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IN RE INVESTIGATION OF AN AGCIDENT WHICH OOCURRED OX TEE
PENNSYLVARIA RAILROAD, NEAR LANCASTER, PA.,
ROVEMBER 17, 1919.

January T, 19£0.

On Noveaber 17, 1919, there was a derallment of a
freight traln on the Pennsylvanis Rallroad nemr Lancaster, Pa.,
whigh resulted in the death of two employees and the injury
of one saployee. %Yhe wreeckage fouled the adjolning tracks
and a passenger traln collided with the wreckasge shortly
afterwards, reeulting in the injury of six passengers and
Elx employe¢a. After investigation of this accidens the Chief
of the Buresu of Safety reports as follows:

That part of the Philadelphia Divisien of the Pennsylvanias
Rallroad on which this accldent cecurred 18 known as the
Lancaster Cut-Off; thig cut-off ig north of Lancaster and 1t
extends in a general direetion of east and west between DV
Block Tower and CG Bloock Tower, a distancs of 3 miles. The
accldent occurred near CG Towsr, where the cut-off joins the
ualn line sast of Langsater.

The Lancas$er Cut-0ff consists of three tracks which are
designated, starting from the north elde, as westward main,
middle, and esaptward main tracks. The middle track terminates
a short dlstance west of CG Tower and from CG Tower esastward to
ES Tower, the line iz double-tracked. HNovement of tralns over
these tracks ie governed by an antomatlic block signal system.

The signals ars of the semaphore type, S-positien, upper
quadrant, and are loeated on bridges lplnnlngﬁtha tracks, each
slignal belng over the track it governe. At Tower thers 1ls a
mechanical intsrlocking plant whiech controls the sigaals and
switohes at the Junotion of the line to Lancaster and the Lan-
caster Cut~0ff.

The distant signals governingths approach of eastbound
tralns to CG Towar on batg the sastward and middle tracks of
the Lancaster Cut-Off are located on a signal bridge 4,797

feet east of DY Tower and 6,620 feet from the home signals

at CG. The home intarlocking signals for this line at CG Tower
are shml-sutomatic and these signals are also looated on a
signal bridge.

In the eastward . main traock, at a point 269 feet eanst
of the home gignals, is looated a deralling switeh which 1ia
interlocked with the hoze sdgnals and operated frem CG Tower,
the purpose of whigh is to prevent eagtbound trains on the
eastward main treck from runnlig past the fouling point of
the middle track, when the route froa the mliddle traek %o the
eastbound main trask is lined up. Thers is no deralling
switeh in the middle traek.
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At a point about 20 feet west of the dletant signal
governing the approash te CG Tower, an overhesd highway bridge
spans the track, parsallel with the signal bridge. This over—
head highway bridge obscures the view of the dlatant signal
when an englneman ies about 200 feet west of it and for this
reason 1t 1s diffigult for am engineman to observe this signal,
espesolally when the rangs of vislon is limited as in foggy
weather. Ite indlcatlion must be oaught as the engine is pass-
ing under the highway bridge or between it and the signel
bwldge. Approaching the point of accldent from the weet the
traock iz tangent for about 2 mlles, with a grade slightly de-
scending. At the time of the aceldent thers was a heavy fog
wvhich limited the wislon to about 100 or 150 feet.

Eastbound freight traln extrs 1137, en route from Harris-
burg, Fa., to Jersey City, N. J., consisted of engine 1137,
39 cars and ctboose, in charge of Conduetor Womelsdorf and
Engineman Flynn. It left Marysville Iard, Harrisburg, at 2:850
2. m., as sxtra 3400, being hauled by engine 3400, and proceeded
to Ceiunbia*!nru, where, on account of a hot pony truek, engine
1337 was substituted for engine 3400. The tralm left Columbia
Yard at €:41 a. m., and at about 7:46 a, m., whlile traveling at
& opeed eetimated to have been about 20 miles an hour, the engine
and 9 head cars were deralled by running off the end of an opsa
deralling switeh about 180 feet west of OG Tower. The locomotive
came to rest about POC feet esst of the switoh, lying on ite side
to the right of the sastbound track; the wreckage of the 9 cars
was 8 out 80 as to obstruet both adjacent trasks. Engine-
zen nn wae killed and Brakeman lcKRally, who was rlding on the
engine, was fatally iajured.

