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Railroad: Baltimcre & Ohilo

Date: Jonuory 17, 1840

Location: New Costle Jct., Pae.

Kindc of accident: Head-end collision

Trains involved: Frar ht ¢ Freight

Train nunbers: Extra 2750 East : Extra 6200 West
Engine numbers: £750 ¢ 6200

Consist: <0 cars, caboose ¢ 117 cars, caboose
Speed: 8-15 Te Pe. he ¢ 8-10 m. pP. N
Operetion: Interlocking

Track: Double; tangent; level

Weather: Clear

Time: B123 De M

Casualtics: & kitoed, 2 injured

Cauce: Tailure to obey ston indication

dignleyed by an interlocking
Fome signel
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March 13, 1940,

To the Commission:

On Januvary 17, 1940, there was a head-end collision
between two Ireight trains on the Baltimore & Chlo Railroad
at UN Tower, neor New Jastle Jct., Pa., which resulted in the
death of three employees and the injury of *wo crploycsed.

Location and Method of Operstion

This accident occurred on that part of the PJTuUburgh
Division cesiprated o3 the P. & . SHD—HJVLJLOH which extends
bett 2en M2 Costle Jet, and Pittshurgh, Pa., o disunnce of 59
milcssa 1 the vieinity of the point of asccident this is a
doulle~track 1.ne over wiich traine are operstcd by tinmetable,
tredr orocrs end an autonatic block system. Tke ftracks in this
locallty cxtaerd pencrally north and south by comvass dircciions,
but time- ~blc dircctiorns are ecast end west; the irtter direce
tions arc ased Za thisg report, All tracks in-:lved arc within
the 1init, of Law G/ atle Jota vard. All gwlitcics and signals
Inveclved ere irterlocked and are controlled frem Ul Tower,
which is located 1.¢ miles east of New Castle Ja%.

Cross—over 18, vhich is trailing for movements 1'ith +the
current cf troffic, connects the eastward and the westward main
tracks, acd 1te east gritch is loceted 1,506 feet east of the
cenfer-li~e of UN Tover. The accicent occurﬂcu on the eastward
mali, track av a voint 2 feet west of thic cronc—over swi’che
A track Cesigrated as the Pe & L. E. Conr "2ticn parallels the
eastward maln srack on the south and is 5,501 Tect in length;
1ts vest srite, No. 20, which 1s electrically opeveted from UN
Tower, Jjoins T-e eartwoard main track at a point 838.3 feet east
of tiaec cect switch of cross—over 18. The eactward dispaitch yard
and the westuerd receiving yard lic northwest of UN T0101. Tvo
tracks desizneted s the eas+wcrd ard the weotward ruaning tracks
are connceted to tl westward main frack at pcints, respvectively,
st
@]
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1086 Tect and 215 feect east of Lrne center~line of UN Tower
and parﬁl“bl the main tracks on the north. Troins leave the
cagtwarc digpatch yord on the castward runnlng track and enter
the wosuvirard recelving yard on the vestwerd running track. Crosse
over 13, located opposite UN Tower, connects the eastuard and
weatward main tracks and is treiling for movencnts with the
currcnt of traffic; the wvest rwitch of this cross-over 1g located
15 feet east of the eastward running-treck switche. The east
switch of dispatch-yard track No. 16 1is lccated 2,135 feet west
of UN Tower.
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Avproaching the point of accident from the east there are
in succession, a tangent 1,815 fset in length, a compound curve
to the right 2,085 feet in length with a maximum curvature or 3°,
and a tangent extending 289 feet to the point of accident and
656 feet beyond. Approaching from the west there is a 1°42%
curve to the right 447 feet in length, which is followed by the
tangent on which the accident occurred. The grade, which varies
between 04395 and 0.5 percent, is ascending westward a distance
of 5,080 fcet, then level a distance of 320 fect to the point
of accldent and more than 4,000 fcet beyond.

