purpose, Conductor Dunn started to
blead the air off tais car, and while so doing Tnginsman
Fisher sounded several nlasts of the engine whistle, Fuive
blasts 1s tne signal which would have been given to call zmn
Flagran Schatzle, and six blasts is the castosary sipral when
i1t is Gesired that tne conductor ccue to tne head of the trzain,
Thinking he had been called in, Flagzan Schatzle placed uro
torpedoes on the rail just west of signal 1261, and startsd
walking tovard the cabcose. Then witnin 4 or 5 car-lengtns
of 1t he snouted to Conductor Dunn that he had ceen called in,
having understood the signal given to be five blasts of the
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wnistle Coniucter Dunn was confusad as tc the signal given,
and as tae train did not start, the condauctor went forward,
while the flagmar again went back and had reached signal 1261
when he hsard trsin No. 5 approaching, altnough 1t was a con-
siderable distance away, he nsade no attempt to go back any
farther, ozing >f tae ! mpression this would accomplish noth-
ing, but flagged 1t ‘ro.w siznal 1z6l. He sai1d no response
was Trecelved to his {lar signals until the train was about an
ergine-length away, at which time steam was shut off, and the
alr brz<es applied in emergency, the ccllision occuring imned-
12tely after Flagran Schatzle adzitted there was ample time
at his disposal to have gzone back a greater distance than he
did on this occasion, and had he dene so and then placed tor-
redoes on the rail, the attention of Engineran Coyle would
rrobarly have been attracted in time to have averted the
accident. Conducter Durn had gone formard about half the
lengto of his train wasn the acciden% cccurred; on reaching
the engine he was 1nforned that six plasts of tae engine whils-
tle had been sounded. He was aware extra 2147 was occupying
the westoound main track closs on the time of train No. 5;
but altnough he saw Flagman Schatzle start back ths second
time, which was 1ust after he had shouted about being called
in, he did not krow now far pback he =ernt, as they started in
opposite directions simultaneously and on account of walking
foerward on the right si3e of the train the cars standing on
the curve to tae left scon hid thex frocm each otner's view.
Conductcr Dunn also statzd tnat as Head Brakeman Price bad
complained of not feeling well, he permitted nix tc lie down
in the caboose.

Engineman Coyle stated at tne time train No. O
passed signal 1751 a cauticn indication was displayed, at
which time he estimated the speed of his train to have been
between 40 and 45 miles an hour. As he knew thas block was
uncccupied and the train could be brought to a storp in a com-
paratively shert distance, owing tc tne ascending grade which
extended the entvire length of, and for a considerable distance
west of this block section, he did not smut off steam at this
time, intending to do sc in arple time to stop before Treach-
ing signal 1261 i1n the event 1t was displayving a stop indica~
tion. However, on reaching a poilnt approximabely 1,500 feet
west of signal 1251, there was a train standiag on the east-
bound main track of the Central Railroad of New Jersey, with
the headlight burning brightly, and owing to the close prox-
imity of the tracks at this point, Engineman Coyle drew his
head inside the cab wirnoos. At this Juncture his attention
was diverted to the water glass, and he temporarily forget he
was running under a cauticn signal. Fireman Blank had been
working on the fire during this time, out, when about 300
feet east of signal 1261 ne stepped to the left side of the
gangway to get a breath of fresh air, at which time he saw
signal 1261 was displaying a stcp indication, and just as he
called 1ts indication, Engineman Coyle also saw 1t. Engine-
man Coyls immediately shut off steam, opened the sanders, and
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wrade an =aerzency ap-lication of tae zir braxkes, af ter wnich
the torceacss were e 'plolded 2nd he tnea sar rlagrnan Schatzle.
He statedi that Flas.:m Schatzle was about Lalf way between
the rear end of ths cabonse of extra £147 and signal 1261,
and sstimeted *tne speed of has train at the tire of the
accident tc havre 22:2n acsout 10 Til=s an ncur,

The a@ar “rexes cL train ¥n, 5 had been worTking
prorerly and nothiag unusual was noticeld in making the var-
1cus stcecpe 2n routg.