Eastbound passenger traln No. 87é consisted of engine 3870,
1 mail oar, 1 comdination passenger and baggZage oar, 1 passenger
coach, £ Fullman cars and )1 dining ear, in the order named, and
wap in charge of Cohduotor Stephens and Engineman Shaw. It
lert Harrisburg &t 6:85 a. m., on time, passed DV Towsr at 7;44a.m.
1l minute late, and at about 7:47 a. m., whlle running on the
middle track, oolllded with the wreckage from extra 1137 which
obstructed the mlddle track. The speed of traln No. 8678 at the
tine was estimated at from 5 to 8 miles an hour. The collisien -
resulted in the derallment of overturn of engine: 3870 and the
derallment of the fromt truck of the mall ear.

Towerman Harmen, on duty at CG Tower at the time of the

ascldent, stated that the weather was very foggy and hs could

not soe olearly a dlstance of more than 100 or 150 feet from

the tower. He wae posltive that the signsl system and inter-
loeking plant were working properly both bafore and after the
accldent. He sztated that the distant signal on the sastbound
track was in caution position, the home aignil wae in stop posi-
tion and the derall open from the time hs had some on duty at
7:00a. m., and at no time did extra 1137 have a slgnal to proceed.
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He had clear esignals disgplayed for train Ko. 876. The signal
indicators showed that the home signal for the sastbound main
track was in stop position, but he hed no indleater to shaw the
position of the distant eignal, although conditlons wers sush
that that signal was without doubt in eautien positicn. Extra
1137 passed DY Tower at 7:41 a. m., and he observed the approach
lndloatien, showing that that train was approaching on the sast-
bound trask, but he had no way of knowlng at Just what point it
was. He stated 1t was 7:464 2. m. when extra 1137 pasessd the
home signal at danger; his attentlon was first attragted by =
jar on the interlocking machine and levers, and, looking out.ef
hls window, he saw engine 1137 turning over. He stated that
when extra 1137 passed the fouling point of the eastbound track,
the home signal on the middle track at CG Tower automatleally
went to stop pesitien, but as soon as he saw that extra 1137
had been derailed, he threw the levers to get the homs signal

en the middle track to stop position, as an extra precsaution ia
case the slgnal had not automatically sssumed that position.
Train No. 6§76, running on the middle track, passed DV Tower at
7i44¢ a. n., having been glven clear s s, and eollided with
the wre e of extra 1137 at 7:47 or 7:474 a. n. He stated
that only 30 or 45 seconds intervened betwoen the derallment

ané the collision, but he entered it on his recorde as one minute.

