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TVc!? * westward 

Clear 
11 a. rn. 
c injured 
Failure to operate Penn^ylvoriia 
train in accordance with sia^al 
indications 
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INTERSTATE COMMERCE COMMISSION 

REPORT NO. 2566 
IN THE MATTER OF MAKING- ACCIDENT INVESTIGATION REPORTS 

UNDER THE ACCIDENT REPORTS ACT CF MAY 5, 1910. 
THE BALTIMOFE AMD OHIO RAILROAD COMPANY 

AND 
THE PENNSYLVANIA RAILROAD COMPANY 

November 20, 1950 

Accident at Uhrlchsville, Ohio, on October* 4, 1950, caused 
by failure to oner&te the Pennsy'vanla trcin in 
accordance with signal indications. 

1 
REPORT OF THE COMMISSION 

PATTERSON, Commia-ioner. 
On October 4, 1150, thpre was a side collision oetvTeen 

a freight train on the Baltimore and Ohio Railroad and a 
freight train on the Pennsylvania Railroad at Uhrlchsville, 
Ohio, which resulted In the injury of three train-service 
employees. This accident ^os Investigated In conjunction 
with a representative of the Public Utilities Commission of 
Ohio. 

1 
Under authority of section 17 ( 2 ) of the Interstate Com

merce Act the above-entitler1 proĉ ecJiniT was referred by the 
Commission to Commissioner Patterson for consideration and 
dlspo sition. 
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Location of Accident end Method of Operation 

Tills accident occurred at tne Intel section of the 
Baltimore and Ohio Railroad, hereinafter referred to as the 
i3.& 0., and the Pennsylvania Railroad, hereinafter referred 
to as tho P.R.R., at Uhrichsville, Ohio. The crossing is 
located on that part of the Wheeling Division of the B.& 0. 
extending between Bellaire and Warwick, Ohio, 107,7 mileo, 
and on - nat part of the Panhandle Division of the P.R.R. 
extendi uc between Division Post, near N^vark, Ohio, and 
Division Post, near Pittsburgh, Pa,, ]57.4 miles. Uhricbsvi^le 
is 60.1 milts west of fVllalre and 65 mil^s ^ast of Newark. 
The B.^ 0. line extends southeast md northwest. The P.R.R. 
line extends east and west and Intersects the E,& 0. line at 
an angle of 78°30 t. Îrrr'table directions on both lines are 
eastward and v^ntward, and are used in this report. In the 
vicinity of the noint a1' acc3d'nt the 0. is a sincle-trsck 
line, over which tra in-3 are operated bv timetable and trjin 
orders, nnd a manual-block system for trains ^ollo^ing 
passenger trains. The track is tonrent throughout a distonce 
of 8-, 156 f-e-t-t immediately e-.st of the ooirt of accident, and 
1,040 f- . t westward, From the m t the ^radr is level 1,800 
feet, then 0.6- prrcent d-scendln^ 900 fe> t to the point of 
accident. In th* vicinity of the point of accident the P.R.R. 
Is a double-track line, over which tm ine moving with the 
current of traffic are operated oy automatic block-si-mal 
and cab-signal indications. From south to north the main 
tracks are deslgn-ited as No, 1, eastward, and No, 2, westward. 
From the west there are, in succession, a tangent 4,333 feet 
in length, a 3° curve to the richt 867 feet, and a tangent 
018 feet to the point of accident. From the west the grade 
is, successively, 0,71 percent ascending 4,400 fe pt, 0,60 
percent descending 3,500 fert, 0.04 oereent descending o.lOO 
feet, and level 125 feet to the point of accident and a 
considerable dietanee eastward. 

Movements over the sa^i'iT are rov^rned by interlocking 
signals. Semi-autoraatlr1 sienals 10 and 9, governing west
bound movements on the B.& 0,, are located, respectively, 
1.61 miles and 160 feet east of the crossing. Th°se signals 
are of the color-position-ligvt Type. Signal 10 displays 
four aspects, and signal 9 displays three aspects. Automatic 
aign°l 04? and semi-auto-™tic sic^al 31, governing east-bound 
movements on track \To. 1 on the P.R.5., are located, 
respectively, 2.98 miles and 575 fei t v a t of tht crossing 
These signals are of the popIt3on-light tvpe. Signal 948 is 
approach-lighted and displays three p^penta. Signal 31 is 
continuously lighted and displays f]vr aspects. Aspects 
applicable to this invert!Ration arid the corresponding 
Indications and names are as follows. 
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Signal 
10 

948 

31 

Aspect 
Two yellow lights 
in diagonal 
position to the 
ri srht under 
white marker 
light. 

hte Two gr^en li 
in vertical 
position under 
white marker 
lieht. 
Three ember 
lights in 
diagonal 
position to 
the right. 

