Inv—-2448

I

T
L

RSTATE COMMERCE COMIIGSION

WASHINGTOM

REPORT OF THE DIRECTCR

BUREAU OF SAFETY

——

ACCIDENT ON THE

PEINOSYLVANIA RAILROAD

IRVINETON, PA.

SEPTELRZER 3, 1940




Railroad:

Date:

Location:

Kind of accident:
Train involved:
Train number:
Engine number:
Congist:

Speed:

Operation:

Trock:

Tine:
Veather:
Casuslties:

Cause?

SUMMA RY

Inv—-2446

P misylivinia
September 2, 1940
Irvineton, Pa.
Derailment

Freight

mxtra 4469 West
4469

66 cars and caboose
25-30 me Ds he

Timetable, train orders
and menuagl block system

Single; tangent; 0.51 percent

y
accending grade westward

0117 e M

lear and dark

2 killed; 1 injured

Failure to observe that movement

wz s being made on a siding in-
stead of the maln trackes




Inv-2446

October 15, 184

To fthe Conmission!

Cn Septewber 9, 1840, theie was a derailrnent of a freight
trauin on the Pennsylvanie Railrozd at Irvineton, Pas., which re-
sulbed in the death of two employees and the injury of one
EMployeacs

Locavion and lMetihod of Operation

Thig mccldent occurred on that pzrt of the Renovo Division
whichh extends bectweon Shintown cnd Eric, P9-, & Cigtance of
19L.3 miless In the immedizte vicinity of the point of accident
this i1s a single-track line over which trains are opcrated by
timetoble, train orders and a wernual block gysteme DBetween
Warren, 5.6 mileg enst of Irviaio<on, and Irvineton this 18 a
aoubl ¢ -uruck 1in VA Tover is lo '”ued on ths north side of the
main trcciie ~nd L4l feet emcst of thne ond of the double track. AL
the end of the coubie track tucre is o facing—-point cross-—over,
vhich 1s controllced from VA Tower and connects the coastward and
tae westvard wnin trackse A conncciolng track 1,583 feet in
10“Lt cy+@nﬂs V“S /xra from the end of the double-trsck iine
snd prreliels the sinele-tiack line on tne northe. The west end
of Enr conn€c+1ng th@K joing the east end of a siding 4,700
cet in length, known cs VA siding, which parallcls the single-
cck line on the north. A s=cond cross-over, wvhich 1s faclng-
nt for westward movenents on the main tracx, is located at the
G
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ca nd of the giding and connects tne main traok and the con-
1ng, tracke The accident Occurred on the siding at a derail
lo ed 204 feet east of the west giding—uwitche As the point
of leLd@nt 1g ppprosched from she enst thore is & 3° curve to
the right 1,841 feet in l:angth, vhich i1g followed by a tangent
5,733 feet in length to tne point of uCCldﬁnt- The grade for
wegt-bound trains 13, succescively, N.22 percent ascenaing a
distance of 903 feet, 0«53 perc.ont agcwnding 1,704 feect, 0.17
percent ascending 898 feet, and 0.51 percent asccecnding 44 feet
to the point of accident ond some distancs beyonde

cC
C

The interlocking gignale involved and governling movements on
the vestward main track arc a dlstant signal and home signal 235
lotrted, respecsively, 4,058 foct and 851 feet cast of the end of
doudle track and home signal 13 locased at the end of double
tracike These signals are of the Z-arm, upper quactrant, semaphore
tyres The asgpects and corresponding indications and nemes are as
follows:
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. Siznals Aspect Indication liane
25 Red Procccd at not exceeding Caution~slow-
Sail OVET=— 1o miles per hour with cau= speed-Sisnal
1o yellow tion prepsred 0 stop short

of train or obstrucitione

20 Yellow- A train exce=ding one-half Approach-
over— 10U Larl i avthorized S1zgnal
red gbced here must at once re-

duce to not exceeding tha
specds  Approcch next signsl
prepared TO STOP.

