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INTERSTATE CCMMZRCE COMMISSION

REPORT OF TEE DIRECTOR OF THE BURFAU OF SAFETY IN RE
INVESTIGATION OF AN ACCIDENT WWICH COCURRED ON THE
LEHIGH VALLEY RAILROAD NEAR MOUNT CARYEL, PA., ON
JUNE 2, 1928.

July 25, 19238

To the Commission:

Cn June &, 1828, *here was a derailment of a
passenger train on the Lehigh Valley Railroad near Mount
Carmel, Pa., resulting in the death of two employees, and
the i1nlury of five paseengers, six employees, three of
whom were off duty, and one Pullman porter.  Thas accadent
was 1nvestigated in conjunction with a representative of
the Pennsylvania Public¢ Service Commission.

Location and method of operation

This accident occurred on that part of the Mahanoy
and Hezzelton Division extending between Penn Haven Junc-
tion and lMount Carmel, Pa., a distance of 51.8 miles;
11 the vicinity of the point of accident this 1s a double-
track line over which trains are operated by time-table and
train orders, no block-signal system being in use. The
accident occurred within yard limits, at a point about
145 feet west of the east yard-limit board at Mount Carmel,
on the westbound main track, on what ig known as Morris Ridge
curve; approaching this point from the east the track is
tangent for a distance of 622 feet, followed by a 139 curve
to the right 1,645 feet in length, the accident occurring on
this curve at a point 4968 feet west of 1ts eastern end, or
105 feet weest of the easement curve. The grade for more
then 1 mile approaching the point of accident 1s descending
for westbound trains, varying from 1.375 %o 3.313 per cent,
being at the minimum al the point of accident.

The track is laid with 110-pound rails, 33 feet i1n

length, rolled in September, 1913, and relaid at this
point in February, 1937, with 20 treated ties to the rail-
length, fully tie-plated, double-spiked on the inside and
single-spiked on the outside, and ballasted with cinders
from 18 to 24 inches in depth. The track 1s well construc-
ted and 1s maintained 1n good condition. The supetr-

elevation and gauge were practically uniform; the gauge
from the eastern end of the curve to the point of accident
varied from 4 feet 8 9/16 inches to 4 feet 8 14/16 inches,
while the maximum superelevation was 3 inches. At the point
of accident the gauge was 4 feet B 14/16 inches and the
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superelevation was 2 11/16 inches. At the extreme eastern
end of the curve there 1z a "Speed on Curve" sign, restrict-
ing the spced of westbound tra.ns to 10 miles per hour while
recunding the curve,

The weather was clear at the time of the accident,
which occurred at about 10.40 p.m.

Descraiption

Westbound passenger train No. 209 caneisted of one
baggage car, one smoking car, one coach and one Pullman
charr car, in the order named, all of steel construction,
hauled by engine 1813, and was in charge of Conductor
Houser and Engineman Conahan. This train left Park Place,
the last open office, 17.3 miles east of Centralia, at
10 p.em., according to the train rheet, five minutes late,
made a stop at Centralia, and on reachirga point approxi-
mately 2.18 miles beyond that point the train was derailed
whilé traveling at a speed estimated by members of the
crew to have been from 15 to 20 miles per hour.

The engine, tender and the first car were derailed to
the left and camé to rest down the 30-foot embankment on
the outside of the curve. The engine was on 1ts left side,
badly damaged and headed toward the tracks, at a point 213
feet beyond the first marks of derailment, with the tender
1mmediately behind the engine. The first car was torn from
1ts trucks but remained upright and came to rest against
the engine and tender, headed away from the tracks, with
1te rear end projecting above the roadbed. The forward
trucks of the second and third cars were also derailed,
but these cars remained upright on the roadbed and were
not badly damaged. The employees killed were the engine-
man and fireman.

Sumrmary of evidence

Conductor Houser stated that the last stop was made
at Centralia and at this point he looked at hie watch,
having in mind the connection at Mount Carmel, and noted
that it was 10.35 p.m., after which he took out his time-
table and noted that his train was four minutes late.
As his train was approaching Morris Ridge curve the conduc-
tor was riding on thc forward end of the rear car, and as
soon as the train had come to rest after beinz derailed he
looked at his watch and noted that 1t was 10,40 p.m. Con-
ductor Houser szi1d that the air brakes worked properly
en route and he noticed nothing unusual as to the handling
of the train, the stops beingz made in tne regular way.
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On previous trips 1t was nis cbservation that the speed of
the train would be reduced at points between Centralia and
the point of acecident, but he did not notice whether the
brakes were applied vetween ttrese points on this particular
trip, nor did he notice anv sir-brake application made
breparatory te rounding Morris Ridge curve on this trip, and
while he was rot payiag any particular attention to the speed
of his train he thovght it was from 18 toc 20 mles per hour,
ATter the accident he made an examination of the track and
roadbed, but d1d not find aaything to indicate how the acci-
dent ooccurred. Conductor Houser further stated that prior
to starting on the first trip this day, at 4.30 p.m., he

had asked Engineman Conaban how he was teeling, knowing he
had been off duty several days on account of sickness, and
the engineman replied that hic head did not feel raight.

