IMTERSTATE COMAEPCE COMtIS31CN

REPORT OF THE DIRECTOR CF Th& BUREAU OF SaFETY II RE INVERTI-
GATIONW OF AN ACCIDENT WHTCH OCCURRED CN TYZ LEHIZH VALLEY

RATLRCAD AT RUMJERFIELD, PA , ON FEBFUAFY 3C, 18z3.

Mareh 3, 1933,

Tc the Conmission:

Or. Fepruary 20, 1833, tnerse wus 4 rear-cna ccllision
Detyech an e£pTess tTa.n alu TI¥0 llgav eczines at Ruunerfiela,
P2 , wshich resultea 1 the aeath of s.x employzes. This ac- -

cident was .nvestigated in ccnjunction with a re, resentative
of tae Puolic Bervice Comiissioa of the Comwonveuslth of Peoasy-
lvania,

Location aau wetnow of cperatica.

This accldent occurrea on Lnat ~art of the Seneca
Divislor exuvendlia. tetveon Tunkhannock and Sayre, Pa., o die
tarce of ©4 rilss, ‘hich for wne zcst part 1s a woudle=cTack
line over wnich tralas ar:s operated o, time~table, train orders,
ana an automatic block-signal systex. The signals 1n the
vicinity of the point of acciuemt are of tae three-rcsition,
wrer-quairant type, normally aisplaying stop 1ndicaticns, The
slgnals involved in thls accideat are signal 2431, locatea about
800 feet east of the point of accident, and signal 3411, located
about 13 wiles farther east., The poiat of accldent w~as about
800 fzet esast of the station at Rummerfield. Ap.roacilng this
point frexr the east there 1s a l=depree 35-wuapute curve to the
1=2ft acout 3,300 feet in length, then a saort tangens, a l-ae-
gree 40 mlinute curve to the left 210 feet 1 legptii, 820 feet
oI tangent, and a compound curve to the lefs 3,300 fest in
length on wvwaich the accigent occurred, at a point about 800
feet fror 1ts eastern ena, snere tne Suivature is 1¢ 156", The
gTade 1s level or very sligntly ascenalng for a consiaerabls
distance. Tne viev aGross the inslae 0f tas curves 16 pTacilcal-
ly uncbscured, although signal 2431 1s aifficult to observe Ifrc.
a distance on mpeount of th2 nature of tne backgroina. The
reather ¥as cloud, at the time of tae accilient, wilch occurrea
petreen 6:55 and 7300 Al



-
Degcraiplion

Westbound freizht train extra 3109 wvas osing delayed
on account ¢I the engine uwuot sleaninz vell, and shen it stapped
wWith 1ts rear-end 1n the vicinity of cignal 2431, exura 2108,
woicn consistea ¢f engine 2108, aead engine 1147 and a cabcose,
courled to 1t Tor tue pur.ose ol asszistlng 1% Extra 2108 asas
in cnargs of CSornauctor Saker ana Enzirstan uweHenry, ~ith Travel-
1lng Fireman Davern,ort acting 45> MEeS5ENLST On TLe aead englne.
After pusnizg 2xtra 3109 until iis rear-ond #as 1n the vislnlty
of the station 1t vas brought ©o a stop ana extra 23108 then
oackeda eust.ard on the 13la track to a vaser spout about 700
Teet east oI tne staftion, or 880 feet wsest of signal 5431, The
evidence inalcates thabt exura 31C8 ssorped at tnis water spout
at about 6°45 A. b , apw valle 1t was staading abt this goint
1ts rear saa vas struck b, train No, 17.