In UN Tower there is a model board on which track
occupancy 1s indicated by illumination and thc interlocking
1s provided with approach and route locking. Signal 22a, which
governs ucstward movements from the P.& L. E. Connection, is a
color-position-light signal, approach lighted, and is located at
a point 351.8 fcet east of switch 20. Signal 4, which governs
eastirard movements from the enstward running track through crossge—
over 13 to the castward main itrack, is a 2-position, mechanically
operated dwarf signal and is located between the westward main
track and the eastward rurning track at a point 443.8 feet west
of UN Tover. Eastward advance home signal 2, which governs
eastward movements on the eastward main track, is a color-
posltion-light signal, approach lighted, and is located south of
the eastward main track, 1,077 feet east of UN Tower and 429
feet wrest of cross-over 18,

For eastward movements from the eastward dispatch yard,
signal 2 1s approach-lighted a distance of 1,000 feet. The
control circuit for this route extends only to the east frog of
cross—over 13+ VWhen the route is lined for movement through
cross—over 13, dwarl signal 4 displays a lunar-white aspect
which governs only to signal 2 and permits a train to proceed
at permissive~slow-speed prepared to stop short of train or
obstructions When the route is lined for a westward movement
from the P. & L. E. Connection to the ecastward main track, )
through cross—over 18 to the westward main track and thence to
the westward running track, signal 22a displays a yellow aspect,
which 1g mecdium-approach indication, permitting trains to procced
at not exceeding medium speed prepared to stop at next signal,
and signal 2 displays a stop indication.

Medlum speed is defined as one-half the normal speed,
not to exceed 30 miles per hour,

The maximum authorized speed through crosg-over 18 and
the turnout to P. & L. E. Connection is 25 miles per hour.

The weather was clear at the time of the accident, which
occurred about £:23 p. m.



-6 -

Description

Extra 2750 East, symbol B-94, a freight trein, with .

Conductor Babcock and Engineman Bowser in charge, consisted of
engine 2750, 19 loaded cars, 21 empty cars ahd a cabooses This
train Jdeparted from dispatch track 16, proceeded over the easte
ward running track, pasced dwarf signal 4, which was displaying

a permigsive~slow-speed indication, at a speed estimated at 8

to 15 miles per hour, moved through cross-over 13 to the eastward
main track, nassed signal 2, which was displaying a stop indica-
tion, and collided with Extra £200 West.

Extra 6200 West, symbol RT-39, a freicht traln, with
Conductor Lauderback and Enginecan Frlzzell in charge, consisted
of engine 6200, 24 loaded cars, 93 empty cars and a caboose,
This trein wvas diverted to the P. & L. E. R. R. at McKees Rocks,
Pa., 41.2 miles east of UN Tower and departed from McKees Rocks
at 6:15 pu M, according to the P. & L. E. train sheet. At
B. & Ou JCte, 1led miles east of UXN Tower, 1t cntered P, & L. E.
Connection and cleared the P. & L. F. circuits at 8122 p, m,,
and en routc to the eastward main track the front portion passed
signal 22a, which displayed a medium-approach indication, passed
switch 20, and as the englne was entering cross~over 18 at an
estimated speed of & to 10 miles per hour it collided with Extra
2750,

Nlone of the equipment in Extra 6200 was derailed, but
englne 6200 and a total of 27 cars throughout the train were
badly damaged. Engine 2750, of Extra 2750, the thirteenth to
the sixteenti cars, inclusive, and the rear trucks of the scven—
tecenth and eighteenth cars were deraniled. Enginc 2750 was badly
damaged, 1its cab was crushed by the tender cistern, and the front
end of the engine and both eylinder heads verce broken. The
deralled cars stopped in various positions; all of them were
damaged and one of them was destroyed. Other cars throughout
the train sustained damage. The east switch of cross-over 18
was damaged.

