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July 22, 1240

Millvale, Pa.
Side conllision

Freight Freight

Exxtra 3642

Txtra 4274

3542 v 4274

Caboose : 62 loadel cars and
caboose

2 mopoho ¢ 18-25 mopoho

Automatic block system for nnvements
with current of traffic; train orders
end manual block systen for movements
cgainst current of tralfic.

Double; 1° lcft curve; level

Clear

4217 SeMe

1 killed and 1 injured

Train obstructing main track without
authority and withous protections
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September 12, 1940

To the Cormission:

On July 22, 1940, there wes a cidc collision hetween
two frelght trains or the Pcnnsylvania Raillroad near IMillvale,
Pae., which resulted in thc deach of one employec and the injury
of one employece

Location and llethcd of Oneration

Thiec accident occurred on that part of the Conemaugh
Division which extends bet—een Federsl Street, Pittsburgh, and
Conpitt Jcte, Pa., A digsarce of 72.2 nil-e. In tne vicinity
of the point of accident tris is a double-~tracit line over which
trains moving with the currenc of Svaffic ~re operated by an
automatic blorck system, the indications or which supcrsede the
superiority of traing; truins iwoving against the current of
traffic are operated by trein orders and ~ manual block system.
Tne accident occurred at a point 2,285 feet east of Millvale
station or 9,433 fecect east of CQ block station. At CQ Dplock
station & siding 9,880 feet long lics between the malin tracks;
the west switch of this siding is located £25 rceet west of CQ
block station. At the eust end cof the siding a facing-point
turnout, 310 feet long, for west-bound trains =xtendg from the
westward main track to the siding, and a treiling-noint turn-
out 436 feet long, for east-bound trains extends from the
eastward mein track to the sidinge These turnouts are con-
nected by a svitecn known s the insice swiitche The normal
position for the inside switeh ie for movenens from the
siding to the eastward main track. Tne collision occurred
at a point about 5 feet cast of the fouling point of the
eastward main track and the turnout to the eastward main
track or Z07 feet west of the main-treck switch of this turn-
outa The switch at the cast cnl of the turnout to the eastward
main track is of the hand-throw tyne and is provided with a
switch-stand eauipped witli a non-cgweating lamp. The lens of
the lamp is 4-1/2 inches in dismeter and -s 11 inches above
the tles and 4 feet nocrth of tThce north rail, Night aspects
are green when the switeh is lined for main-track movemen?t
and red when lined ror the sidinge

Ag the point of accident is approached from the west
on the eastward track there are, in succession, a tangent €40
feet in length, a 2040' curve to the rizht 248 feet in length,
a tangent 1,043 feet in length, anl a 19 curve to the left which
extends 110 fcet to the point of accident and 202 fect beyonde
The grade for east-bound vrains 1is, ruccessively, lcvel 500
fest, 0.042 percent desccnding 500 recet, 0.078 percent ascending



!
=
1

[
4 6
Blg A
Route of Extra 36142\\ 3\%‘\ 2\.
AN :L\E yrCL‘I rr ‘x
IR
Switch from castward \\il \\ =1
track to siding — K T T . - T r
I I»Ta\xi
Svitch from westward —® 207 ft.,
track to s.ding , ' e - \Ak Point of
~ L36 T4 NI T = e 5 ft. Taccident
S 210 % LK’\J\ 110 pf = ¥ —Foulihg point
\ ! ) )1 \7//: , ~ o |
\< ¥ Lo T e, 35 1t
N \\L\/L/F’,"/ | \\__¥__ Trsul%ted joint
YT 169 ft.
~ -
/éf ;/T/ i T~ ¢ __Ins m!e switehn
od
Direction of Extra L4274 __ /ﬂ[)}“ ; / ‘
/ ‘ i
/
/// l,v OL} py l
B. & 0. overhead cr'ossl\Qg\ / / / e, |
\\ |
\ // /o
\ /
\ ; / ; l
/\\%“; ;
— / 7‘ R A 5,369 rt.
¢ Conpitt Jet., Pa. / i) \ v
70.6 mi. | / 29401 |
? CM Block s’.catlon i l 248 rt |
1,9 mi, . LP.C |
UY Block statiory |~l_1_j‘—‘ A"
(Etna Yard) ‘("|’|‘/T l l
3.6 . | lTj"il ' I
j( Point of accident _%l |H ey . |
O.h m. éb!,ao' fLO L '
o Millvale ! - ;‘ﬁ’rq = I |
l.LL m. Es-‘!"gu‘gi %{ l | :
¢ CQ Dlock station S |
1.3 m., | :{J(E'ﬂg . !
(P1ttsburgh) ' l—‘i LHC T_.l: o |
9 Federal Street, Pa. ! :f — !
| T |
Mrilvels | | !
Statron ||| | Sieral 750 -
|
| L,06L ft.
LoL
Inv-2L38 T r _ i
Pennsylveni~ R. R. Il _ G Block sestaion ¥ .
Mall vale, Pa. -