Testbhound eupress train No., 17 cconsistew of 16 rail
and ew.ress cars and 1 compinabion car, nauled oy engine 3018,
ald #as 1n charze of Cenductor Paul and Engineman Eiellenbergesr.
It 127t Tunkhauaock at 623 A ¥., tvo nours and eilgnt ninuses
late passeu Lace, ville, tae last open office, 18.9 ziles from
Rurgerfield, at 8:37 A.b., ana cclliasa ¢lul g4uTw 3108 shille
travelling at o spsed veriously estiiabeG by the employces atb
betveen 35 and 45 miles an hour,

Fxtra 2108 was drzven zhead a distancs of a little
moTe than an engine length., Its caboose vas wnenolished, the
tender of engine 1147 aeralled, and the cab and rear ena Of
the boiler of enzine 1147 consideraoly camaged  Zngins 23018,
of train Ho. 17, vas uevalled to the left, togetner with 1ts
tender, aad came to rest on 1ts left side clear o1 the rest-
bound maln track apfroxiwately 1C0 feet beyond the point of
collision, The forvard truck of tne first car in train No.
17 —as also aerailled, but none of the cars 1a talsz trailn »as
seriously damaged, nor vas serious dacgage anstained by englae
3016, The am.lojess £1llea vere the eagineman anue flreman O
train do, 17, togather 7ita 4 travelliss fireran o was I'ld-
ins on the englne, the enginemran ana fireran of 2nzicy 1147,
0 meTe aeadheadlng 1a the cabcose, aanax ths bracenan of exira
2109, vhe was also in whe caboose.

Sameary of Zvidencs,

Trovelling Fireman Deveaport said his train cougled
t0 extTa 5109 2t about 6-40 or 6: 45 A.d,, and after pushing
1t 3bcutr five car lengths the train vas oroupas to a stoy.

He as ther onposite a teleghone vocta on tn: norta side of
tae tracf and gzot off and .ent to tae telepnons .21le 113 omn
tTr4an Lacked to the water spout so toat sngias 2108 could
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take water. As he pgot off ne locokxed back and sav Flagman
Lynch abcut a car lenzth back cf the caboose. After using
the telerhon= he started toward the head end of extra 24007,
and when about o.posite the water tanks on the sodth side of
the main track, about 500 feet west of the station, nis
attention was callied to the fact that train No 17 was op-
procacihaing rapldly. 2t this time smoke was cuming from the
stack, as though the fireman ¥as putting in a fire and ihe
englne was apparently working steam. He continued to watcn
the train, expecting to see 21t slows down, but =hen 1t 7as
apout opposite signal 3431 he realized that 1t would not
stwop. He did not then nctice the 1ndication of the signal
or see the flagman of extra 2103, neitzer did he hear the
englneman of train No., 17 sound the snistle signal 1n answer
to the flagman's stop signals. He further stated that he
thought Flagman Lynch had anad from 12 to 15 minutes in which
to protect his train.

Conductor Baker, of extra 3108, stated his train
coupled to extra 32109 at a point east of signel 2431, that
his flagman started back at this point but boarded the caboose
when the two trains suarted ahead. When the rear of extra
2108 reacned tne watser spout the flagwman agaln got off and
startea back. After extra 2102 stopped, and extra 2108 had
uncoupled and backed to the water spout, Ccnductor Baker got
0ff and followed Travelling Firsman Davenport to the telephone
and Le stated that Flagman Lynch ras then six or eight car
lengths east of the water spout, the last he saw of the flag-
man de ¥as near signal 3431 and still going eastward. While
at the %telephone Conductor Baker heard an engine whistle sound-
ed 1n acknosledgment of the flagean's signals, and looking
east vara saw train No. 17 approacaing. He estimated 1ts speed
at the tize of the accident to h ove been sbout 35 or 40 miles
ar hour. Conductor Baker further stated tnat 4t no time did
he notice the inaication of signal 2431, except when his own
train passed it, at vhich time 1t msas 1in the stop posation.

Flagman Lynch, of extra 2108, stated that after
this train coupled to the rear of extra 310% and started to
ass31st 1t, he posrded the cabooss and rode on 1t until extra
2109 stopped near the station. He then got off and started
back to flag, carrying ~1th him a red and shite lantern and
a rea flag, readhing a point about 10 car lengths cast of
the wsater spout when he heard the shistle of train No., 17,
ahich »as not yet 1in sight, and he said he continued back
until he reached a point about six car lengths east of signal
3431, which was displaying a stop 1ncication, and that from
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that point he gave a stop signal with his white lantern. The
engine hawling train No., 17 was then on the tangent approach-
ing the curve on which the accident occurred, or wsitnin dout
800 feet of mshere he was standing, and he stated his stop sig-
nal wWas acknowledged with two short blasts on the /mhistle, but
that train No. 17 passed him at a speed of about 45 miles an
hour, wvith steam shut off and with fire flyin, frowm the wsheels,
Flagman Lynch further stated that he had about 10 minutes 1n
shich to protect his train and that he walked back & a rapid
Tate all the .vay.