23 Yellow- Approach next signal at not Approach—
and over- exceeding one-half the speed Restricting-
Distant oreen guthorizea for pagsenger Signal
fraine 2t next ecignal, but
not excecding 30 milcg per
hour.
15 Red- Proceeds Within intverlock- Clear—
OVvel™ in; limits, a train must not Restricting-
grecn exceed one-half the cspeed Sigral

authioorizcd for passenger
trains, but not exceeding 30
miles pcr hour.

23 Red- L0 Stop-5Signal
and OVeI~—
13 red
Distent Yelloy- A Grein exceeding one-half Caution-
ovar- ite mgximum svthorized speed Signal
yellow Lere must at once reduce to

not exceccinz that speeds
¥ % % Approsch next sicnal
preparcu v0 SU0_.e

The estward nanual block signal, signal 12, is locatved between

. thie wain track and the connecting truck at a point 362 feet west
of gsignal 15« It is a l-arm, 3-position, upper guadrant, sema-—
phore signsl; 1% has a4 double marker snd is mechanically operated
fron VA Towere The auspecos and 1lndications displayed by this
sizn~l are as follows:
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Aspect Indication MName

Fed=- Stop Stop-Signal .
GV ET

two horizontal

reds

Yellov- For passenger trains stop Permissive-
over- and report in accordance Block-Signal
two norizontal with Rule 562 or 4862.

reds For other trains proceed

with caution prepared to
stop shors of frain or
ocbgtruction.

Grecn— Procegd-llnnual or con- Clear-Block-
OVE&Ir- trolled menval Dlock Signal

two horizontal clear

rsds

¥Vhen the route 1s lined for moevowent £~om the westward main track
to The single~track line and si.nal 12 is displaying a pProceed
indication, signasl 13 displays o clear-restricting indication.
When the route is 1ined for movcnent from the westward main track
to tnie connecting track, signal 13 displays a cautlion-gslow-speed
indication which is an all-route indication.

The dorail involved is of the Freeland throiv—-type; 1t 1s
mounted on the north rail of the siding and 1s pige connected to
Te azlin track sviteh at the west end of the sidinge It 1s
cquipped with an electrically lighted lamp which diaspleys a purple
aspect for on appromcning train whea the derail is set in derall-
ing positiones The lamp is located 4 Teet £ inches from the gage
f1de of the north rail; the center of its lens, whaci is 5 incnes
in diometer, 1s 16 inches zbove the top of the raile

Trangportation Rules of the Operating Department are as
follows:

S0a. Trains using a siaing rust proceed with caution,
expecting to find i1t occupied by other trains, and on

& siding used Ly traing in both directions, must run ‘
expecting to mect oppocing trainse

23. (8ingle Track.) * % * Extra trains must move
within yard limits prepared to stop unless the main

track 1s seen or known to e clear.
%9 %


http://dera.il
http://ra.il

- 7 - Inv-2446

A, %o %

When e train enters 2 siding 2t & block stetion,
cle ring o block at & switch oporated by the signal-
nan, the conductor or engineman is not required to
repolt cleares

Special inctructions of the current timetable are as
follows:

L]
Extra tralne within single track yard limits —--
12 miles per hours.

D2508s Clearance card, Fomm K, authorizing e train

0 pass one or more unattended block stations without
stopping, is annulled when ftrain clears tlhie main track
end reports clec~r of L1ocke.

Sraie and Troin Alr Signal Instructions provided as
rollowsgs:

10-b. At point where motive power or cngine crew oOr
traln crew is chonged, tests of the train brekz systen
mugt be made as followg:

After the bralie eystem on a freight train is
chazrged to not less than 5 1lbse Delow the standard
pressure for that train, * % %, g fifteen pound gervice
reduction must he made upon proper reqa UPSU or glbnal,
braze pipe learzuge noted ag indicated by the brake
PLPEe pau, e (Whlun ast rob evoe2d 7 1bge Por minu Ue),
after vhich The reduction must be increzsed to 20 1lbse
Then an e:.uinqblon of the trein brares mast be made
to decicrmine 1l bralies are appli..ed in service 2pplica-
tion on e;oh care When this ex . minatilon nas been com—
Pleted, p*v>er release signal must De given cnd each
breke exaln 1c§ to sec that it releascs properlye

+*

The west yard-limit board is located 1,262 feet eact of the
point of accident. Tne rear portion of the train was within yard
1imits vhen the acclident occurred.