July 22, 1040



—Den Inv-2438

000 feet, 0.027 percent ascending 300 feet, 0,085 percent
descending 400 feet, 0,10 perceunt descending 1,000 feet, and
level 1,135 feet to the point of accident., At a point about
830 Teet west of the point of accident the eastward main track
emerges from under 2 trestle or ine Raltirmore % Ohio Railroad,
which 1s 26 feet above the easTtward maln track.

Automatic signal 760, governing movements on the east-
ward track, 1s located 5,389 feet wcsot of the point of the ac-
cident, An 1nsulated track joint 1s located on tne turnout
to the eastward main tracxk at o poin* 247 feet west of the
eastward nain-track switche The colligion occurred at o point
approximately 40 fect east of the insulated jointe

Rules 99, 103, 104, 105 and 152 of the Book of Rules
and time-tablec rule £lla read in whole or in part az follows:

00, 4 % %

Wnen a train is moving under circumstances
in which 1t may be overtaken by another train,
the flagman must teke such action as may be
necessary to insure full protection. s #

¥ %
Condvctors and enginemcn arc responsible for
the protection of thelr traince

When trains are firedquently pushed, a back-up
hose eduipped with bralre valve and alarm whistle
must be used. ¥* * 9%

104, Conductors and flagmen are resvonglcle for
the pogltion of switches used by them and their
frainmen, % % %

105, Both th
responsible
observance o

e conductor and the enginenan are
or the safety of the train and the
f the rules, * % &



152+ Wnen a trein crosses over to, or obstructs,
another track, unless otiicrvise provided 1t must
first be protected as praescribed by Rule 99. .

LI I

51lla, * # % ywhen moving from siding to main track,
switch must be opened baefore main tracx is fouled.

The maximum authorized speed on theo main tracks is 45
miles per hour.

It vas aark and thec weather vas clear aft the time of
accldent, vhich occurred cbout 4:17 a.m.

Deseription

Extra 3642, with Conductor ilulhearn, Conductor-pilot
Lyne, and Enginenan Feoples in charge, consistea of engine 3642
and a caboos2. Thic train arrived at the east end of CQ siding
as a west-bound train, entered the siding and was reported clear
to the operator at UY block station, 4 miles cact of llillvale,
at 4:16 a.m., according to the block recordse. A Mack-ap move-
ment through the turnout to the eastward main track was started,
and, wiile moving at a speed cstimated to have been 2 mlles
per hour, this train collided with Extra 4274 East.

Extra 4274, an east-bound freight train, with Conductor
Jenkinson and Engineman Hendergon in charge, consisted of engine
4274, G2 cars and a caboose. Thig train passed CQ block station

t 4:11 a.m., according to the train sheet, and, while approach-
ing the east switch of CQ siding at s speed estimated to have
been from 18 to 25 miles per hour, collided with Extra 364%2.

Engine 3542 stopped on its right side on the westward
main track and parallel to it The tender remalned coupled
to the engine and stopped practically upright on thc turnout
and the eastward main track. The caboose was deralled but
remained upright. Engine 4274 stopped on its right side on
the north side of the eastward track and leancd at an angle .
of about 30 degrecese The tender rcmaincd upright but the
front end rested on eagine 4274 2nd the rear end on engine
3642, The first six cars of Extra 4274 stopped at right angles
to the track; the seventh car was derailled and stopped at an
angle of about 15 degrees to the track. The first seven cars
were badly damaged. The first truck of the eighth car was de-
railed, The forty—third car was jack-knifed and it fouled the
siding. '



ey Inv-2438

The employee killed was the fireman of Extra 3642 and
the employee injured was the flreman of Extra 4274,