The employees killed were the enginenan, the fireman and
the front brakeman of Extra 2750 Enst, afd the employees injured
were the flagman of Extra 2750 East and the front brakeman of
Extra 620C Vest. ‘

Summary of Evidence

Conductor Babcock, of Extra 2750, stated that before
departure from the Gispatch track an air-brake test was made and
the air-brake inspector reported that all brakes were functioning
properly; when the train departed the caboose gauge indlcated 70
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pounds brake-pipe pressure. The maxlimum speed attalned was
about 10 miles per hour. Snow blowlng from cers of his train
restricted visibility from the cupola windows to a distance of

8 or 10 car lengths, The accident occurred just as he opened
the rear door of the caboose to see if the flagman was stationed
wherc he could receive Form A from the operatore. Soon aftcrward
the opcrator at UN Tower told him that his engine had overrun a
stop signal and had collided with Extra 6200, which was moving
from P. & L. E. Connection. The conductor sald that he neilther
heard the emergency horn bloun nor saw the operator give stop
signals with a lighted red lantern. No stop was made en route
from the yard and he 4id not thinik that the air brakes were
applied prior to the accident. About 10 minutes after the acci-
dent he observed that advancc home signal 2 was displaying a stop
indication; the red lishts were clearly visible. The routc over
which cngine 2750 moved from the yard to signal 2 was onc fre-
quently uscd. About 1 hour bcfore departure he had talked uith
his front brakcman, who appcared to be normal at that timc.

Flarman White, of Extra 2750, stated that he was on the
rear platform of the cabocse when approaching the point of acci~
dent, and at that time the speed of his train was between 12 and
15 miles per hour. When about 15 car lengths from UN Tower, upon
seeing the operator giving stop signals with a lighted red lan-
tern, he reached for the emergency valve to stop the train, but
before he could open the valve the train stopped abruptly. He
thought the brakes werc applied in emergency before the accident
occurred ond later he obscrved that the brake-cylinder piston was
out on the car next ahcad of his caboosece

Engineman Frizzell, of Extra 6200, stated that the air
brakes were tested at Connellsville, Pa., about 105 miles east
of New Castle Jct., and functioned properly en route. The speed
of his train was about 15 miles per hour as it approached signal
22a, which was displaying a yellow aspect indicating that the
route was lined from P. & L. E. Connection to the receiving yard.
At this time he observed that the headlight of engine 2750 was
near signal 2 and he thought the cngine was standing; 1t was not
unusual to sce engines standing at that point. The spced of his
own train wag about 8 or 10 milcs per hour and, when he deter-
mined that Extra 2750 was moving toward him, he closcd the
throttle and applied the air brakes in emergency but not in time
to avert the collision. He said that whenever a train in his
charge moved from the dispatch yard to signal 2 he could see the
red aspect displayed by that signal a suffieient distance 1in
which to stop his train.

Fireman Fox, of Extra 6200, corroborated in substance
the festimony of Engineman Frizzell. He said that the headlight
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on his engine was burning and wes brightened and dirmed alter—
notely by his englneman in order to attract the attenition or the
crew of Extra 2750,

Front Brakeman Re¢d, of Extra 8200, corroborated the
testimony of Engineman Frizzell and Fireman Fox,
A"

Conductor TLauvderback, of E:tira 6200, stated that he was
in thie caboose at the time of *he accident, which occurred at
8:23 pe me He estimeted that the speed of his train was 10
miles per hour immediately prior to the accidente

Flagman Lambert, of Eztra 3200, stated that the air
brakes on his traiv hceuar anglied shortly before the accldent,
which occurred at 2:23 », m,

