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REPORT OF THE DIRECTOR OF THE BUREAU OF SAFETY IN RE 
INVESTIGATION OF AN ACCIDENT WHICH OCCURRED ON 
THE PENNSYLVANIA RAILROAD AT ROYALTON, PA , ON 
AUGUST 26, 1929. 

Decenber 13, 1929. 
To the Commission-

On August 26, 1929, there was a rear-end collision 
between two freight trains on the Pennsylvania Railroad at 
Royalton, Pa., resulting m the death of two employees and 
the injury of one employee. This accident was investigated 
m conjunction with *> representative of tne Pennsylvania 
Public Service Commission. 

Location and method of operation 

This accident occurred on tne Columbia Branch of the 
Philadelphia Division, extending between Royalton and Lan­
caster, Pa., a distance of 30.2 miles; in the vicinity of 
the -point of accident this is a double-track line over 
which trains are operated by time-table, tram orders, and 
a manual block-signal system Royalton is the junction of 
the m a m line of the Philadelphia Division and the Colum­
bia Branch, and "MB* tower is located on the north side of 
the tracks at the junction, the accident occurring on the 
branch at a point about 4,000 feet east of the tower. Ap­
proaching the point of accident from the west, beginning 
at "IfB" tower, the brancn-lme tracks curve to che right 
for <_ distance of rbout 450 feet, and then they are tan­
gent for about 3,000 feet, followed by a 1° 30' curve to 
the right about 550 feet m length, the accident occurring 
on this curve at a pomt about 10 feet fron its eastern 
end. The grade is slightly descending for eastbound trams. 

There is a manual block signal located at a pomt 
about 400 feet east of "MB" tower, on tne south side of the 
branch line tracks. Starting at a pomt about 375 feet 
east of this signal there is a sidmg, known as the long 
siding, which parallels the m a m tracks on the south, this 
siding is about 3,600 feet m length, and there is a water 
column just east of its eastern end. About 1,175 feet east 
oi tne west end of the sidmg there is a public highway 
grade crossing, while at a point about 600 feet east of 
this highway grade crossing there is a crossover, known as 
the middle crossover, which connects the siding with tne 
eastbound m a m track. The distance between this crossover 
and the point of accident was about 1,450 feet. Owing to 
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ciense foliage overhanging the siding and close to the east-
hound m a m track, the view of tne point of accident is con­
siderably restricted, "MB11 tower, however, is m direct 
line \ ith the 3,000 feet of tangent track located west of 
the curve on wnich the accident occurred. 

Under the rules, a train other than a passenger train 
may be permitted to follow a tram other than a passenger 
train into a block under a permissive block signal indica­
tion, trains other than passenger trams receiving a per­
missive block-signal indication are required to proceed 
with caution prepared to stop short of a tram or obstruc­
tion. 

The weatner was clear at the time of the accident, 
whicn occurred between 3.30 and 3.35 a.m. 

Description 
Eastbound freignt tram extra 1045, consisting of en­

gine 1045, headed east and shoving a caboose, was m cnarge 
of Conauctor Kane and Engmeman Floyd. It left "MB" tower 
rnd was brought to a stop on the eastbound m a m track of 
the branch line, ]ust east of the middle crossover, a run­
ning switch was then made, the engine backing through the 
crossover and the switch being thrown between ic and the 
caboose, which continued westward on the m a m track and was 
biought to a stop. The engine picked up 10 cars from che 
west end of the long siding, headed out on the m a m track, 
m d backed against the caboose. The tram then depar ced 
from the middle crossover, eastward, at 3.16 a.rn , accord­
ing to the station record maintained at "11B" towei, and 
was brought to a stop with the engine at tne water plug 
and the rear end of the caboose or the curve about 1,450 
feet east of the middle crossover, while standing at this 
point it was struck by extra. 1369 

Eastbound freight train extra 1369 consisted of 54 
cars -md a caboose, 6,490 tons, hauled by engine 1369, m d 
was in charge of Conductor Shuler and Engmeman Ruby. This 
tram passed "MB" tower at 3.29 a.m., according to tne sta­
tion record, passed the manual block signal, which was dis­
playing a permissive indication, and collided with the rear 
end of extra 1045 while traveling at a speed estimated to 
have been between 25 and 35 miles per hour 

The caboose and three rear cars of extra 1045 were 
derailed, badly damaged, and scattered tcross both m a m 
tracks and tne siding, the force of tne impact moved extra 
1045 toward about one car length Engine 1369, logetner 
with it^ tender, came to rest on its right side across the 
three tracks, seven cars m this tram were derailed and 
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scattered aoout. The employees killed were tne engmeman 
and head brakeman, of extra 1369, and the employee injured 
was the fireman of that cram. 