Brakewnan Wise stated that he was thoroughly famaliar
with the territorv involved and knew where the air brakes
were usually applied, that on approaching these points 1t
Tas customary for wim to put one foot forward in order to
brace himself, aend thai he did so on this occasion when
approaching Morris Ridge curve, He was riding in the
sccond cai and felt an air brake application made; the
brakes then were relessed, after which a second application
was rade, the accident occurring in about one-half to one
mnute from the time the second applicaticn was made.
Brekeman Wise noticed no indication of excessive speed,
like rough riding or rolling of the tars, and could not
gaki Bny esitimate as to the speed at the time of the acci-

en [ ]

Baggagemaster Dougherty, who wae riding in the second
cal petween Centralia and the point of accident, observed
nothing unusual in connection with the speed of the train
nor did he notice whether any zir-brake application was
rade, as he was not paying particular attention teo the
matter, but he did not think the specd was in excess of &0
miles per hour at the time of the accident, at which time
he said 1t felt ae though the ei1r brakes applied 1n emergercy
All three of these members of the crew thought the train
would gather sufficient momentum on the heavy descending
grade to cause 1t to be derailed on the curve provided the
air brakes were not used,

Division Engineer Doncvan stated that in his opinion
train No. 209 could have rounded Morris Ridge curve in safe-
ty at a speed of R0 miles per hour.
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The first incdication of derailment was found on
8 t1c outside of the high rail of the curve; at this point
the end of the tie was splintered, not the result of a wheel
mark, but apparently caused by some heavy object having
been dragged across 1t, and immedrately west of this mark
what looked like a trench had been dug in the ballast be-
tween the westbound and eastbound tracks, abeut 3 feet in
depth and 30 feet in length. The eastbound track was torn
cut and pushed to the south, down the embankment, while
the westbound track was slightly distorted. No digtinet
mark of derailment was found on the tops of the rails or
on the ties at the point of derailment or east thereof
which would hsve 1ndicated the presence of dragging equipment
nor was any wheel mark found on the rails or ties to i1ndicatc
that a wheel or wheele had dropped off the rails. Onc of
the two air pumps on the left side of the boiler of the
engine was found buried in the ballast about midway between
the point where the first mark of derailment appeared on
the outside of the high rail and the point where the engine
came to rest.

Engine 1613 1s of the double-cab, 4-8-0 type, with
a driving wheel-base of 13 feet 4 inches and a total wheel-
base of 25 feet 4 inches. 4 thorough inspection waS made
of the engine and cars following the accident, but notning
was found that would have contributed to the occurrence of
the accident.

Conclusions

This accident 1s belicved to have been caused by the
operation of train No. 209 at an excessive rate of speed
cn a sharp curve, for which Engineman Conahan i1s responsible,

While the surviving members of the crew estimated the
speed of the train nov to have been 1n excess of 280 miles
per hour, the weight of evidence 1s to the contrary. It
appears that the rate of speed at which the engine rounded
the curve was so great that 1t overturned to the left by
centrifugal force. The absence of marks on the rails,
the condition of the wreckage, the distance the engine
traveled and the manner in which the eguipment came to rest
1ndicate conclusively that the maximum rate of speed per-
mitted on this curve, 10 miles per hour, was being greatly
excecded, while there was no evidence to show that the
condition of the track or equipment was in any degree respon-
sible for the accident.
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According to the statements of Conductor Houser it
was 10.35 p.m. when he looned at his watch at Ceniralaa,
after which he ftook out his schedule and observed that his
train was four minutes late, gave a proceed signal, and
the train departed. ¢« He further ctated that on looking at
his watch following the accident, after the equipment had
settled, 1t was a little after 10.40 p.m. Taking these
figures, and not taking 1nto coneidaration getting up speed
on departing from Centralia or the time it took for the
conductor to gather himself together following the acci-
dent beiore logking at his watch, the train traveled the
distance between Centralia and the point of accident,
2.18 miles, in five ranutes, or at an average rate of speed
of approximately 25 miles per hour, although within this
distance there was one slow order in effect, as well &as
two curves on which a 15-mile speed limit is in effect,
prior to reaching the curve on ~shich the accident occurred.

Engineman Conahan entered the service of this railroad
as a fireman in November, 1505, and was promoted to engine-
men in Octoter, 1912; hisz record was good. At the time of
the accident none of the employsees ainvolved had been on
duty in violation of any of the provisione of the hours
of service law.

Respectfully submitted,
W. P. Borland,

Director.