Cpcrator Dover, =t UN Towar, stased thoet absut 8 pe me
he lined the route for Extra 5°00 %o move from P, & L. E.
Connectlon to the westward receiving yard. When Extra 6200
entered the route lined Tor it, Exvra 2750 departed from the
dispatch yard and the eneineman gigarlled for dwarf signal 4.
A permigcive-gl ow-speed indlcation was disrlayed by signal 4 %o
advance Extra P70 to signel 2, which was Cilgplaylng a stop
indication, and, as engine 2750 passed the tower at a speed of
between 8 and 10 miles per hoar, he handed the cnglneman a
clearance card Form A., A% that time he obscrved that a stop
indlcation was displayed by signal 2 and then he returned to the
tower and inspected the train. When he rcalized that Extra 2750
was not going to stop at signal 2, he sounded the emergency horn.
When the emergency norn failed to attract attention, he gave
stop signals with a lighted red lantern to members of the crew
on the cabooce, which wan about 10 or 12 car lengths west of the
towers He zald that engine 2730 continued to werk steam until
tho collision occurred. He dic pov hear the brales become apvolle
on Extra 2750. He seid that he krew of no instance when a signal
at U4 Interlocking hod displayed a false-clear indilcation? in
cases of Tfailure, 211 signals had displayed stop indications,.
He vas Taniliar with ths operation of the interlocking at UN
Tower, and therc wus notling unusual about the menner in which
the route wes lined to move Extre 2730 from the dispatch yard to
signal 2a )

Signal Maintainer Phillipe stated that he arrived at U.
Tower about 9:05 p. m. He exanined the interlocking machine
and found that the route was lincd Tor Extra 6200 West and sig-
nal 2 wns sev agoinst Extra 2750 East. He checked the position
of the stitches involved and found them properly lined. Signal
2 displayed a stop indication nnd the control lever for that
slgnal was locked 1n normal position and could not be releascd.
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Yard Conductor Krenps, of yard engine 639, stated ithat
a short time after the accident occurred he found the air Hrakes
of Extra 2750 were avnlied on the caboose and on the rear 22
cars, »ut he dild not observe the brakes on the remainder ol the
train,

Yard Brakeman Cameron corroborated the statement ol Yerd
Conductor Krepps.

Car Inspector DeVivo stated that he made a terminal vest
of the air brakes on Extra 2750 East from road engine 2750, This
test was made in accordance with the requirements of the B. & O,
R. R, and all brakes throughout the train applied and released
properly.

Cer Inspector Posa corroborated the statement of Car
Inspector DeVivo,

Hostler Stigers stated that he conversed with Engincman
Bowser and rireman Kunkle from 1:15 p. m. t0o 2:30 p. m., January
17, 1940, and again conversed wltil them about 6:25 p. me; in
both instances they appeared normal.

Crew Dispatcher Fulkerson stated that vhen he called
Engineman Bowser and Fireman Kunkle for duty on Extra 2750 East
they appeared normal.

General Mechanicel Foreman Harper stated that he arrived
at the scene of the accicent about 9:15 p. me He entercd the
cab of engine 2750 and ohserved that the throttle wos vartly
open and lateched, the inaependcnt brake-valve vas in running
position, and the power reverse lever was in full forward motion,
but it had been fouled. He dld not observe the position of the
automatic brake-valve handle. The rignht side cab-window was
entirely open. He sald the engine-truck wheels of engine 6200
were about 1-1/2 fecet west of the cest switch-point of cross—over
18.

According to records furnished by the railroad, Engineman
Bowser, prior to the trip in qucstion, madce 1 trip during
September and 1 curing October, 1939, and 5 trins during January,
1940, in the vicinity of UN Tower. PFireman Kunkle mmde in this
vicinity 1 trip during October, 1 during November and 10 trips
during December, 1939, and 3 trips during Januery, 1940, Brake—
man Welty made in this vicinity 2 trips during June, 1939, and 1
trip during January, 1940, The last trip made into New Castle
Jct. by cach of these employees was on Januvary 16, 1940,

Observations of the Commission's Inspectors

The Commission's inspectors observed that the aspect of
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home signal 2 could Dbe secn plainly from the fircman's side of

an east~bound engine & distance of 1,000 feet vthen the track
circuits were shunted at the east frog of the east switch of
cross—over 13; 1t could be seen from the engineman's side a .
distance of 8P9 feet when the eart switch of cross-over 13 vas
reached,

