INTERSTATE COMMERACE COMMISSION

WASEINGTON

REPCRT NC, 3358
THE BALTIMORE AND OHIO RAILSOAD COMPANY
IN RE ACCIDENT
NEAR CONNELLSVILLE, PA., ON

AUGUST 22, 1950




Data:

Railroad:
Location:

Kind of accldent:
Traing involved:
Train nunbers:
Engine numbers:
Congists:

Speeds:
Cperation:

Trackas:

Weather:

- 2 - Report No, 3382

SUMMARY

Auzust 28, 1980
Baltimore and Ohlo
Connellsville, Pa.

Fead-end collision

Passenger Mall and =2Xpress
21 : Extra 5087 East
5000 v £oav

6 cars : @ cars

28 m, p. h. : 17 a2, p. h,

Siznal indicetions; yard limits

Four; 2°20! curve; 0.19 percent
descending erade westward

217 p. m,
80 1njured

Train beinz operated against current
of trafflc witrout ovrotsction



TNTERSATATT COMIERCE COMMISHION

RETORT NO. 33&f

—
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THK VATTER OF MAKTHG ACCIDENT INVESTIGATICON REPORTS
UNDER THE ACCITENT REPONTC ACT CF MAY &, 1310,

THE sALTIMORE AND OHIC RAILROAD COWMRANY

Accideut noar Jounellsville, Pa., on August 268, 1950,
aaused by o tratn beling onerated agalnast the
surear of t~afile withont protection,

1
REPCAT QF ThaE COMMISESICN

PATTRARON, COnrmiagslonar:

Or. Angrust 26, 1980, thers wag a head-ond collisicen
Tetween o nas qhnser tﬂaiﬂ ond a mail and express train on
*he 301 tim~ve 2nd Chio Railrocad nesr ZJonnellsville, Po.,
vhich resu’ted in the injury of &8 rossengrrs, A rallwry-
w21l elevrka, 4 ainin-w-cor emplovees, 1 traln sttendant,
Coewnloyees not on duty sad 10 train-cervica employn.s,

3 . . S

Tnicr entority of seetion 17 (2) or the Intarestase Com-
nerey act the shove=entitlo d proceeding was relerred Ly the
Comalgnion to Jnmmpis-icnse» Pattorson for coneideratlon and
al tlon,
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Location of Accident and Method of Operation

This sccident occur~ed on that rart of the Pittsbureh
Division extending betwecen Councllsvillo -nd Pittshurgh, Pa,,
57.8 miles, In the vicinity of the point of accident this
1s a 4-track line, over which trains moving with the current
of traffic are orerated by sirnal indlcotions. At the time
of the accident, movemente nxainst thz current of trafflc
between Greene Junction and Broad Ford, located, respectively,
1.7 miley east and 2.4 miles 1v+8t of Connelisvilie, werc
authoriced by written instructions from trhe yvard master o
Connelleville., The main tracke from north to south are
designated &g No. 1, wastward; No, £, =astward; No, &, wectword;
and No, 4, eastward, A% Coniellsville a facing-polnt
crossover connects tiicks Nos. 1 and £, The cast crossover-
switeh 1s €47 feet west of the staticn, At Brosad Ford a
tralling-proint croscover conncets tracks Nos. 1 and 2, The
accident occurr.d within vard limits on treck No, 2, at a point
3,012 feet west of the stutinn at Conneileville. From the east
there are, in succession, a 8° curve to the Loft 182 feet in
length, a tongent 1,143 feet, and a 2°20' curve to the richt
1,138 feet to the point of accident and £7 fect westward, From
the west there are, in successlon, a tancent 1,114 fect in
length, ¢ £°24' curve to the left 534 fret, a 1°80' curve to
the left 1,045 feot, a 4°82' curve to the left €00 feet, and
the curve on vhich the sccildeut occvrred, The grade at the
polnt of nceldent is N.19 percent descending westward,

Seri-automatic signal 2L and sutomrtic sienol E 271-28,
governing cast-bound movemnents on track No. 2, are locnted,
respectively, 1.79 riics ond 4,286 feet west of the point of
accident. Signal 2L is of the color-position-~light type, aad
slgnal E 271-23 is of the onc-arm unper-nguadrant scmaphore type,
Aspects applicable to this investiration and the corregpondiag
Indicatlons and nemes ore as followsa:

Siznal Aspect Indicztion Nome
2L Two veliow Procecd, prepared to Approach.
lichts in steo 2t ncxt signal,
dinzonol 2nd be zoverned by
position indicrtion dlasplayed
to the by thot signz2l.
richt under ‘
whlte markcer Trein exceeding medlum
ligh spe=d must »t once

rzduce to that spced,
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E 271~ Horizontsal Stop, thon proceed Stop and
26 at restricted speed Procecd.
until entire train ‘

prsses next sifnal.