Summary of evidence 
Conductor Kane, of extra 1045, had no knowledge that 

his train was going to stop for water, but said that when 
it d i d make tne stop for that purpose, at about 3.32 a.m., 
the flagman immediately started, back to flag and went back 
around the curve beyond the view of m e conductor, who es­
timated this distance to have been about 200 feet. About 
four or five minutes after the stop was made the conductor 
was apprised of the approach of extra 1359 by one of the 
brakemen m the caboose, the brakeman remarking, "I hope 
he is not on our track." Conductor Kane got up and went 
to the rear door, but at this time he could not see extra 
1369, although he could plainly hear it as it approached, 
and he therefore picked up two fusees and got off, and when 
about four or five car-lengths back from the caboose, he 
lighted one of the fusees and began giving siop signals. 
At this time ne could see the headlight of extra 1369, 
about ant or just east of che public highway grade crossing, 
wnile Flagman Sha.fier was back on the tangent track, about 
15 or 20 car-lengths from the caboose, flagging with his 
lighted lanterns, wnite and red. When extra 1369 passed 
Conductor Kane, he was over on tne public road that paral­
lels the track, still flagging with" the lighted fusee, tne 
conductor did not think tnat the air brakes were applied on 
extra 1369, said tnat the engine was working steam, and es­
timated the speed of that tram to have been about 25 miles 
per hour at the time of the accident, he looked at his 
watch on coming out of tne field after the collision oc­
curred ,xd. it was tnen 3.32 a.m. Conductor Kane further 
stated tnat he did not see Flagman Shaffer using a fusee 
at any tine, but that Brakeman Haak used a flash light for 
flagging purposes after extra 1369 was heard approacnmg. 
Conductor Kane did not hear the approaching tram sound 
whistle signals of any kind or explode any torpedoes 

Flagman Shaffer, of extra 1045, stated tnat ne was 
back flagging near tne highway grade crossing, or just 
east of lc, while his trjin was being made up When he 
was celled m , he put down a torpedo, between the grade 
crossing and tne switch, but did not leave a lighted fusee 
as he did not think it recessar", although he said that ne 
should have left one and that he would have done so had ne 
known it was intended to stop for water. Flagman Shaffer 
was riding on the caboose when tne stop was made at the 
water column, immediately afterwards he heard cne exhaust 
ot extra 1369, told tnose m the caboose chat some one was 
coming, and started back to flag, saying that when he first 
saw the headlight of engine 1369 it was about half wav be­
tween the block-signal and the crossing. Flagman Shaffer 
maintained that he flagged with a lighted fusee and two 
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lanterns, red and f aite, ard tnat he went tack about 20 or 
25 car-lengths, on tne tmginenan1 s side. Ko answer was re­
ceived to bis flag signals and the engine was working 
steam when it approached, the air Drakes not being applied 
until it had passed three or four car-lengths beyond him 
Flagman Shaffer estimated the speed of extra 1369 to have 
been about 25 or 30 miles per nour when it passed'him and 
i lxeci tne time of the accident as 3.30 a.m., saying that 
he looked ot his watch after engine 1369 passed and before 
the accident occurred. He did not hear any signal sounded 
on the engine whistle for the rood crossing Flagman 
Shaffer further stated that he could plainly see the marker 
lights on his own caboose from the ooint where he was sta­
tioned when extra 1369 finally passed him, and he fixed 
this location as being m the vicinity of a house winch is 
located about 350 feet west of the point of accident. 

Head Brakeman Deckert, of extra 1045, stated that the 
flagman got off immediately, at the time the tram stopped 
for water, and that his tra:n had been standing at the 
water column about five minutes before he heard the exhaust 
of engine 1369 He estimated that the engine was passing 
"MB" tower at tnat time, saying that the manner in wnich it 
was exhausting, similar to tne way an engine exhausts when 
a run is being made for a hill, gav Q him considerable con­
cern, rnd that he remarked to those m the caboose thac he 
hoped tne following tram was not on their own track, he 
got off the caboose, looked at his watch, at which time it 
was then about 3.30 a.m., and saw Flagman Shaffer flagging 
ant a point about 20 or 25 car-lengths from the caboos-5, on 
the engmenan's side of the track, tne engine, however, had 
eassed him at this time. He estimated, the speed of extra 
1369 uo have been about 30 or 35 miles per hour, and 
thougnt that his own train had been standing at the water 
column close to 10 minutes m all, prior to the occurrence 
of tne accident. In his opinion, engine 1369 was still 
working steam when the collision occurred, although he said 
that he saw fire flying from the wheels wnen the tiam was 
about eight car-len^tns from the caboose. Head Brakeman 
Deckeit further stated that Engmenan Floyd had told Fire­
man Nicholl and himself that he was going to stop at the 
water column, but tne head brakeman did not mention this 
fact to the rest of the crew nor did he know whether tney 
vrere aware of it Head Brakenan Dcexert at first said 
that he did not near a torpedo exploded, but later said 
uhat ne did hear one ? ne did not hear any whistle signal 
sounded on engine 1369. 