Summary of Evidence

Engineman Peoples, of Extra 3642, stated that an air-
brake test was made at Pitcairn, located about 15 miles sast
of the point of the accident, and the trakes functioned proper-
ly en route. After receilving a conductor-nilot at CM block
station, located 5.5 miles east of the point of aooident, the
rear part of the train was left ot Etna, 3.6 miles east of the
point of accident, and the firgt four cars wercs takea to CQ
block statlon, The enginc returned 1ight vo Ktne and shoved
the remainder of the cars Into the yerd, and then the engine
with only the caboose prJ" eded weshtward on the vestward main
track and entered tho eaat end of CQ sidinge. From this point
his train was required to return to Pltcaline. As soon as the
rear end of the caboose wos cleal’ of the inside switch the
brakeman lined the ingide switch for the train to move to the
eastward main track arnd gave tho engineman a back-up signals.
When the train started to move tbhrough the turnout he asxzed
the fireman 1f all wes cleoar; the fireman replicd that an east-
bound troin was approaching rapidly, whereupon e started to
cross to the fireman'c side of the cab to ascervein if the
east-bound trdjn wac on runner track Noe. 101, which paralleled
the eastward main track on the south, or on the eastward main
track, but the collision occurred berfore he reachcd the left
side of the cab. He thought that the accident occurred between
4:15 and 4:17 e,m. The weather was clear and visibility good.
He assumed that necescary arrangemen®ts to use the eastwand main
track had been made hefore he received the bacli-up slgnal;
however, he knew that thc movensnt wus not beilag prodecdqd by
flag. He did not see the position of the east siding-switche

Conductor-~pilot Lyne, ol Extra 3642, stated that he acted
in the capacisy of pilot irom Clf bluck station to the point of
accident, Alter ingtructing thre forgman to nolcd tite train on
the elding untll permission wan obt~’ned for tue enstweord
movenent the conductor-pilot alightea at the telephone dooth,
located ~bcut 2 car lengths east of the -vestward mailn-track
switch oi the turnout, as the train ras cntering CQ sidinge.

He was in conwersau*on witl the opzrrtor ot UY Dlocl: stasion

wnen he saw an east-vount train apo —oaching at a sreed ¢ about
20 miles per novr; ais om trazn wis roving slovly eogtward
through tlie turnout, altiiough the sviten lamp at the east siding-
switch displayed a green cspects He gave stop signals to both
trains but the trains collided almost 1mmediately afuerward.

He thought the accident occurred about 4:17 a.u.
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Conductor Mulhearn, nf Extra 3642, stated that because
he was not qualified as « conductor on the Conemauch Divieion
he was furnished a condnuctor~pilot from CW block station to CQ
block statione. The conductor-pilot instructeda all members of
his crew relative to the movenents to be made, which included
instructions to walt in CQ siding until permission to move
eastward was obttained. He stated that he insftructed the flag-
man to protect the eastward movement through the turnout. When
his train was making the back-up movement from the siding toward
the eastward track, the conductor wes making up reports inside
the caboose. Hearing someone shout, he ran to the rear of the
caboose and observed that the east siding-switch displayed a
green aspect, He opencd the conductor's emergency velve and
his train stopped within about 20 Tfeet; the accident occurred
while his hand remained on the valve. He thought his trailn
had remained in the siding about 1-1/2 minutes and that the
accldent occurred at 4:16 or 4:17 a.m,

Front Brakeman Sponsler, of Extra 3642, stated that he
closed the main-track switclh when Lis train entered CQ siding,
He then walked toward the telephone booth amnd o moment later
saw the caboose, with the flagman on the rear, and engine 3642
bocking through the turnout toward the eastward maln-track
switche At the same time he saw an eact-bound train approach-
ing rapidly; he ran toward that train snd gave stop signals,
but the accident occurired a moment latere. He tnought that
Extra 4274 vas moving at a speed of about 20 cr 25 miles per
hour.

Flagman Zorn, of Extra 3642, stated that as his train
was entering CQ siding the conductor-pilot alighted from the
caboose, the front brakeman wac sSandiing at the narn-track
switch of the turnout to the westwarl nain track, the conductor
was inside the caboosc, and he aimself was on tnz rear platlform
of the caboose. The conductor-pilot had %old hinm that it would
be necessary to throw one switch; therefore, immediately after
his train cntercd CQ siding he turevw ihe 1nside suitch to normal
position and gave the englneman a back-up slignal without re-
celving any signal or instruction to o co. Fe knew thiot 13T
was necegsary to procure nermission Inr his train 1o enver
the eastward main track and to protect suclh movinent as pre-
scribed by rule 99; however, he stated that the conductor-nilot
had not told him to 1nld nis train clear ol the castward maln
track, and cince Le covld see a red switch-light he thought
there was no danger in making thea movement, He did not sound
a whistle signal from the rear of the caboose as his train
backed slowly thrcugh the surnout. Ms first intimation of
the impending accident was vhen his conductor came out of tie
caboose and opened the cmergency valves
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Engineman Herderson, of Extre 4274, stated that an air-
brake test was made at Conway, anproximately 26 miles west or
the point of accident. He hed not used the train brakes between
Conway and the voint of accident. Signal 750 digplayed a clear
indication. His train was moving at a speed of about 20 miles
per hour, and after 21is engine emerged from under the overiead
bridge far enough to throw off the smoke surrounding the eangine
he saw signel 733, approximately 1,200 fect east of the point
of accident, displaying a clear indication. He then observed
someone giving stop signalse. He applied the brakcs in emer-
gency, but the collision occurred almost immediately.

