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IFTFR^AT^ CCySf3^CE COI^ISSIOF 
REPORT OF T^E DIRECT OP OF THE EUFdlMT OF SAFETY IP 

RE INVESTIGATION OF AN AC("I^:rT TIKI OH OCCURRED 
ON THE L̂ lirOH 7ALI3Y RAIL HO AD PEAR ^CIWTAIN 
TOP, PA., ON FEBRUARY 16, 1^36 

May 4, 1926 
To the Commission-

On February 16, 1926, there was a derail­
ment of en express trail on tne Lemgh Valley Railroad 
near Mountain Top, pa. , which resulted m the ddath of 
one employee and tne mjuiy of five express messengers 
and one employee. 

Location and method of operation 
This accident occurred on that part of the 

Wyoming Division extending between Penn Haven Junction 
and Fansom, Pa., a distance of 58,3 miles, the accident 
occurring cn the single-track portion of the division 
extending between Pountam Top and Conway, Pa., a dis­
tance of 11.2 miles over which trams are operated by 
time-teblp, tram orders, and ar electric tram-staff 
system. The almement is e succession of curves and 
short tangents, the accident occurred on an 8 curve 
to the ragbt, 665 feet in lengtn, dt a poirt about 425 
feet from its receiving end. The grade is 1.8135 per 
cent descendmp for a distance of several niles. There 
are speed-liTit signs on th^ engmeman's side of the 
track st the beginning of each of the various curves, 
specifying thp maximum speed allowed on the particular 
curve m question, these sweeda vary between 25 and 45 
miles an hcur. 

The t"~ack i s laid with 136-pound rails, 33 
feet m lengtn, laid m 1924 -rith an average of 20 ties 
to the rail-1' a.gth, tie-plated, double-sioiked, and bal­
lasted with abo^t 12 mones of crushed stone. The gauge 
on the carve on wnich the accident occurred varied be­
tween 4 feet 3f inches and 4 feet 9 inches, wnile the 
elevation was prec^ically uniform at 6^ inches. The 
track was mgin +amed m excellent condition. 

The weather was clear at the time of the 
accident, which occurred at about 3.02 a.m. 
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Description 

Westbound express tram No. 19 consisted of 
12 baggage and express cars and 1 combination baggage 
car and coach, hauled by engine 3035, and was m charge 
of Conductor Johnson ard Engmeman Graham. A stop 
was made at Fountain Tcp for the purpose of cutting 
off a helper engine and the tram departed from that 
point at approximately 5.55 a , m . , five minutes late, 
being derailed et e point 3.7 m i l e s T v e s t of fountain 
Top while traveling at a high rate of speed. 

The engine came to rest on its left side 
about 40 feet f r o ^ tne track and about 3 50 feet beyond 
the first -nar̂ s of derailment, while the tender cistern 
was torn f r o m its frame and lay between tne engine and 
the track. The first car came to rest on the roadbed 
in an upright position m general line with the track, 
with its head end about 450 feet beyond the point of 
derailment. The second car was parallel with the first 
cer but went about 35 feet farther to the vrest. The 
third car went down the embankment on the right side 
of the track, at right angles to the same, clear of 
the track and about 370 feet west of the point of de­
railment. The fourth car went to the left and came to 
rest partly over the engine, parallel to the track and 
about 45 feet distant from the same. The fifth car 
went to the right and came to rest alongside the third 
car. The sixth car came to rest opposite the second 
car, nearl3j' at right angles to the track, ^rith the 
seventh car on top of it. The eighth, ninth and tenth 
cars were also derailed to the left, but remained up­
right. Of the 10 cars which were entirely derailed, 3 
of them ca^e to rest beyond the engine, and 5 of these 
8 c a r s were demolisned. The employee killed was the 
engmeman. 