The maximum authorized speed for the Ttrain involved was 12
miles Per hour within single-trzck yard limitse

It was darlk and the weather ves clear at the time c¢f the
accident, which occurred ghout 5:17 a. M.
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Degcription

ntra 4469, Symbol W-5, a west-bound freight train, with

Conduc gor uray and Engineman Johnson in charge, consisted of .

en 1ane 4169, 54 loaded and 12 empty cars, and a caboose. This
train departed from Kene, 3446 miles east of Irvineton, at 3:45
As e, accoHrding to the train sheet, passed DW block station,
0«4 iniles east of Irvineton, at 4133 a. m., passed VA Tower at
9115 2. me, and, while moving at a spced estimated at £5 to 30
miles per aour, was deralled gt the derall at the west end of
VA siding.

The engine was dcrailed and stopped on its right side at a
polnt 153 fect west of the deraill and practically parallel to
the main track. The encine truck and cal were broken; the steam
Plpes at the steam turrect on 5up ol e firebox roof sheet were
baaly damsged; the rignt back washout cap was disconnected. The
fendcr frame reusined coupled to the engine and stopped on its
richc gide with the rear end on the sidinge. The cistern was torn
loose from the frome and stopped on its right side parallel to
tne framee The Tirst two cars were crushed against the tender
cistern and were badly damaged. The next five cars were derailed,
stopped at various angles and fouled the maln track and the sid-—

lugn

The employees killed were the engineman and the front brake-
man, and the employee 1injured was the fireman.

Summary of Evidence

Fireman Ulrich, of Extra 4459, stated that the air brakes
wele Tegbed pefore uae train left Eene and they functioned proper—
1y en routcs The oir brakes on the cars added to the trein at
Warren were testeds When his traln was approaching Irvineton the
distant signal was dilsplaying a caution indication. He was

rtloncd in the richt gangway prepsring to catcn train orders at
VA Tover and did not observe the indication displayed by sigral
2o Thc headlight waos dimmeds The specé of his trein was 7 or
8 uilcs per hour when his engine passed signal 135, which was dis-
Pleving a caution-slov-speed indication. Signal 12 was alsplay-—
in, & proceed inuication which he called to the engineman who
replica affirmetively. The Tireman, after handling the traln
ordcrs to the en>1neman, was adjusting the stoker Jjet velves when
the engineman opened the thretsle while reading the train ordersg
The fireman did not observe twt his wraln passed to the right o
signal 1%« The ftrein had attained a speed of 25 to 30 niles per
houvr when at a sghort distance he cbserved the purple aspect of
tiie dergil light. He imnediately called & warning to the engine-
Tan tut the derailment occurred so soon afterward that he dld not
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gnow wvhether the engincman ned time to take action to shop the
trains The tfireman swid that there was no difference in the
menner in which the engine rode and he was uncuare that his train
we.e not moving on the main ftrack until te sav the derall lights
It was dark end slightly foggy abt the time the zaccidoat occirreds
He had made only three round trips over this district and was ncet
Temiliar with either thie phycical charecisriuctics of tie line or
the signal installation in the vicinity of VA Tower. Hc said tha-
if block siznal 12 had been displaying a swop indication he would
nave called to hisg englnenun to stop the train. At that time he
was not awarc that it was neccesgsary to cross over to center the
maln trocke He said the englineman was normal aad had sounded the
whistle Just prior to the time of the pccidente The Tront orake-
man wae in the booth on top of the tznder.