Conclusirons.

Tris accident was caused by tahe fairlure of Engine-
raa Ccyle, of grain No. 5, properly to observe and be gov-
erded By avtoratie plock signal indicztions, and the failure
¢f Fleguan Scaatzle and Cenductor Dunn to provide proper pro-
tecticn for tas rear of extra 2147.

Had Engineaan Coyle operated his train as required
by the rile:z ana ;a¢ltnlleu a propsr lookcut when he approacn-
ed si1znal 1231 he -culd aave veen abie To bring his train to
a stop 1n tl.s tC avert tne accideat rnotvitastanding the lack
of &dejuats flay protecticn, but according to the evidence
ni1s attention was diveried froa tne tracw ahead to sore part
of tae 2ngine En_i1nemnan Coyle adrnitted ne spould nave seen
tne step indication cof signal 1851 from a mech greater dist-
&nce, anl snat he sacuid nave aprrosched this signal prepared
to stce.

F.le T2 of vTaoe rules fer tihns government of the oper-
atir. aspsrt.uernt, Trsads 1n part as follows:

"Taen a train stops or 1s delaysd, under
21Teumsisnces 1in whlch 1t way be overteken by an-
ctner trair, %tne flggman must 2 dack 1masdiately
wltJ stop 51 aales and proceed renidly to a diatance
safiicient to rnsure Tull protvsotion, wnere he must
reznain untzl e¢211=23 1n, or if ar spproacning train
1s wi%hin sigat or aearing, until 1t has stopred.”

_l

£lthcugh tnere 1s some conflict 1n the testimony as
te Just zc— Tar cack Flagmwan Schatzle actually wvas when train
No b5 passed hiz, azccording te his owm statemernt he was back
less than 5233 Feet ne airittey there was auple tiwe at his
disgpcsal ic aave zone sack a ruch greater distance. He con-
sldered, rc-zver, tinat he was back a sufficient distance 1n

view ¢f tae ren-.e of visicn tc be nal oy an approachlng en-
ginemar. rad ne zcne cacy a sufficient distance then placed
tne tocrpsace tne Tai1l, as required -y tas rules, even
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tion aisplay
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n Co, 12 tewporarily forgct tae cauticon indica-
a2% tae tine train Fo. O passed signal 1431,
£in- e groper lockcut anead for tae indicaticn
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of signal 1231, when the tornedces were exploded 1t would un-
doubtedly havs given warning of danger ahead 1n ample time to
have averted *ne accident. Conductcr Durnn was fully aware
extra 2147 was cccupying the westbound main track close on
tne time of train Ne. 5, therefore, he snould have ascertain-
ed beyond doubt that ample protection was afforded to tne
rear of his train

This accident again darects attention to the neces-
s1ty for the use of autowatic train control devices whicn will
1intervene to stop a train wnenever for aly reason an engine-
man fails to see or to need a stop signal. Had an adequate
autonatic train contreol device been in use at tnis point,
this accident would no douct nave been averted.

Enginenan Coyle entered tne sarvice of this rail-
road in Fepruary, 1881, as a trainaan, was promoted to fire-
ran in Decerver, 1895, zaa engineaxan in 1886, while Conductor
Dunn was eaployjed as & TvTralncan 1h Decescer, 1833, and pro-
moted to conducter in Octover, 1895; Flagman Schatzle entered
the service as a2 trainman in 1804, and qualified for the
rosition of conductor in Yarch, 1917. Taeir records were
go0od. Engineman Coyle nad %eern on duty less than 2% hours,
af ter having been off duty for approximately 30 hours, while
Conductor Dunn and Flegman Schatzle had been on duty avcout 3
hours, after having been off duty 8% hours.

Fespectfully submitted,

T. P. Berland,

Chief, Burezu of Safety.