Summary of evidence 
On account of injuries received by him in 

the accident no interview v.as had with Fireman Heath 
until April 7. At that time he stated that the engine 
had been m good working order but he did not remember 
whether the tram nad a helper irtiile ascending the 
grade aprjroacnmg fountain Top, nor did ne recall that 
after the helper had been cut off a n d tne tram had 
started doî n the grade west of Mountain Top, it had 
been necessary for the engmeman to stop the tram to 
enable the helper engine to clear the m a m track. Fire­
man Featn stated that a running test of the air brakes 
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was made at a point about one-half mile beyond Mountain 
Top and while he did not know how many air-brake ap­
plications were î ade en route toward the point of acci­
dent, he said that there was an apol]cation at the 
curve nearly 1 mile west of Mountain Top in addition 
to other applications which he could not remember. 
Fireman)Pesth said he did not think the speed had been 
excessive although he was unible to make any estimate 
as to ho1? fast the train was tiavelmg, nor did he 
remember the time at which it left Mountain Top. 

Conductor Johnson stated that after the help­
er engine had been cut off at Fountain Top a test was 
made to see that the air ngs working through to the 
rear car. Flagman Simmons was standing on the ground 
to observe the application of the biakes and on being 
told that the brakes had applied, the conductor signal­
ed the engineman to release the brakes ard then gave 
him a signal to proceed. The helper engine did not 
get into clear quickly enough, however, and after mov­
ing about a car-length the tram had to be brought to 
a stop. The tram pioceeded after the helper engine 
had cleared the m a m track, and Conductor Johnson said 
that when it had traveled a distance about equal to the 
length of the tram a running air-brake test was made, 
while two other air-brake aoplicstions were made en 
route toward the point of accident, the last application 
apparently being about one tram-length m advance of 
the point at which he felt the first shock of the de­
railment. Conductor Johnson did not know at what speed 
his tram was running nor did he ascertain the cause of 
the accident. At first he made definite statements as 
to the time the tram left Mountain Top and the time 
at which the accident occurred, but subsequently said 
that he did not have definite information on this point. 

Flagma^ Simmons said a running test was made 
when the tram was about one-quarter of a mile beyond 
the tower at Fountain Top. When the tram nad traveled 
an additional distance of about 1 mile there was a 
second application and shortly afteiwards a third ap­
plication, the accioent occurring j'ust after the last-
mentioned application naa been released. Flagman Sim­
mons further stated that he looked at the track when 
on his way back to protect the rear of tne tram by 
flag after the occurrence of the accident, cut did not 
notice anything to indicate that there had been any 
dragging equipment. 
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Erakomen FcFale, ^ho vas also ri amg in the 

rear ogr, thought the running test ras made at a ooint 
about one-quarter mile beyond Fountain Top, at wmch 
tine the speed of the tram was about 15 or 30 miles 
an hour, and that a second application was made after 
the tram nad traveled an additional distance of about 
1 mile, this second application being made Hien the 
tram was traveling a soeed of 30 or 40 miles an hour 
and having the effect of reducing the speed to SO or 
35 miles en hour. Erakoman "cFale further stated that 
he thought a third application was made when the tram 
was about a tram-length fron the point of accident, 
which occurred very shortlyjpftsr the brakes had been 
released. Fe did rot make er_y examination of the track 
for the purpose of ascertaining the cause of the acci­
dent . 

Bagsagemastei Spencer, ""ho was also riding 
m the rear car, said the brakes were applied after the 
tram gamed headway on tho descending1 grade and he ex­
pressed the opinion that altogether there were three 
applications, each of which was made when the tram 
""•as running at a speed of about 30 miles and hour. 
Fe did not notice anything wrong lmnrdiately prior to 
the occurrence of the accident, his first knowledge 
of danger being when there was ? snook which threw him 
tc the floor of the car. 

