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INTERSTATE CQIX'TRCE COMIISSION

REFOFT OF THE DIREANTCR OF TET BUREAU OF SAFETY IN RE
INVTISTICATION O AN AGCIDINT WIICH OCCURRED CY TFE LIVE
0# THE RTOADING CONPANY 4T CARLISLE JUNCTION, PA., ON
JULY 25, 1925.

. Deceber 234, 1935,

T¢ the Cormission:s

on July 35, 1835, therc was a2 cocllision between two
porticas! of a treoin ongarec 1 aaXing a plckup movenent on
the line of the Reacding Co poay at Carlisle Juncticn, Pa.,
resultiag 1n the death of oae cuplovee.

Location and mcothod of cperation

This accident nccurrec on the Philadelphia, Harris-
burg aat Pittsbur b Bronch of tlo Harrisburg Divisicn, ex-
tcoacls, betwcen Harrisbhurg anc Lurgan, Pa., a distance of
2.7 1lcs, 1n the vicinity o1 the peint of accident this

18 ¢ touvle-track li..e ovelr vihich traias are operated by

t1 c-t.Lle, trala ovaeris, and an auvtonatic block-signal sys-
Tes. Thc acecident eccoried vitain the interlocking limits
oi lctligle Jureciioa, on the westbound main track, at a
rol.t gxcut 350 feet west of the tower, which i1s located on
thc north side of the tracte., Aooutd?b feet west of the
pol t of accident, betwecen tie main tracks, there 1s an all-
routs dwarf signal, goveraing reverse movements, while just
eaet of this signal, vetween the signal and the point of
acciceat, there 1s a crossover connectirg the two maln
trecis, the crossover switclies are trailing-point switches
Tor movements witn the current of traffic. There 18 a s1d-
1r.¢, known ae No. 8 sicing, lccated cast of the tower,
poaraliel to and south of tliec castbound main track. Tac
westoound home si;nal 1s located just north of the tracks,
88% {cet east ¢f thc towcr, while st o point 68 feet west
of tuis signal there 18 2 split-point derail. All switches
anc sisnals are controllcd by the towermen.

The weather was cloudy and 1t was dark at the tice
of the esccident, m.ics occuriea at ebout 3.10 a.m.

Decacription.

Wegtbound freight train extra 2012 consisted of
40 cers and a cabocse, haulcd by cngine 2012, and was 1n
charge of ConduCto: Heaps and Engineman Wood. AT Carlisle
Junction the train vas brought to & stop on the westbound
mein tiack with tho cniine just east of the home signal,
giter which the encine was cut c1f, procecded by tne tower
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to the crossover, backed through the crossover to the eash-
bound mean track, then to No. 2 siding, and, in accordance
with instructions, picked up 2 cut of cars. After these
cars had been counled to the ftrein, & cut was made in order
to clear the derdairl located just west of the westbound home
Signal, in making this cat, however, the derail was not
cleared, the wheel of a car being left standing on the de-
tecsor bar. Then the engine and P. & R. box car 16148 were
cut off and moved forward to & point just west of the all-
route dwarf signal. A caution signal was then displayed on
the all-route dwarf signal, while 2 back-up signal was given
by Brakcman JVhite, 1% being i1ntcnded Yo back through the
crossover and replace this car on No. 2 giding, but as the
derail was fouled by the car standing on the detector bar
the route couzld not be lined for the crossover movement,
remaining lined for ilhe westbound main track, and shortly
aftcrwards the box car was backed into that portion of the
train from which 1t had been Just previously cut off, the
gpeed being cstimatcd to have heen about 5 or 6 miles an
hour at the timc of the impact.

P. & R. Dbox car 16148 was badly damagecd and the
rcar truck of the tender was derarled. The employce killed
was the brakcman, who was riding on the right side of the
rcar of the tender at the time of the accident.

Summary of cvidence

Conductor Hecaps said he had to cut the train close
to the detecctor bar in order %o kecep the head end of the
train from fouling the crossover, after that partion of the
train had been pulled ahcad, owing to the limited space be-
twecn the dctector bhar of the deraal and clearance point of
the erossover, and at the time the cut was made he was of the
impression the whecls clearcd the deteector bar, although at
thhis time he did not look closely to sce vhebher this was
the case., Hc then sent to look at the hand brake on onc of
the ecars in the head portion.of his train and was so engaged
vhen the acecident occurrcd. He then discovercd that as the
detcetor bar was fouled the towerman was prevenbtcd from lin-
ing the routc for a movement “hrouch the crossover, and on
looking undcr the car discovered for the firsdt time that the
car Vheel lackced about 2 cr & inches of bcing c¢lcar of the
detcetor bar. Conductor Hcaps furthcr statecd that there
were about 21 cers between the derail and engine, and that
the forcc of the impazet dia not move these cars, as they
worc standing with thc air brakes applied. Conductor Heaps
also Beid that he di1d not hcar the towcrmarn call to ham,
prior to the accident, that he could not operate the cross-
over switch.