Conductor Womelsdorf, of extra 1137, stated that the last
stop made by his train was at Colusbia Yard, vhere engine 1137
was substituted for englne 3400, after which a road test of alr
brakes was made; there was no oocaslon to use the drakes thare-
after. The tralin proceeded very slowly on acoount of an wnususlly
dense Tog, which restrioted the vision to about 2 car 1 , and
he 414 not notlaee any of the signals. They had been r™unn about
8 miles an hour from Leong Park, west of the point of derallaent,
befores entering sutozatie blook territory, but after paseing DV
Tower the speed had bsen increased two or three timgs and it appesred
to him that Engineman Flynn was more famillar with the territery
protested by automatic bleck signales. He said they were spproach-
ing CG Tower at a rate of speed between 16 and 20 mlles an hour.
and estimated the speed at the: tlme of derallment at 185 mlles
an hour. He was riding in the cabooss and when he was 30 or 40
¢ar lengths from the home gignal, he felt what he thought was a
heavy sservice applicatien of the brakes, followed by the shoek of
sudden stop. He went out on thr front platform of the saboose,
but could not get off on the left side becauss of train No. B76
passing on the middle track. He sald the englne of tralm Ko. 576
had already passed when he came out of the eaboose and estimated
1te speed at between E0 and 30 miles an hour. He heard the air
being applied on that traln and soon afterward, the erash of
eollision. This was Engineman Flynn's firat trip with him and he
could give no reasoa for his passing the signal in stop position.
Up t;ugg; time of the socident he had handled the traln very
carse .
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Firemen McManus, of extra 1137, stated that this wae
his seccnd trip on this divisicn. Bescauge of hisg unfamiliar-
1ty with the track and hie efférts to keep a bot fire, he
did not observe any of the signals and was not certaln as %o
the location of his train. He stated that they had been
traveling abosut 7 or € miles an hour before getting on the
main line, but thersafter the speed was increassd to 16 or 20
mlles an hour. As the fraln was paseing through a number of
éwitchas, someé conversatlon took place between Engineman Flynn
and Erakeman MoNally, the two having been calling clear algnals.
He gould not say positively at what polnt Engiremsn Flynn
called a clear signal, but %o the best of his recollestion, it
wes at DV Tower. He estimated that about 15 minutes had elapsed
when Engilneman Flynn ealled to him to Jump, and at the same
time applied the brakes in emergency, Just before the engine left
the tracke. HNo signal had been called to him in the meantime and
no brake applicatien had been made previous to the emergency
spplicatieon, at which %time there was & loud sxhaust of air froa
the brake valve, indlcating that the brakes wers cperating pro-
perly. When the englneman oalled %o him, he jJjumped from the
left side of the engine, fell to the eastward irack, being stunned
in falling, got up and orossed the track, climbed up the em-
benkment, over a fence and wasg part way aeross a Tleld when he hsard
the grash of traln No. 676 againet the wreckage.

Rear Brakeman Norton, of extra 1137, stated that he
assisted in waking the air brake test at Narysville and was
positive the brakes were operative throughvut the train., A
road test of the brakes was made after engine 1137 was soupled
on at Columbis. He stated that the speed was incressed after
leaving DV Tower and they were approaghing C3 Towsr between 15
and 18 miles an hour when the traln came to a sudden stop.

As soon &8 he could, he went out to flag. The pasaenger traln
was coming right behind, and he so on heard the oragh of a0lll-
slon.

Engineman Shaw, of trala Ho. 876, stated that after a tep-
minal test of the alr brakes was made at Harrisburg, he was
notified that all the brakes in the traln were norting. He
had mads no stops between Harrleburg and the polnt of aasoldent,
but had slowed down almost to a stop approaching DV Tower; 1%
waa very foggy and at this point he could ses ahead only about
100 feet and it was slmost imposeible to see slgnale. Coming
into the cut~off at DY Towsr he received a elsar ni{nal and alse
at the stoekyard, whers he and the fireman both called the
pignal. He stated that he shmt off at that pelnt and was 4drifting
when approaching CG Tower. His train was rumning abeout 25 mlles
an hour when he passed the distant signal on the midéle track;
he was unable to eateh the signal indlcatisen before passing under the
highway bridge, but inatead had to sateh it between the highway
bridge and the signal bridge, while lcoking up &t an angle of
abput 45 degrees. He stated that the distant slgnal, No. 678, was
in the olear position, which indioated to hia that he had right of
track to E2 Tower, and he expeoted to fimd the home signal dis-



b

Playing elither clear or cautlen; approaching C& Tower he had

his hand on the brake valve, ready to apply the brakes in caee
the elgnal) at that point should be dlsplaying & cautioam inélca-
tlen. He also stated that when passing signal 678, he notioced
the indiocation displaying for the sastward main track, and it
was step. He was not aware of sxtra 1137 belng on the sast-
ward track until his train evertock it, at whieh time he laoked
out and notieed that it haé ocome to a standstill. When he ap-
proached near enough to the home signal to see 1ts indication
through the fog, it was in stop position. He immediately ap-
plled the air drakes in emergency, felt thea apply, and although
the epeed was checked considerably, there was not sufficient
space in whish to step his traln before esolliding with the
wrecksge of extra 1137. He stated that his engine was not more
than 1-1/2 car lengths from the signal when he made the emergency
application and he d41d not see the wresckage of extra 1137 until
after passing the signal.