Conductor Gray, of Extra 4489, stated that a road test of
the air brakes was made at Kane uut an exetination of ocach brake
was not made to determine vncther it applicd and relcaseds When
his trein was approaching Irvinriton he wag cnga 'ed in clerical
dutics 1n the caboocze; his Tlagnan reccivad trail. o..orw from the
operator at VA Tover, uvhich point higs train pascced at a cpeed of
about 15 miles per nour. The flagoan ven the orders to him and
821d that a proceed manval-block irdication vags displayedes The
conduc tor gstated that in ddllthP to blr troein orwers and a
message he received a clearance message on overdue trains and a
Clua ence Card, Form K, auUHOL*Hln hie tronin to pasg the next

two unattended hlock statiors in advance zs though a proceesd
Indicetion wag displayeds He 41d nct realize the®t his traln vas
on the siding until after the accident occurrede he thought the
spced of hiq truin at the time of the accident was avout 30 miles
ver hours It was darl: and the reather was clears. He sald the
¢iding was as well maintalied ag the rmin treocke

'legmsn Holland, of Extra 4462, stated that ki rein was
nearly stopped at VA Towsr when the engineaan abhnCWlAuceQ the
train order signaly then the spoed was gradvally incret s€de  He
caught the orders and ilmrediately afbe“ +1 e cakboose passed tThe
tower he obgerved signal 12 displaying a2 proceed indicution. He
went inside the caboose and 10ld the Poﬁdu\uOP they nhad received
e proceed indicetione He read the orders to the conducior, and
had st finlched reading them wren ths qcc1dent cccurreds He

aid Lnat when he sow Lhe nrocecd indication he got the 1mpres—
sion his train was routed %0 the iasin acx and he oid not real-
lze the train was on the siding until ter the accident cccurreds

© cf
L—h P

Operator Bloom, on duty at VA Tover, ctated thas the train
apatcher informed hiim thet Extra 1469 would huve cors 1o get
off on the back track and since entrance to tihz '~ . 1~ -ck is

made from the siding he lined the route for Extra 4409 to cnter
the siding. He gaild that sional 20 was displaying an approach



1ndication, signal 13 a caution-glov~speed indication, and the
manual-block sighal a stop indicatlion. He said that in addition
to train orders and o message he dellivered a clearance message
and a Clearance Card, Form K, to Extra 4469 authorizing 1t to
Pass the next two unattended block stations as though a proceed .
indication was displeyeds He sald that he was not confused and
he knew that Extra 1368 wass in the block behina Exurs, 4469.

The switch had been lined to the main track and he reversed it

to line the route for Extra 44389 to enter the sidinge He said
he had not opersted block signal 12 gince he came on duty at
11:45 p. 1me He knew of 1no rule that prohibited him from deliver-—
ing a Clearance Card, Form K, regarding the condition of un-
attended blocks in advance, to a train entering the siding. He
intended, when the crew asked for the block at the vest end of
the siding, to instruct them orslliy that the clearance card they
held was valide He thought this procedure would be in accordance
with time-table special instruction D2308. He did not put any
information on the block sheet in regard to the block authority
issued by the clearance card av it as not custonary to do so
when a train was given Dblock suthority tnrough to the next open
offices The last movement on the singlc track prior to the time
of the accident was an ezst~-bound train at 12:01 ae me This
train had moved frouw the single track to the coal~ L 1colin tracke
He did not know how or when the switch had besn changed, but wvas
positive it was lined for movement from the westuard main track
to the single track when he started to line the routc for Extra
4469« He had not marked the information on his block sheet but
wa.s positive the dispatcher had told him that Extra 4439, not
Extra 1368, had cars to set offe. He said he had vorked at VA
Tower spproximately 3 weeks and wasg familiar vith the interlockilng
at that point.

Train Dispatcher James stated that the crew of Extra 1368
had instructions to set off their train of 39 cars ot Irvineton.
He informed the operator at VA Tovwer that Extra 1368 would gset
their train off on the back track at Irvineton. He did not know
what €ime this information was ziven to the operator but thought
1t was given immediately after the instructions were sent to
Extra 1368 at 12:59 a. me He vas positive ic had not said that
Extra 4469 had cars to set off at Irvineton.