Fireman WcCarroll, of engine 2108, stated that after
taking water, he fixed the fire 1n his eangine and then got
off and went to the caboose, boarding the west end of 1t, On
looking castward after getting inside the caboose he saw traln
No. 17 approacning, at or west of signal 2431, which was dis-
Playing a stop indication, and called to the men in the
cabcose that 1% was not going to stop and got off, He aid
not see Flagman Lynch flagging train No, 17, out saia he heard
the engineman sound tvo blasts on the shistle.

Operator Keeler, vho lives at Rummerfield, w%as on
the highvay which parallels the tracks at the point of ac-
cldent and ~¥as within 200 or 300 feet of 1t at the time of
its occurrence. He stated train No. 17 was gulte close be-
fore he noticed 1%, and that i1n his opinion 1t w~as travelling
at the rate of 35 or 30 miles an hour, and possibly morTe,
71th the engine wsorking steam. He did not see Flagman Lynch
Or notice the indication displayed by signal 2431, did not
hear any wnistle sigaal sciunded, and did not notice any fire
flying frou the sheels or the position of any oae in the cab
c¢f the engine.

Conductor Paul, of trawin No. 17, who w~as riding 1n
the last cdar of that train, stated he saas the flagman of
extra 3108 east of signal 2431, on the enpgineman's side of the
track, the train passing him at 2 speed of about 40 or 45
miles an hour;, he #as unable to estimate how far the flagman
¥as from the signal His statements 1ndicate that he was
not certain as to rhether he saw the flagman just before or
after the brakes were applied, while his statements were con-
fusing as to the time vhich elapsed between the application
of the brakes and the occurrence of the accident, but they
tended to indicate 1t was a matter of a fe- seconds, and
that the speed was not reduced very much before the accident
occurred Conductor Paul further stated that 4wo cars near
the rear-end of the train wvere cut out at Wilkesoarre, 68
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riles from Rummerfield, after shich a stop was made at Pittston,
speed reduced at Pittston Junction, & stop mwade at Tunkhannock,
and speed reduced at Wyalusing, these poinis belng approximately
80, 59, 37 and 10 miles, respectively, east of Rummerfield, and
that the brates worked properly & all times. He also stated that
he last talked with Engineman Shellenberger at Wilkesbarre, and
that at that time he seemed to be in normal condition.

Flagman Gallagher, of train No, 17, did not see the
flagman of extra 2108, but stated that at about the time the
brakes were applied Conductor Paul told him to brace himself,
that they had passed a flagman., He thought the speed of the
train vas about 40 or 45 mlles an hour, but did not think the
speed wnas Treduced very much, and sas unable to make any ac-
curate estimate ag to howx far the traln travelled before the
accident occurred, The lagt car of his train stopped opposite
signal 3431, and he stated that just after getting off to flag
he looked back at 1t and sav that it was diggplaying a stop
1ndication,

Baggageraster Becker of train Mo. 17, riding in the
fifth car from the engine, said tne first thing he noticed
was an application o0f the air brakes, followed by the impact
0f tne collision, after the train had travelled two or three
car lengihs, he estimated the speed to have been about 40 or
45 miles an hour, He did not knos shetner the engineman had
shut off steam, and did not near him sound the whistle 1n an-
swer to the flagman's stop signals.