Brakeman Haak, of extra 1045, did not xnow that a stop 
was going to be made at the water column, but said that af­
ter his tram had been there about one or two minutes, ex­
tra 1369 was heard approaching, apparent]y as it was round­
ing the curve at "IfB" tower. Flagman Shaffer got off at 
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4his time and Brakeman estimated that the fl&gmait was 
back about 15 car-lengths, and still going, when extTa 1369 
came into view, traveling at a speed of about 25 to 30 
miles per hour, with the engine working steam until the 
collision occurred. Brakeman Haak saw fire flying from 
the wheels when extra 1369 was about seven car-lengtns from 
the caboose He did not hear a torpedo exploded, nor any 
whistle signal sounded, and said he did not think that 
Flagman Shaffer used a lighted fusee to flag with, although 
he was on tne opposite side of the tracks from tne flagman 
and not in position to see him at all times. 

Engmeman Floyd, of extra 1045, stated that It was his 
intention zo make a stop at the water column at the time he 
called m the flagman on completion of the work at the 
middle crossover, it was tne practice to call m the flag­
man, provided there Y/as any distance to go, and m this in­
stance he thought that the flagman would not want to walk 
the distance involved. Engineman Floyd did not whistle out 
a flag when his tram approached the water column. His at­
tention was attracted to the approach of extra 1369 by the 
sounding of a road crossing signal, and on looking ba.ck he 
saw his flagman with a lighted fusee and also the headlight 
of engine 1369, then he saw another fusee, and men running 
over in the field, following which the collision occurred. 
Engmeman Floyd estimated that his train stood at tne water 
column about two or three minutes m all prior to the col­
lision. The statements of Fireman Nicholl developed noth­
ing additional of importance. 

Fireman Frederick, of extra 1369, stated that at "MB" 
tower a permissive indication was displayed on the manual 
block signal, which was called and repeated by all three 
of the men on the engine, namely, himself, the engmeman, 
and the head brakeman. Fireman Frederick was working on 
the fire and the first he knew of anything wrong was when 
the engineman applied the air brakes in emergency and 
shouted,a warning of danger. The fireman looked oat on 
the left side, and plainly saw the markers on the rear of 
the caboose of extra 1045, not more than five or eight car-
lengths distant, also two men running over m the field, 
one with a flash light and the other with a fusee, and then 
he -jumped. He estimated the speed of his tram to have 
been fully 30 or 35 miles per hour when the air brakes were 
applied m emergency. Fireman Frederick further stated 
that he heard torpedoes exploded m the vicinity of Royal-
ton, although he could not definitely locate where this oc­
curred, but said that the speed was not reduced afterwards, 
he considered Engmeman Ruby to be a fast runner. Fireman 
Frederick further stated that the air brakes had been in­
spected by a car inspector at Harrisburg, but that no ter­
minal test was made of them, only a road test after the 
tram had been assembled from the two tracks on which it 
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had been standing, and that tae brakes had not been used 
any time prior to tne accident. Conductor Shaler and Flag-
nan Sullivan were riding in tne caboose and were unaware of 
anything wrong prior to tie accident, they estimated the 
speed to have oeen between 30 and 33 miles per hour Con­
ductor Shuler also seated that Engineman Ruby had the repu­
tation of being a fast runner, eaymg that he, as well as 
other conductors, had cautioned the engineman in. this re­
spect. Flagman Sullivan stated that no terminal test ^as 
made of tne air brakes, but that a road test was made. 

Crossing Watchman Weirich, on duty at the highway 
grade crossing, stated that he did not notice what the 
flagman was doing at the time extra 1045 performed work 
at tne middle crossover. About five minuteb after extra 
1045 left the crossover, he saw extra 13S9 coming around 
the carve at "MB" tower, then he looked toward the east to 
see it tne flagman of extra 1045 -as out, and he said the 
flagman vas m the vicinity of the webt end of the curve, 
waving stop signals with a lighted red lantern, he thought 
that the flagman also had a white lantern. Crossing Watch­
man Weirich estimated tne speed of extra 1369 to have been 
about 30 miles per hour on passing the crossing, with the 
engine working steam, he was on the north side of the tracks 
at the time and did not see any lighted fusees prior to tne 
accident. 