Sizn~l 2L is controlled by the¢ operator at Broad Ford, The
controliing circuits are so arranged that when the block of
sieral E 271-26 1s occupied and the lecver contrelling gignal
2L is in position for that signal to display an aspect to
proceed, signal 2L indicates Apnroach znd signal E 271-26
indicastes Stop and Procecd.

This carrier's operating rules read in part as follows:

93, * ¥ ¥

* o %

Within yard limits, when nscessary to make movements
against the current of traffic, engines or trains will
secure train order from the Traln Dispatcher, or written
instructions from other employe authorized by special

instructions, befores doing so, and will, while using sanme,
procecd with caution.

* %

DEFINITIONS.

Medlum Speed--One-half the normal spced, not to exceed
thirty (30) miles per hourv,

Restricted Speced--Procecd, preparcd to stop short of

train, obkstruction, or anythins that may requilre the
speed of a traln to be reduced.

Normal Speed--The maximum speed permitted by time-tables
for meln track movements,

Timetakle special instructions read in part as follows:

16. YARDS.

* % .




1
~1
!
]
[}
“n
4]

ollowing employercs ~r: authoriz-=d to isfu= wriltit-u
inatructiones to yard engines and tr-ins vh.n n-geszary to
maks movements agsinat the current of tr-frlc in yords in
ncanvdanes with Rule €3,
Grecne Junction and Ernad Ford=-All tracks—-_1.8
Veasgter——Conn~1lleville Swite™-os,
* %
The maxlaum sutheri-ed gpeed fovr pascanwer trainsg wma 0
mileg p-1r hour,

Degeriptlon of Aczidint

No, 21, a west-bound first-class poss:no:r train,
con:iet-d or i~ine HOOO0, cne mr1l err, one bawgra cor,
one combinntion baegmogc—coceh, two ceaches, and ane okhiair-
cafe-dining cox», 1In the order nrmed, All cors were or all-
ate 1 conctruction, At Jonns'lsville the crew recelved from

ths vard mrstsr vritten inctruetions to une track No. v from
the cro=sover wegt of the statlion at Connellavilie fto Froad

Ford, This train depart~d from Connellsville 3 h.lﬁ De Il
on tim and was divorted from track No, 1 to trorcg No, ' 4
the ssoxrr vest of tho etnti»n., While it w2 poving ou
tchh No. ? at a speed or L8 mlles per kour, 1t coliid:od vith
Exbre BO87 Eost ot a noint 3,012 fot west of the astation

ot Connelleville,

]
.
L

Extra 0CE7 Fast, on east-bound maill -~nd express train,
consictna of encine H087, ¢lx erprsoss cors, one mail carv, one
mAll and (anrées carn, and one coach, 1n th. order named, Tre
resr cus was of ”ll-gteel cnnastruction, and the othor caro were
of ﬂtecl—urierframe construetion., This train, moving on trock
No, &, nuassed siznal 2L, which indicrted Approach, poass:d broad
Forad, twe lag% open offiecr, 2t 110 p. 1, 2nd n*onned ¢t cienal
E 271-23, which indicated Step and Frocced, It immadiot-ly
procecd :d, and while mevin~T at a orniod of 17 miles per hovr 1%

collided with Ne. 21,

The engine truck of the cn~ine of No, 21 wrz deralied,
e front of the cneine wos badly dawsred, he firy®
tThres crrg were somewh~t deomac=d, and the fourth »nd the
sixth cnra vere conaiderakly dera~sd, Tie encinr of Extro
5057 East, the front whrels of the rear truck of the tendcr,
and tiiz front truck of the Tiret cnr were derailed, This
eauipmsnt stoppsd uprieht and in line witr the tracx, The
clstern of th: tender waas torn loose from th- frame, and thoe
first car stooped with 1ts front end on top of the 2ear ond
of the ‘ro-me of the tend-r, Tre tonder erd the front end of
the englne were bodly daxneed, The first eor was bedly
damaged, nd tre cecond, tEi ~d, fifth, scventh, and ninth
cars were somewhat damam.d,

angd t!
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The engineer, the fireman, the conductor, the baacare maq,
; Mn,

and the Tlagran of each train, and a traln attendant of !in, 2
were injured, .