Road Foreman of Engines Kane stated he found the
throttle open 14 notches, with the reverse lever four notches
back from the full forward motion A section of the cab
brace was betrveen the latch ana handle of the throttle in
such a way that the throttle coula not be moved, vhile there
#eTe no marks of any; kind on the throttle to indicate that
1t had been struck ¢r scraped by any object. In his oplnion
the position of the throttle and the reverse lewer, w~ith the
traln vnica the engine was handling, sould indicate a speed
of 50 or 55 miles an hour,

Air Brake Inspector Burgess stated that at about
9:30 A.¥. he found the brakes sti1ll applied on nine of the
cars 1n train Ho. 17. He also found that all angle cocks
FeTe 1n proper posltion ana all of the brakes cut in., The
alr brake hose was then uncoupled betreen the first four cars
10 see 1f there was any ice, put no inuicatlon w~as found of
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ice or frost., The first car was partly derailed and damaged,
and tne remailning 15 cars Jere hauled to a side irack, where
a test was made oI the «ir brakes of the first 12 cars, the
l.8t 1 cars not ceing tested on accoun: of damage sustained
at the heaa end of the 13th car. The train was then hauled
to Sayre, a distance of 37 wiles, shere a test ~as made of
the last 4 cars. These tests snowed that the fourth car
from the engine naa a piston travel of 11 inches, and the
13tk car had a piston travel of © inches, and the 14th a
piston travel of 83 1nches, the piston traﬁel on all the
other cars variea from 5— to 8 1inches.

Conclusaions,

This accident was caused by the fzilure of Engine-
man Shellenberger, of train No. 17, properly to observe and
obey autoratic 315nal indications, and by the failure of
Flagman Lynch, of extra 3108, properly to protect his traim.

There 1s nothing io indicate that Engineman Shellen-
berger sav the stop inalcations displayed by signal 2431, and
therse 1s 4 dispute as to «hether he acsnorvledged the flag-
man's stop signals. But regardless of this latwver fact, the
testimony of tne train crev of train No. 17, 1ndicates that
the brakes were not applied urtil the englne ¥as ¥1thin a
fev car lengths of the caboose of extra 3108, The viea
across the inside of the curve 1s gooda, and 1t 135 1mpossible
$0 assign any resason 7y either Fireman Nodolin or Travel-
ling Fireman Fox failed t0 maintaln a lookout ana observe the
lnulcation of signal 2431 or see the caboose of extra 2108,

The flagging rule of this railroad reguires the
flagean to ge back a sufficient distance and there put down
torpeaoces, or 1f 4 train approaches before that distance 1is
reached, tnen to rut Jdown torpedoes at once.

Flagman Lynch, according to nis o estimate had

10 minutes at nis disposal in .oz oh to protect his train, buthad

reached a point only scout 1,030 feet from the point of
accident at tne time tne engine of train No. 17 passed ham.
It 1s obvious either that ne di1d rnot 20 back promptly or else
went back very sloxly. Flagman Lynch also fallea to take

any torpedoes alin nim, and taerefore was unable to comply
¥1th that part of rule 89 requiring the use cf torpedoes 1if

a train approacnes before the flagman has gone back a suffi-
cient distance. Flagzan Lynch also showed very poor judg-
ment in uwsing his white lantern 1n giving the stop signal




S

when he had with him a red lantern and also a red flag, 1t
1s not believed that the stop signal he says he gave Jas
cbserved by the engineman, but 1f Engineman Shellenberger
did observe 1t, 1t 1s entirely possible that the use of the
whilte lantern may have caused him to misinterpret the nature
of tne signal shich sas given.

Conductor Baker was in position to know what the
flagman was doing but said that the last time he sas him he
was 1n the vicinity of signal 2431 and still walking east-
wvard. Flagman Lynch i1n his statement indicates that train
No, 17 must have been quite close by the time he reached
the signal, and in views of the time which elapsed and the
short distance covered by the flagman, 1t 1s apparent that
Conductor Baker either knes the flagman was going back slow-
ly or else did not pay any attention to him until just be-
fore train No. 17 approached,

This accident again calls attention to the ne-
cessity for some form of automatic train contrel for the
prevention of accidents wvhen for any reason an englneran
fails to observe or obey signal indications, had such a
device been in operation at this point this accident un-
doubtedly would not have occurred.

All the employees involved were experienced men;
at the time of the accident they had been on dut¥ from 83 to
15% hours, 4after off-duty periods ranging from 8y hours to
several days.

Respectfully submitted,
W. P BORLaND

DIRECTOR.