Three amber 
lights in 
horizontal 
posltion. 

Indication 
Proceed, prepared 
to stop at next 
signal, ind be 
governed by 
ind ice tion 
displayed by that 
signal. Train 
everedinr med iurn 
spepd xufit at 
oncf* reduce to 
tna t speed. 

Proceed. 

Proce*d prepared 
to stop at next 
signal. Train 
^xceedlno* Medium 
speed must at 
once reduce to 
that speed. 
Stop. 

Paroe 
Approach. 

Clear. 

Appro*1 oh. 

Stop-cignal, 

The cab signals of the P.R.R. «re of the continuous-inductive, 
four-indication, position-light type. The cpb signals on each 
Diesel-electric locomotive- are so arranged that the aspects 
may be observed by the en^in^er and the fireman from their 
accustomed positions In the control compartment, 'The aspects 
applicable to thi s investigation and the corresponding 
Indications and names are as follows: 
Aspect 

Three whJ te 
lights in 
diagonal 
position to 
the right. 

Indication 
Proceed prepared to stoo 
at nexi- signal. Train 
exceeding Medium sp^°d 
must et once redue- to 
that speed. 

Name 

Appro? ch. 



Two white Proceed at Restricted R> strict! r 
II™ 1 ta J n speed, 
dlai onal 
po 11tion 
to th.-
1-ft. 
T^e a.meets of the ca^ eirna?s correspond with the "̂ pi ctr 

displavjd tv the roadway nl?naln, except tn.it the Cib FI3 "al 
Indic-it^a R^s^rlctin^ when tne train entt a Mock al a 
roadway sirnal Indict tliv Stop. The circuits are so arraog-d 
th? t if the indication of siom] 3? i=> I F S T -'avorabl • t} an 
Approach the c-b s3^na^ will indicate Restricting at a point 
1,173 feet vest of slawl 31. Ttfh=*n the cab signal chuiges to 
a more restrictive Indication, a famine whistle 3n the cab 
sourds until m acknowlt d-lng pbdrl la operated. 

Uhrichsville Interlocking is provided with approach, 
indication, and route looking. The controlling circa!t^ and 
the mechanical locking of arranged tnnt, when the route is 
lined for a B.& 0. trr in to irovc over the crossing, sicnal 948 
Indicates Approach and clival 31 indicates Stop. 

Opecatinr rul°r of the P.R.R. read In pait as follows: 
DEFINITIONS 

Medium Speed—Not ^ce^dinp one-naif the soeed 
autrorl^ed for pr ss^n^er trains but not exceeding 
-_0 mi Los per hour. 

Restricted Spe 5d—Not exceeding 15 miles p~r hour 
prepared to etop short o^ train, obstruction or switch 
not pioperly lined nnd to look out "̂or broken rail. 

9G. Trains must approach * * # railroad crorsin^e t 
grade * * * prepared to stop unless * * * signals 
indicate proc-^d, and track is clear. * * * 

514. When ,̂ob signal indication changes to Restric^lnr 
a trnin or engine must reduce speed at once to not 
exceeding Restricted ppe=d. 

6c3. A train or engine must stop clear of an 
Interlocking si-rnal indicating Stop. * * * 

http://tn.it
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Tho maximum authorized speeds were 50 miles per hour for 
the P.R.R. train and 30 miles per hour for the B.& 0. train. 

Description of Accident 
First 83, a west-bound third-class B.& 0, freight train, 

consisted of engine 7105, 111 cars and a caboose. This train 
passed Freeport, the last open office, 17.4 miles east of 
Uhrlcnsvil}e, at 9:37 a, ra., 37 minutes l^te, passed signal 
10. which indicated Aporoach, passed signal 9, which indicated 
Proceed, and while It vss moving over the crossing at a speed 
of about 15 miles per hour t^e 108th oar was struck by Extra 
9471 East. 