Fireman Dedd, of train Ne. 576, stated that the weather was
very foggy and while at timee they could ase a fow car lengths
ahead, at the time of the accldent they were not abls to see
much over a oar length shead of the engine. He was looking out
for signals and approaching DV Tower they cams almost t¢ a stop
in order to ses the signal indloatlon. He stated that fe caught
the indloatisn of distant signal 678 Just befeors thelr englne
passed the overhead bridge, and the s 1 indigated elear. He
estimated they were ™unning 26 or 30 mlles an hour when the train
passed extra 1137, when the latter train was batwesn the watoer
plug and she home signal. The oaboose of the extra appsared to
him to be Juet barely moving when they passed it. His engine was
about £ ear lengths from the home signal when he saw 1t was 1in
ltognznnltzou and the head end of the engime was immedlately under the
sig bridges when Englneman Shaw applied the brakes in emsrgeney.
He estimated they were 3 or 4 oar lengtha beyond the signal when

they struck the ears of extra 1137 and thought their speed at
that time was 15 miles an hour. He was unable %0 get off the
engine befors 1t turned over.

Conductor Stephens, of train No. 576, stated that a terminal
test of the alr brakes was made befores leaving Harrisburg and he and
the englneman were advised that &ll the brakes were operating.

He said the brakes were used in approaching DV Tower, which they
passed at a epeed of about 5 miles am hour; the fog wae very thick and
they almost stopped. The brakes appwarsd to hold well when ap-
proaching DV Tower and alsoc at the time of the acoldent. Because

of the fog he did not notlee the slignal indicatlions. He was riding

in the third ear and was not aware that there was a freight trailn

on the adjacent treck untll after the acoldent, the rirst intimation
of which waa when the brakes were applied in emergenay wheas they

were running akout 26 miles an hour.

Brakeman Waters, of traln No. &76, stated that the fog re-
gtristed the visilon to sabout 1-1/Z car lengths. He had notleed
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the freight train on the adjasent tragk, but whea he had
obuerved it, 1t looked to him as though At was standing still.

Brakeasn Hoover, of train No. 576, stated that he was
riding in the third car of the train with the condueter. Ke
estimated the speed 2t &bout 30 miles an hour wheon the brakes
were applied.

Alr Brake Inspeotor Doyle and lasder, smployed at Harris-
burg engine house, atated that engine 3670 was glven a thorough
alr brake test when on the inspection pit, the drivimg braké
having a pistén travel of § inches and the tender & inches;
the brakes ware in good conditlon.

Car Inspector Wagner and Byrea stated that they inspeeted
the brakes of train No. 578 while 1t was at the passenger sta-
tion at Harrisburg. The piston travel did4 not exceed 73 indhes
on any of the cars, the brakes released properly, and the con-
ductor and englneman were notified of the result of the test.

Engine Alr Brake Inspector Helm, on &uty at Columbla engline
house, stated that englne 1137 was given regular engine house
inspection of alr bBrakes at B p. m. on November 1l8th. The gauge
showed 70 pounda pressure after the test and he was cersain that
the brake c¢ylinder pressurs was norsal in both serviee and
emergenecy applications.

Signal Maintaliner Eckman stated that he had inspected the
switchea at CG Tower at 7:00a. m., shortly before the agoldent.
He had made an inspsotlon in this territory om the 12th or 1l3th
and had found gverything all right. After the secident he first
inapeoted the condition of the signals ané later the interloeking
maochine. He found the signals set at stop and 1n proper worklng
condition.

