INTERSTATE COMUMERCE COMMISSICN
WASHINGTON

INVESTIGATION NO. 2359
THE PENNSYLVANIA RAILROAD CCHPANY
REPORT I¥ RE ACCIDENT
AT SEWARD, PA., ON
FEBRUARY 17, 1942
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Railrcad:

Date:

Location:

Kind of accident:
Trains involved:

Train numbers:

Engine numbers:
Consist:
Speed:

Operation:

Track:

Weatner:
Time:
Casualties:

Cauge:

Recommendation:

Inv-2569

-2 -

SUMMARY

Pennsylvania ‘
February 17, 1942

Seward, Pa.

Head-end collision

Express ¢ Freight

Passenger Extra : Extra 69Z5 East
052 Weet

962 1 6935
11 coars, caboose : 41 cars, caboose
80-80C m. p. h. 28-35 m. p. n.

Mevements wita current of traffic
by automatic block and cab-signal
system; movementc arainst current
of traffic bty trein orders and

manual oplock <¢yetem

Six tracks: 2%znt curve;
practically level

Clear
2:05 p. m.
4 killed; S injured

Accident cauced by fallure to comply
witn provisicns of a nolding order,
and by permitting a train to enter
block cccuvrled by an orvosing train

Tnet the Pennsylvanla Relliroad Compan’
provide e adequate train order and
marnval block system or other suitable

prrotection for operation of trains
,galnst currcnt of traffic



INTERSTATE COMMERCE COMMISSION

INVESTIGATION NO. 2569

IN THE MATTER OF MAKING ACCIDENT INVESTIGATION REPORTS
UNDER THE ACCIDENT REPCRTS ACT OF MAY 6, 1910.

THE PENNSYLVANIA RATLROAD COMPANY

-~

———

May 12, 1942,

Accident at Seward, Pa., on February 17, 1942, caused by
failure to comply with the provisions of 2 nolding
order, and by permitting s train to enter a block
wnicn was occupied by an opposing train.

9
L

REPCRT ©F THE COMMISSION

PATTERSON, Commissioncr:

Cn February 17, 1942, there was a ncad-end collision
between sn express train and a freignt train on thne
Pennsylvania Reilroad =2t Sersrd, Pa., wnich resulted in
tne deatn of four emnloyees ~nd tne injury of one express
messenger and SYwo emrloyeeg. Tnis accident was 1nvecgtli-
gaied i conjunction vita a renrecentative of the Pennsylvania
Public Jtility Comnission.

1Under autnority of sceticn 17 (2) of tne Interstate Commerce
Act the rbove-entitled proceeding was referred by the Commis-
slon to Commissioner Pstterson for consideration and disposi-
tion.
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Location of Acecident and Metnod of Operation

Trnis occident oceurrcd o2 thst pert of tnc Pittsburzn
Divizion wnichn extende betweern ZC block stntion, ALLOOﬂu,
end Pittsburgh, Pa., a dilcetance of 112.9 milees. In the
imn.disTe vieinlty of the point of accident trnis is a
c-tr~ck line. Tracks 1 to 4, inclusive, are 1lald on a
nillsidec cut on tne south side of tne Conemaugn Rlver.
Tracks 5 ané 6 are 1lcld on thne north slde of the river.

On tracks 1 to 4, incluslve, tralns moving witz the cur-
rent of traffic are operated by an automatic block and
crb-slgnal syetem, the indicetions of wnich superseds
time-takble suneriority, and trains moving ag-inst the
current of traffic are operated by train orders and a
monual-block system. Between SQ and JD, loc-~ted, re-
spectively, 4.1 miles ecst 2nd 5.8 miles west of Sewsrd,
tie mailrn trucxa are numbnrea consecutively from soutn to
rortn. racks 1 ~nd 2 are eagtward freignt, track 3,
gogtwnrd pnssenger track 4, westword ps qsenver ﬁnd tracks
5 rnd ©, wesgtvard freigbt At 3Q, tracks 2 mnd 3 COnverge
and trackh 2 le the eastwerd pngdenger trock between 5Q ”nd
S5G, a dirtance of 3 miles. Thne acecldent occurred on track
5 at o polint 925 feet east of the stetionn ot Sewrrd. As
tne pcint of rccident is e“proacned from the cast tnere is
n targent 3,885 fcet in length, wnich is followed by a 2930
curva to the left 2,475 fecet to the point of nccident and
1,182 feet beyond. As the point of accident is epprorcned
Irom tnc west there is o tengent 2,045 feet in langth,
valcr ig followed by the curve on which the accldent oc-
curred. At the point of accidcnt toe grade is practicnlly
lewvel.