The weather was clear at the time ol tke accident, wiich ‘
occurred at 3:17 p, m.

Discursion

The rules of this carrier provide that movements acainst
the current of traffic wit“' vard limits will be anthorired
by troin orders or by written instructlions from designated
employees, Timetabl e special Instructions deslronatcd the vard
master at Connellsville as the emplovee anthorized to
issue lnstructions for such movoments betfvern Greoene Junctiion
and Broad Ford,

On the day of the ascidcont, the yrrd mester at
Connelleville d<livered instructions to ths crew of No. Z1
which autihcrized the train to use track No. 2 from
Connellsville to Broasd Fnrd, The instructions contalned the
inYormation that the movement was b2lng protect.d by & rlu man,
It nad been the practice for a flagman to protect such
moverents at the polnt whor:2 opmosing traing were roeatricted,
The yard naster orally informed the condunctor *hat the trnin
would uae track No. £ bitween Broad Ford and Layton, 12,7 miles
wrst of Connelievilic, -nd that the crew.would receilve troin
ordcrs for this movement at Broad Ford. No, L1 depart-d
fram Connellsville on time and was divert: d from traick Ne, 1
to btrock No, 2 at the crossover weat of the station, As the
train w.s aoproaching the point where the dCuiﬂvnt occurr~d,
tlie gpe«d was #€ milcs per hour, The enginemen wore maintalnwng
a lookout chend from threir respectivs pos=itions on the encine,
and the members of the traln crew were in various lecations
throu,mnout the cors of the train, The brakes of the train had
been teated and had funcsioned properly when us~d en route,
Recnvse of curvature of the track, the encineer did nnt observe
the aperroach of Extra EO&7 Erst until th: front of thet train
wig apont EO0 reet distant, He lmmediat:ly initistaed an
emerzoency applicatisn of the brrkes, but the collision
occurr-d before the anecd of the train was redvced,

As Extra 7087 Taat was appronching Rroad Ford, thco
enzinemen were in thelr respocetive positions on thz en~ine,
and ths members of the train crew were in the r. ar cor, Th:
briakes of this treoin had been tested and rad functionead '
prop=rly when used en route, The crew had rcculv:=a 10 Lrair
order or in ruction which restricted tleir authority to
rrroceed on ck No, 2, Sienal 2L indicatcd Approoch s#nd
slichnal E 271 26 indlcat~d Stop and Procecd, After the train
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stopped at signal E 271-26, it immedintely proceeded. ATter
the engine enfered the curve on whicl the sce*dent ocourred,

the track chend was not visible from the rig cide of *he
engine cab, and the engineer irnstructed trhe fireman to wotch
for a flapman or o preceding train. The firczucn firet otaorved
No. 21 witen that train woas nbout 320 fect Al ut, Pn c.lied

o worning to the engineer, who immediatcly ini 7
EMeroency “DDlLC?uTOn of The brax-a, Ancordir

the speed recording device, the sneed of tho
per bour when the collisisn occurred.

The train dispatcher said that about 2:35 p, m, he
informed the operator at Brond Ford that No, 21 was to bf
oprrat~d on track Nn, 2 from Froad Ford to Laytecn, béoan:
o west-bound freieht train woer dleabled on track Nc 1
between thiose stations. The delay involved §n backinT vn,
21 from track Neo. 1 to track MNo. 2 at Brord Ford wnuld bg
avoided 1Ff the train wng opernted on tr:ck No, 2 Irom
Connellsvill~ to Broad Ford, =nd he instructed tha onsieilor
to nobtify the yord master at Conncllaville that theore wo -

o possibility that this movement wovld b made, A shorg
time later 1t bocame appar:nt that Extre 8087 Erst coudld
proteecd from Layton to Broad Ford on trocok We, 2 ond arrive
at Eroad Ford before No., 21 arrived, Ab-ut 2:£0 D. T. tie
dispatcher lnstructed the operator at Rroad Ford to ~rrongs
for No. 21 to cross over from track No., 1 to track No, 2 at
that point after Extra 5037 East had noss-d.