Signe)l Foreman of Malntenanos Flowers stated that about
5 or 10 minutes after the ascldent he exaxined the signals at
CG Tower, found them to be in proper position and the mechanlsns
in good conditien. About 1 or 1} hours after the derailmeant
the treck circult between the home and distant signlas was tested
out and he was coanvinoed by the tests made that the apparatus was
in proper working order, both before and after the derajilment.

The investigatien showsd that the proper signals had beer
displayed governing the intended movement of these trainms, and
sll testimony concerning the signal systea wag to the effsatl
that 1t was working preperly both before and after the aceldsnt.
A thorough test made after the agcident dlsolosed no irregular-
ities which might have caused 1t to work improperly.

The zembers of the erew of extra 1137 testifled that the
fog wae 80 dense that they were not certaln of the location of
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thelr traein at the time the ascldent ccourred. While the
observation of the distant signal appreo the point of
sceldent 18 made A4Aifficult by resgon of the locatlion of the
highway bridge west of the signal, 1t was all the more Aiffisult
to obssrve the indiecation on the moraing of the aceldent besause
of the heavy fog. Thils faet, taken in connection with the testi-
aony of Fireman McManus, makes 1% appear highly probable that
Engineman Flynn, who had made but a few trips over this portica
of the road, either falled to ohserve, or mistook ths indleation
of the distant signal and was not aware of the position of the
home signal until his engine was direotly at the latter signal,
when he applied the brakes, but it was then too late to prevent
his train from running off the darall.

This acelident wae saused by Engimeman Flyan, of sxtra
1137, falllng to observe the caution indigation of the distant
signal approaching CG Tower, and his fallure te bring his traia
to a atop beforas passing the home signdl), which was dlsplayiag
a stop indication.

Due to hls limited exparience on thie divislon, 1t is
belleved Engineasn Flyan became lost in th:h;:g. The heavy fog
which existed &t the time of the sosideat d have prompted
his to operates his train with extrsme e¢aution, and 1f he had
done s0, he not only would have been less liable to miaes the
distant eignal but he would no doubt have been able to bring his
tralin to a stop after seeing the home signal in stop position
and bafore reaching the derall. Ead the distant signal on the
eastbound main trask been located lm a morse favorable position
to have been seen from an approaghing traln, it 1s probable
that Englnemnan Flynn, even under the unfavorable weather condl-
tions, might have observed its indicatien; he then no doubt would
have controlled his train properly, and the accident would have
been averted.

This scoident again calls attenticn to the nscessity for
some form of automatic train contrel deviese to guard against
fallure of enginemen to ocbasrve algnals and to compel sbedlence
to stop signal imdications.

The ovidenos brought cut at the investigation shwvws that
about the time engine 1137 was deralled, train Neo. 878 was
passlng or had passed the rear end of extra 1137. Thia gave
Bo opportunity for the tralnmen of the extra to flag t
Ho. 576, even had they known or suspedted that their train was
derailed and the middle track obstructed. Train No. §78 entered
the block in which the ageldent ococurred under a clesar indloa-~
tlon displayed by the distant signal and mo means wers avallable
to warn Engineman Shaw of impending danger, such as would have
enabled him to avert the codlision of his train with the
wreckage of extra 1137.

Enginezan Flynn was promoted to engineman on the New York
Division of this road in Dececmber, 1915. His service was
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confined to that divielon until June, 1918, when he qualified
pn the physieal characterlstics of the Philsdelphia Division.
8inee that time he had made one round trip eash in the menths
of August and September, three round trips in the moath of
October, and was on the returs lap of his first round trip in
Novenber at the ulme the secident egcurred. Fireman MoManus
was making bis seocond trip on this divislon.

The erew of extra 1137 bhad been on &uty approximataly
8 hours and 30 mlnutes, &ftar a rest pericd of approximately
10 hours. The englne oxréw of train No. 5768 had been on duty
about the same length of time as the engine erew of extra 1137,
but after a longer rest period. The traln erew of traln No.
676 had been on duty a little over 3 hours, with rest pericds
varying in individual eases from 12 to 20 hours.