Signalman Berkstresser, on duty at "MB" tower, seated 
that while extra 1045 actually entered tne block at about 
3.05 a.m., he did not record it as having departed until it 
left the middle crossover, at 3.16 a.m. He had seen the 
flagman at a point about 15 to 18 car-lengths east of the 
highway crossing, at the time the tram was being made up, 
heard tne flagman whistled in befora extra 1045 left mat 
point, and estimated that the tram arrived at tne water 
colum at 3.20 a.m. Extra 1369 received a permissive in­
dication on the manual block signal, and when tne engine 
was passing that signal he looked toward the east and saw 
the flagman of extra 1045 waving stop signals with a lan­
tern and a fusee, m ample tire for extra 1369 to have been 
brought to a stop without incident. Kib statements were so 
conflicting, however, that it can not be stated definitely 
where extra 1369 was located when ne first saw the flag­
man's stop signals. He also saw another fusee, a few sec­
onds later, over on tne public road that parallels tne 
traces, sayinp that this light appeared about the time the 
road crossing signal was sounded on tne engine whistle of 
extra 1569, ne figured that tne accident occurred about 
3.33 or 3.35 a.m. 
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Conclusions 
This accident was caused by't.ie failure of Conductor 

Kane and Flagman Shaffer, of extra 1045, to provide oroper 
flag protection, a contributing cause was the failure of 
Engmeman Ruby, of extra 1369, properly to control the 
speed of his cram wnen operating under a permissive 
block-si ;nal maication. 

Under the rales, when a tram stops under circum­
stances m which it may oe overuaken by mother train, the 
flagnan must go back immediately witn flagman's signals a 
sufficient distance ro insure full protection, placing two 
torpedoes, and ,;hen necessaiy, in addition, displaying 
lignted fusees. When recalled, and safety to the tram 
will permit, tne ilegman may return, and when tne condi­
tions require he will leave tne torpecoes ?nd a lighted 
fusee. Conductors and engmemen are responsible for the 
protection of their trams. The testimony was extremely 
conflicting in vaiious details, particularly as to tne 
movements of Flagman Shaffer both at the time work was 
performed at the middle crossover by extra 1045, and 
shortly afterwards when the stop was made at tne water 
column, however, the reouirements of the flagging rule ap­
parently were violated at e^ch of these points. According 
to tne flagman's own statements, when the stop was made at 
the water column he did not start back until he heard tne 
exhaust of an approaching train, and he only got back 
around the curve to a point in ilie vicinity of the dwell­
ing, which is located- about 350 feet "rest of wnere tne 
collision occurred. It appears uhat there was ample time 
at tne disposal of Conductor Kane and Flagman Shaffer 
w i t h m which to have provided proper rear-end protection, 
but instead of so doing they virtually took no action what­
ever along this line until it was too late to avert tne 
accident 

Engmeman Ruby apparently was m full possession of 
his faculties, called the indications displayed by the 
signals at "MB" tower, and shouted a warning of danger 
mst prior to tne accident. Why he did not properly obey 
the permissive indication displayed by cne block signal 
and proceed with a greater degree of caution, prepared to 
stop short of a tram or obstruction, could not be ascer­
tained, as ne was killed in the accident 

In view of the short distance from the middle cross­
over to the pome of accident, about 1,450 feet, there is 
a Question as to che judgment exorcised by Engineman Floyd, 
of extra 1045, m colling m his flegman before departing 
from tne crossover, when he fully intended to stop again 
at the water column. It is also to oe noted that he did 
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not whistle out a flag approaching the water plug. The 
memoers of this crew were practically all together while 
making up their train, which was a very short one, and 
Enginenan Floyd either should have said that he intended 
to make a stop at the water column, or else he should have 
proceeded to that point without recalling the flagman In 
this connection it is to he noted that Head Brakeman Deck-
ert knew a stop was to he made for water, and although ne 
rode in the caboose from the middle crossover bo tne i ater 
column, yet he said nothing about it to the other members 
of tne train crew. 

All of the employees involved were experienced men, 
and at the tine of tne accident none of then nad been on 
duty in violation of any of the provisions of the hours of 
service law 

Respectfully submitted, 
W. P. BORLAND, 

Director 