Fireman Lester, of Extra 4274, stated that signal 750
displayed a clear indication, wiaich e called to the enginenan.
after his engine emerged from under the overhead bridge he saw
a flash which appeared to be a stop signal and this was followed
immediately by on emergency apnlication of the air brakes,
which reduced tlie speed slightly before the collision occurred.

Front Brakeman Fullerton, of IZIxtra 4274, who was 1n the
brakcman's cab on the rear of the tender, stated that he Telt an
emergency brake application Just prior to the collisione. He
estimated the specd at the time of impact to have been about 20
miles per houre.

Corauctor Jenkinson, of Extra 4274, cctimated the speed
of his train approaching the point of accldent to have been
18 or 20 miles per nour. He felt no brake apnlication nrior
to thie collision,

The stalements of Brakeman Rachburn, of Extra 4274, and
Dispatcher Anderson brought out rothir~ additional of importance.

Block Operator McGrew, of UY block station, stated that
the conductor-pilot of EZxtra 36842 rcrorted thavt traln into clear
on CQ siding and clear of the westward nain trock at 4:16 aeM.,
and about 1 minute later he overheoard tile contuctor-rilot report
the collision to the train dispatchiers Operator llcCGrew ctated
that he did not give tnec crew of ZIxtra 364%Z nermissicn to occupy
the eastward main tracke.

Block Cperator !eCracken, of C3 block station, stated that
Extra 4274 Zost, vhich passed his station at 4:11 a.me at a
speed of about 15 niles per hour, received a clear auvtonmatic
signal indlcation. Fe d1d not have any conversation with any
membey oI the crew of Extra 5642 and he did not give permission
for that train to cccupy the eastward main track. The weatier
was clear and 1t wae dark at the time of the accident,
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Signal Maintainer Willard stated that a test of signal
750 was made about 10 a.me on the day of the accident and that
the signal functioned propcrly. He said that about 9/10 of a
second iec reduirecd for this cignal to function alter the track
circuit east of the insulabted joint is occupiled.

Observations of the Commissgion's Inspectors

The Comminssion's inspectors observed that the lights
of the three switches at the east end of CQ siding are plainly
visible frow the engineman's side of an engine headed west and
standing near the east endl of the sciding, These lights cannot
be secn from the fireman's side of the engine. An avpproaching
east-bound train is plainly vislible from the firemen's side of
an engine cianding near the cast end of the sidling a dictance
of 1,560 feot but the view from the cngineman's gide 1s entirely
obscured by the front snd of the engine and the overhend bridge;
these views do not changc as the engine moves from the siding
through the ecastward turnout. From che flreman's clde of an
approacning casit-bound engine the point of accidmt can be scen at
a dist.rce of 1,7.53 fcet; from the enginemantc firont cab-window
the point of accident 1s vigible at a distance of 1,037 feetb
and from the side window it ig visible at a distance of about
828 fecet.

Examination of ihe track and damaged eduioment at the
point of accident indicated that the collision occurred about
40 feet east of the insulated joint in the eastward turnout.
The lert cylinders of the engines overlepped about 1 foot at
the point of colklision,

Discusgsion

According to thne evidence, Extra 3642 West, consisting
of an engine and a caboosc, cleared the westward main track
at the cast end of CQ sidinge. The conductor-pilot alighted
at the telephone booth to report clcar and tou procure permission
to move eastward on the eastward mein track. Tne flagman, who
was on the rear platform of the caboose, hnd keecn instructed by
the conductor-piiot that the train wag to remain in clear until
permission was received to move castward. Imnediately after
the train arrived in the siding vhe flagman lined the inside
switcii for the turnout to the eastwerd main track, and gave the
engineman a back-up signal notwithstanding thet the eastward .
movement had not been nuthorized, flag protection was not pro-
vided, the whistle on the valve of thec back-up hose was not
sounded, and the main-track switch was not openecd,. When obeying
the back-up signal the engineman knew that tlie movement was un-—
protected by flag, and as his train moved through the turnout
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Conclusion

turnout

east of the insulated

This accident was caused by a train obstructing a mrmain
track wilithout autihority and without protection.
Recpectfully submltted,

8. N. LILLS,

Director,.