Extra 9471 East, an east-bound P.R.R. freight train, 
consisted of Dieeel-electric unjts 9471A, 9450E and 9460A, 
coupled in multiple-unit control, 52 cars and a caboose. 
This train passed NeTrcomerstown, the last open office, 15.3 
miles west of Uhrichsville, st 11*17 a. m. , passed signal 
948, which indicated Approach, passed the point where the 
indication of the cab signal changed from Approach to 
Restricting, passed signal 31, which indicated Stop, and while 
moving at a speed of about 15 miles per hour it struck the 
103th car of First 83. 

The 108th and the 109th cars of First 83 were demolished. 
The front truck of the 110th car was derailed, and the car was 
somewhat damaged. The Diesel-electric units, the first 12 cars 
and the front truck of tne thirteenth car of Extra 9471 East 
were derailed. The Diesel-electric units remained coupled and 
stopped upright and in line with the track, with the front end 
of the first unit 567 fe^t east of the point of accident. They 
were badly damaged. The twelfth and the thirteenth cars were 
slightly damaged, and the other derailed cars were badly 
damaged. 

The engineer, th° fireman, and the front brakeman of Extra 
9471 East vere injured. 

The weather was clear at the time of the accident, which 
occurred at 11:35 a. m. 

Discussion 
The operator at Uhrichsvllle lined the route for First 

83 to proceed through the interlocking immediately after the 
engine of that train passed slgna] 10. The train vras moving 
over the croseing at a speed of about 15 miles per hour when 
the 108th car was struck by Extra 9471 East. 
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As Extra 9471 East was approach ins: Uhrichsvllle the engine-
men we; P maintaining a lookout ahead from thplr positions in 
the control compartment at the front of the first Diesel-
electrjc unit, the front "brakeman was to the rear of the 
control co npartment, and the conductor and the flagman were 
in the caooose. Trie brakes of this train, ell of which were 
AB-tyoe, nad been tested at Columbus, Ohio, 99.1 miles weet 
of Ujirlclisville, and had functioned properly when used on 
route. Sirnal 948 indicated Approach, and tha enginemen called 
the indication. When the front of the train passed tho 
signal, the indication of the cab signal changed to Approach. 
The engineer Gsid that the speed of the train was about 40 
miles per hour, but, because" the train was moving on an 
ascending grade, he did not conRider it necessary to take 
action to reduce the spaed immediately. When the front of 
the train was about 2,700 feat west ot signal 31, the 
enpine-cr initiated a service application of the brakes* A 
short time later he bc*oaiue avrars that a service application 
would not stop the troin short of signal 31, and he then, 
placed the brake valve In emergency position. He thought 
that the speed of the train at that time was about 30 miles 
per hour. The fireman said he did not notlc° the location 
of the train when the first brake application was made. He 
first became aware tnat the ppeed of the train was not being 
properly controlled and called a warning to the engineer 
about the same time that the engineer initiated the emergency 
application of the brakes. Because of curvature of the track 
and vegetation along the south side of th^ track, the view 
of clonal 51 from the cab of an east-bound engine is restricted 
to a distance of about 950 fe^t. The enginemen said that 
the indication of the cab signal changed from Approach to 
Restricting when the engine was about 1,200 feet west of 
signal 31, and that signal 31 indicated Stop when it first 
became visible to them' 

The rules of thr P.R.R. reoulre that when a train passes 
a signal which indicates Approach the speed of the train raust 
be reduced at once to not exceeding 30 miles per hour and be so 
controlled that the train can be stopped short of the roxt 
signal. Th* enginemen of Extra ?471 East understood th^se 
requirements, but action was not takon in tirâ  to reduce tho 
spe^d of the trrin no that it could be stopped short of tne 
next signal. 
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Ggus e 
It 13 found that this accident was caused by failure 

to operate the F.R.R. train in accordance with 8ip*nal 
Indications. 

Dated at Washington, D. C., this twentieth 
day of November, 1950. 
By the Commission, Commissioner Patterson. 

(SEAL) W, P. BARTEL, 
Secretary, 