Diaszsucssion

According to the evidence, thie operator at UN Tower lined
the route for Extra 62C0 West to move from P. & L. E. Conncction
to the westward running tr wcks  A11 members of the crev who were
on engine 6200 stated that signal £Z2a, which governed this move-
ment, wvas displaying a medium—approach indication, which required
their train to be operated ot a speed not exceeding 12-1/2 miles
per hour and to pe preparsd to stop abt the next signal. Tais
signal indication was accepted and Extra 6200 entcered the easte
ward main track, moved westwerd to the cest swltch of cross—over
18 and, as 1t was about to enter this switch end while moving at
a spend of & cr 10 mlies per hour, collicded with mxtra 2750 Eastes
The engineman of Extra 6200 seid that he saw a heaillighs of an
engins in the viecinity of signal 2 on tre atharﬂ rain track,
but 2s 1t was not unusual to see a headjlg at thau point he
atteciicd no parvicular significance to i1ts. As he moved closer
to the cross—over swiich, he could cee that the hesdllight of the
oprosing engine was moving toward him and immediatcly applied the
brakes in emecrgency but 1t was then tod late to avert the accident

DYoot

- After an air-mHrake %est was made, wnich disclosed all
brakes to he orerative, Evtra /750 Fast stersed to Love eastward
on ths 2nctn el “u:r*a@ traclk and cthe engir-m-n 3von Jicd the
opers Do UL Tover for s *owto, The nvera ., o~ 11°- 1 a2 route
throu .~ ~»- cpe-2702 13 S0 the castweord mein ¢rack. ~word gignal
4 dis. -1 a po:Alssive—slowispeeu indiention, which required

Extra WFC to proceed prcrared to stop shert of train or ob-
strucsion as far ac advance home sigral 2. The operator sald
that the routes were properly linzd for both movementse Aflter
the accident, the maintainer said thet he found signal 2 burning
brightly and displaying a stop iadication; both routes uere
properly lined and locked. The conductor of Extra 2780 and the
engineman of Extra 6200 both soid that soon after the accident
they saw signal 2; 1t was displaying a stop indication and 1ts
light was burning brightly. The investigation disclosed that 1
was possible for the fircman of an eost-pound train to sec signb
2 from the apnroach-lighting point, o digtance of about 1,000
feet; thc engineman of an easi-tound train could see signal 2

a distance of 869 feet. VWhen engine 2750 passcd UN Tower the
operator handed a clearance card Form A to the engineman. Af
this time engine 2750 was working steam and its speed was 8 to
15 miles per hour. The operator returned to the tower and, as
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he did so, observed that siznal 2 was burning btrightly and dis-
playing a stop indication. Hc said that engine 2750 continucd
to work steam and being apprehensive 1t would not stop short of
signal 2 he blew the emergency horn. When the horn signal fail
to obtain the desired result he zave stop signals with a red
lantern, The flagman of Extra 2750 saw the lantern stop-siznals
and attempted to stop his train, dbut as he rcached for the
emergency valve on the caboosc his train stopped abruptly.

ed

The evidence indicates that the air brakes were tested
on Extra 2750 shortly beforc the accident occurred and they
functioned propecrly. After the accident the flagman of Ixtra
2750 observed that the brake-cylincer niston wes out on the cor
next ahead of his caboose. The concductor of a yard engine said
that 22 brakes were applied on ths rear of Extra 2750.

All members of the crew of Extra 2750 were familiar
with the method of operation in the vicinity of the point of
accident, There was nothing unusual about the routc line-up
at the time of accident., All members of the crew on engine
£750 apparently werc in normal condition immediatcly before the
accldent. Why the stop indication at signal 2 was not obeyed
could not be determined ag all members of the crew on engilne
2750 were killed in the accident.

Conclusion

This accident 1rag caused by Failure to obey a stop
indication displayed by an interlocking home signal,

Resnectfully submitted,

8. N. MILLS

Directore.