Telegraph and Telephone Foreiren Baachspes, 
who was riding as a passenger m the rear car of train 
Ho. 19 at the tine of the accident, stated that m his 
opinion three applications of the air brakes were made 
after the running test. He did not pay any attention 
to the soeed of the tram as it descended the grade 
nor did he know at what time the- tram left Mountain 
Top or the time at which the accident occuired. 

lien the Commission's inspectors first reachG 
ed the scene of the accident they weie furnished with 
statements which had been obtained from the vanous 
menbers of the crew. Tnese statements were remarkably 
uniform as to the time the tram left Fountain Top, 
the time at which the accident occurred, the manner of 
making the standing air-brake test, the makins of the 
running test sifter the tram had departed from Fountain 
Top, the number of air-brake applications made and the 
location of the tram at the time of these various ap­
plications, and the speed of tne tram et various points 
approaching the point of accident. Fad all of these 



statements been correct the t p m would, have been 
perfectly handled as it descended the mountain. 
<irhen recalled for further questioning the answers 
of these employees were not satisfactory, and after 
some discussion they were again recalled and upon 
being more closely questioned they admitted that 
they d i d not know at what time the train left Mountain 
Top or at "hat ti-re the accident occurred, m fact, 
most of the m f o r T p t i o r obtained froa them seemed to 
be of a n e g a t i v e cn^recter. 

Careful examination of the engine could not 
be made at the scene of the accident, but after it 
had been removed to the shops it was given a thorough 
examination and nothing was found with respect to the 
w h e e l s , brake rirsing;, etc., "daich in any way could 
have caused tne accident. Careful e x a T i n a t i o n and 
measurements made of the track also failed to disclose 
anything which could have caused tne accident. It 
apneared that the first maiks of derailment were on 
the heads of a few spikes and on one rail anchor on 
the outside of the aigh rail, such as might have been 
made by a wheel ^hich was not carrying very much weight 
There was nothing on the bell of the rail, on the angle 
bars and bolts, or on the ties m d i c & t i n g a derailment. 
At a point 30 feet west of these first marks the ends 
of several ties on the outside of the h i g h rail Fere 
crushed, and about three rail-lengths farther westward 
the track was torn up for f considerable distance. 
Apparently the engine had turned ovei on its left side 
very abruptly, accounting for the absence of wheel 
marks on the irails. The examination of the wreckage 
also indicated that after turning over tne engine re­
tained sufficient momentum to slide along for a con­
siderable distance, digging deeply into the froaen 
ground. A p^rt of the left cab seat w a s found 15 feet 
m front of tne ename and 62 feet to tne left of it, 
the rest of this cab se^t was found 38 feet m back of 
the engine. The left side of the cab was found 73 feet 
m back of tne engine, while the stoker engine and 
air-comprcssor ^eis found at oomts 93 feet m back 
of the engine. 

The equipment m trcm No. 19 had been in­
spected at ̂ auch Chunk, at Vnich point tne nelper en­
gine had been attached to the trail, This inspection 
developed nothing wrong with the equipmsnt wnile the 
air-brake test which was also ™sde at that time in­
dicated that the brakes were working properly. 



Conclusions 
This accident is believed to have been due 

to excessive speed, for whicn Engmeman Graham is 
responsible. 

Careful examination of tne track and equip­
ment failed to disclose the presence of anytnmg 
winch could have contributed to tne cause of the 
accident, mile there was ample evidence to indicate 
tnat the air biakes were m working- order and that 
the tram did not run away on the heavy descending 
grade. On tne other hand, the mar^s which were found 
on the track and the condition of the wreckage clear­
ly indicated that the tram was running at a very 
high rate of speed at the time of the accident. The 
elevation of the curve, according to the recommended 
practice cf the American Fail^ay Engineering Associa­
tion, T"as ample for a speed of 35 miles an hour and 
there is little doubt but tnat tms rate of speed 
was being greatly exceeded and that this excessive 
rate of speed ^as the cause of the accidert. 

The employees involved were experienced men, 
at the time of the accident they had been on duty 
about 4 4 hours after more than 19 hours off duty. 

Respectfully submitted, 

71 P BGRlAin), 
Director. 