The first trick opcrator 2t Broad Ford caid that about
2:40 p. m, he informed tho vord master by telephone that No,
21 was to use track No, 2 between Broad Ford and Layton., EHo
alaso informed the vard mester that there wzﬂ a possipility
that the trein dispatcher would hold Extra b087 East at
Layton until No. 21 arrived. In that Lveat, No, 21 couvid use
track No, £ from Connellsville to Brord Ford and rvoid the
delay incurred ln crnssine from track No. 1 tn trrck Nn, 2
at srond Ford, Ee s01d the yord mreter informed him that
Extra £501-6141-6146 West would soon leave Connellsville
end 1f 1t was decided to oprrate No, 21 on track No, £ Tronm
Connellsville to Broad Ford the flaaman of thia crew woulrd
be nsed at Broad Tord to protect the movement, The operator
gnld that after the trein dispstcher instruected him to nrranze
for No, 21 to cross over from truck No., 1 to track No. 2 at
Broad ford he hnd no further conversotlon with the vard mastcr,
He said he assumed thnt since definite arrongements had not
been made to operate No, 21 from Connellsville on track No, 2,
the traln would be operated on track No, 1. When the sccond
trick operator revmorted for duty several minutes befors & p, nm.,
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the first trick operator explained to him that No, 21 was to

cross over from track No, 1 to track No., 2 at Broad Ford after
Extra 5087 East arrived at that station. Extra 5501-8141-06146

Weat arrived at Broad Ford at 3:03 p, m, Before Extra 5037 .
East passed Broad Ford the first trick operator mentloned to

the flagman that the yard master had consldered using him fo
protcct a movement azalnst the current of trafflc but the
arrancement had been cancelled.

The yard master sald the operator at Broad Ford called
him about 2:3f p, m, and informed him that No, 21 would
use track No, 2 from Broad Ford to Layton and that Extra 5087
East would be held at Layton until No, 21 arrived at that
point, After some dlscussion 1t was agreed that No. 21 would
use trock No, 1 from Connellsville to Broad Ford, because 1t
would be necessary to provide a flagman at Broad Ford 1f the
train used track No, 2, He said he was called by telephone
about 2:58 p, m,* by a person who did not identify himself,
tut the yard master sald he identified the volce as belng that
of the first trick operator at Broad Ford, He sald the
operator iunformed him that the train dispatcher desired that
No, 21 be operated on track No, 2 from Connellsville to Broad
Ford even though 1t was necessary to provide a flagman to
proteet the movement, The operator suggested that a member
of the crew of Extra 5501~6141-6146 Wcsgt be used as flagman,
The yard master instructed him to use the flagman of the crew
of that traln to protect the movement of No, 21, The yard
magter did not inguire whether Extra 5501-6141-6146 West had
arrlved at Broad Ford, bccause he ascumed that the operator
would not have suggested using a member of the crew unless
the train bhad arrive:d. He then prepared the written
instructions which later were dclivered to the crew of No, 21
and read them to the operator, and the operator acknowledged
his understanding of them, The yard master did not require
the operator to repeat these instructions and he did not issue
definlte instructlions to the flaeman,

As a result of misunderstanding among the employvees
handling the movemonts in question, No, 21 was permitted
to move agalinst the current of traffic without provision belng
made to hold Extra 5087 East at Broad Ford, After the accldent
occurred, the method of authorizing movements against the
current of traffic between Greene Junction and Broad Ford by
written lnstructions from the yard master at Connellsville
has been dlscontinusd, Such movements now are authorlzed .
only by traln order.



It is found that thnis acecild<nt was causzd by a traln
. boine operated against the current of traffic without
protoction,

D=ted &t Washington, D. C., this twenty-fifth
day of October, 1950,

Fy the Commigsion, Commigcioner Patterson.

( SEAL) W. P. BARTEL,

Secreteory.
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