Signal Inspector lcSparrin stated that he arrived at VA
Tower at 9:40 a. me and made an inspection of the interlocking
shortly aftcrwards. The signals for each route lined functioned '
as intended. '
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Dizcuassion
According to the eviderce, houe giprel 1%, loc.ted 041 feet
west of VA Tower, dicplayed caution-glow-gpeed, wnich regulred
the train to reduce g¢pesd to not excecding 15 mLIVU rer hour and
to proceced prepared to stop short ol troin or okastruction. The
frain was movinz ot a 3poed of 7 or 8 mhiics Do nour vhen 1t
passed this signal. Lpogrsntly no rnieaber of the Troin crew
observed that irsgead of the route heing ilined for vhe train to
move t1roug1 the crogsover fron the vestuerd nain treck to the

single track, the route was lirned fur the train to proceed into
the connecting track 2nd ibence in%to the cidinge Bpeed was in-
creased to 20 or 30 milegs par Lhour -Len L“o firereon observed a
short dictance ahend Tt the derall at the wxcot end ¢f The
siding was set againet the treing this OLuLPV&GiOn ve.s made too
late to stop the train shiort of the deraile

The filroman

at

Lhe crew

ags tThe o© - 2r OF
the front ende He sad le was LOt :1zrv tr=t Lac Trein vias on
the sidirg until he gar e sicn=l indicniing ke pusition of
the derail and that e lwd not worwned in tria territory sulfi-
clertly to pecome far.itisr m*L‘ the arrangennnt of tracke and
signalss  Tae coaductor rrd ihe tl”_re vere oot wware that thelir
trein wos on the ~a2din: until after the wcciaent becu rﬁed- The
fireman and the f*o&wwn vere poslslive tiet thae nimausle- lOGk
signal displayed proceed; ths cierotor uos posiiive thet 1T dis—
played stope The troin involved -as not resutred o stop at
Irvineton but the op:rator understood Ehaﬁ 2% vould set off itgs
cars on the huck trock, wicich ig conrecete to tue siding, and
herefore he routad thz troin to the coune othg tr..ck and thence
to the siding; houwever, The dispetoher said he told the operator
That Extra 1068, a following train, would set off 1ts carcs on the
back track at Irvineton. The operetor dzlivered to the crew
Clearancc, Form X, whichh suthorized the Srein 10 pfsg the first

two vnatiended tlock sitations oo thougn procecd sionals were dlg-—
Playeds Under the rulcs, a Cleorance, Turm K vhich is in the

d 2 H
POssesgsion of the ciew ol = tf“ln vhea 1% entore a s1ding 1s
annulled; therefore, the frct that thins crew reczived a Clearance,

have ledl ti
nain TracCli.

Form X, might
routed on the
that when the
siding for block authority he
delivered by him wes valid;
conTrary to the rulec.

m
Lale

crew called on the

I

wen 5o beligve tire v their trein was belng
obsrator Celivired this Zorm so
telepnone at the wesT end of the
wvould tell them trat the Form K

aid nos think thils procedure was
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Since the indication at home signal 13 was coution-slow-
speedy vhich was an all-route indicztion, 1t should have
warned the crew that posgssibly thelr train was cntering the con-—’
necting tracke In addition, the crev covld hLeve scen chat ther
was a Srack to the left of the Strock occupled by their train and
that the manual-block sgignal vas to the left of their train.

Hore than half of the trasin wegs in yard linits when the
accident occurrede The rules required that the trein be oper—
ated at a speed not in excess of 12 mileg per hour in yerd
limits; since the crew thought thplr tirain wes on the main track,
the speed snould have been contr led in accorcdancce with the
vard-linit rule. If the gpzed poa besn so controlled, 1t is
possiblc that the signal at the west ond of the siding vould
heve been scen in time To avert the accidents

The investigation disclosed that the air braxes of the
trein involved were not tested ot Kane, 34.5 miles east of Irvine-
ton and the point vhere crews were caanged, in accordance with
the rulcs of the carrier; howvever, 1t Coes not evpear that the
foilure to rniake proper oreke test had any bearing on the acclildent
as the derallment occurred before any brake action could take
Piacee

Conclusion

-

This accldent was caused by *fllure to obscrve tnat the
movement was being made on & siding instead ol the main tracke

Regpectfully submitted,
Se No LILLS,

Direcctore