Erngineman Wood stated that after Conductor Heaps
had cut the train in the vieinmity of the derail, the head
portion of the train wes moved forwsrd two or three car
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lengths. Brakeman Whitc fhon cut off the engine and glrst
cor, 1n order to roplace %hils car on No. 2 siding, and the
~nFlne and cor werc moved to a point just west of the dwarf
s1gnal. Engineman Wood said that after a caution indication
wac displayed on the dwarf signal Bragkeaan White then gave a
lantern back-up signal to Fireman Tayloyr, and the fireman in
turn transmittcd this sigral to the enginecman, after wiich
the brakeman crossoed over in front of the box cer and aleo
cave a back-up signal from the engineman's side cf the engine.
Engineman Wood did nct realize that the route was not lined
for the @rossover until he failed to fecl the engine meving
through 1t, and he saif¢ that he i1mnediately closed the
throttle, but did not have time to apply the air brakes
before the cellision occurred, at vhich time he estumated
the speed to have becn between 5 gnd 6 miles an hour.
Engineman Wood further stated that he did not hear the
towerman shout to Brakcuan White pricr to starting the
back-up movement end was of the opinion that in view of

the existing conditions the towerman should have notified
them that he could not linc the route for the croscover.

Fireman T.X.Tavior steted that when the dwarf signal
displayed a yellow 1indicetion, Brakeman White gave him a
back~up signal, anc he was unaware of anything wrong until
tlie accident occurrcd, at which time the speed was about
© miles an hour. TFireman Taylor further atated theot after
the tack-up signal was received he began to Work on the
fire, and that lLe did nct hear the towerman shoul to the
brazkeman prior to starting the back-up movcment.

Toverman Corp stzted that after extra 2012 arrived
the cngine was cut off end procceded to the tower, Brakeman
Whitc then entering the tover. He gave the brakeman 35 car
tickets and teld him they would have to replace P.& R. box
car 16148, the first car of the cut, and that in order to
line the route for a return movement through the crossover
to replace this car oa No. 2 siding it would be nccessary
not to foul the derail. After the train was cut at the de-
rall by the conductor and moved shead a short distance, the
englne and box car wWere cut off and movec to a peoint just
wect of the dwarf signal. Towerman Comp sald he then tricd
twice to unlock the derail but was unable to ao so, and then
went to the west window of the tower, at which time the
engluec was nct making any nolse, and called to Brakeman
White as loudly as he could that the cars were on the de-

t eqtor bar and that 1t would be necessary to move them.

He displayed a cauticn signal on the dwarf sigral,
intending that they should badk up on the main track and
wgtched the engine moving tack towards the train, but did
not sce the brakewman give any signal either to slow down or
to stop, and the first he knew of anything wrong was when
Conductor Heaps came into tlie tower and informed him of the
accident.
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Conclusions

This accident was caused by failure to have a
definite understanding as to the movewment to be made.

Conductor Heaps cut the train Ifor tle purposc of
clearias, the detector bar at tlie derail and then proceceded
to engage hineelf with other duties withiout knowing defi-
nitely whether or not the detector bar had been cleared.
After tlhe engine and one car had been .oved shead to a2
point west of the dwarf signal Towerran Comp found he could
not open the crossover switc.a and called to Brakeaan White,
who was the employvee killed, that thcy would have to cone
back an the main track and nove the cars cnough to clear the
detector bar, he then threw the dwarf signal to the caution
position, indicating a back-up movenent, intending that the
enpilne and one car should be backed up on the main track,
wkile the engine orew, and probebly Brakeman White also,
supposcd that they werc going to back through the crossover
switch, the error not being discovered by the engineman until
too late to avert the accident. Had Towerman Comp held the
dwarf signal in the stop position until he was certain thc
crev knew of the moverient which had to be made, this acci-
acnt probably would not have cccurred. It did not appear
that Brakeman White made any statement prior to his death,
but 1t scems probable that he did not hear tne towernman call
to him and thet when he saw an indication displayed at the
dwarf signal which aouthorized his engine to make a back-up
movement he signalled the engine crew acceordangly and that,
from Lis position between ihe engine tender and the one car
attached to 1%, Le did not notice that the orossover switch
LLad not been opened.

Tue cmployees involved were expericnced rien, familiar
with the switches and signé&ls involved i1n thils acoident. At
the time of the rccident nonc of them had beon on duty in

violation of any of the provisiorns of the hours of service
law,

Respectfully subnitted,
%. P. Borland,

Dircctor.