Interlockings are leceted at SG, 3Q end JD. Thne intsr-
lozring at 5Q 1is conurollcd by the signelmen ot 5G. Wertward
nomse signal 22L at $Q, wnich governs west-bound movements
on track 2 and dlvnrglnp weea b—bound movements on track &,
ie locoted at tae convergirg point of tracke 2 and 3. Tail
signel 1ig a 2-indicetion, position- llgnt dwerf signal. The
Indic-rtions displayed by this signal and tnelr correcpendil

ng
smec ora as follows:
Name Indication
Restricting Proceed at restricted speed

Stop Stop-signal
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‘nnl brldges 2832 and 2850 are locmted, respectively, 5,579
f,'t cast and 35,889 feet west of tne point of accident. The
©.T0"~tlc signels on trnese bv’ldg,u are of tTne position-lignht
72 +nd arc approach-lignted. ETastward nome signal 138L ot
2, 'wlcn. governs east-bound movements entering tne inter- '
ocxing on track 6, is locoted 1,850 feect west of the tTorrer.
Switcn 11, wnlcn is locrted 1,050 fect east of the tower at

JD, is fa31ng point for ea st—bound movements ar.d its normal

position 1s for movement from track 2 to trock 3.

T
T~
v
B
£

Operating rules re~d in part as follows
SPEZDS

Restricted Spced--Not exceeding 15 miles
per nour precprred to stop snort of train, ob-
struction or switecn not properly linzd and to
lcok out for broken rsil.

MOVEMENT BY TRAIN ORDERS

221b. % ¥ %

Before a traln order is issued to nold
frains tne fixed signal at the point at wnlcn
tre trains arc held must be displayed at "stop"
for tne traok and in the direction of tne
approaccning train and tne operating lever
blocked by tne standerd blocking device.

FORMS OF TRAIXN ORDERS

T
o

FKoldirng Order

* %

(5) Hold all ward trains clear of track
between A and E.

Wnen a train nas been so neld it must not
procced until the order to nold is annulled or
an ordier given to the operator in tne form To
2 Eng 592 nay go. .


http://Sir.nl

Tnese orders will be addrescsed to the operator

anc acknowledged in the usual manner excent tnat
the reesvnonse "complete" must not be given by the
dispctcger until the oqerﬁtor has placed the fixed
sigral »t "stop" for the track ond in tne direction
of tne aonrcrcaning trﬁin At tne peint a2t walen tne
tr=in ie to be neld.

L-R

Prcviding for ~ Movement A alnst the
Surrent of Trarfic

%

(1) No 1 Eng 461 hrs right over oprosing troins
5

)
[0
~

: must net be moved ~epinst the

raffic until helding ordprv rave

becen issued and tne track on wnicn it ie run

nns been clerred of opposing treoins.
Uder tne

r
cur~ent c

O Hh
L—f

ce orders tne dosipnoted Treoin
nmust use tne track gpecifled betwecn ths .tx
ticns named.

FI¥XED SIGNALS
Namg Incdication Agpect Rulas Nn.
Train-order rderes Vollow 224

MANUAL =1LOCK SYSTEM
D-308. Wnen a train ic turned cut ogelinct the
current of traffic, manusl »lock sycstem rules
must be observed; qul s 316 or 517 te rpply os

mey be designnted vy spcecial irstructinne.

317. (For abrolute blocx for orpacing movenents
and nermissive blceck for following movemente on
the same track.)

Before admitting 2 pagsenger troain to a
block, tne signalman in canrrge of the block sta-
tion or block-1limit steticn ot tre entrance of
trne block must know thet tne block ie clear of
all trains end that no other tr-in has been given
permigsicn or a esignal to enter tne block. Sig-

als governing opposing movementas, wwnere provided,
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must display Stop-Signal. The sisnalmen will then
display a Clegl—BWOﬂk signal for Gthe trnia to be
admittcd teo the block. # # *

* % %

Time-table aspeciel instructicn No. 2902 provides tant
Rule 317 is applicable for all movements egrinst the current
of Traffic 1ln thec territory and on tne trock involved.

Tnc block involved extends between JD ond 8G, a distance
of 12.9 miles.

In tne vicinity of the point of accident the maximum
authorized speeds are 65 miles per hnour for nas e
end S0 miles per ncur for frelgnt trains.

Descripticn c¢f Accident

Focsenger Extrn 962 Weet, ¢ west-bound exnreess train,
consicted cf engines 932, 11 cxor g¢r chre "nd n coboose, in
tne crder nemed. All care and tnc cabouse were of steel

corstruction. A terminel alir-broze test was mede at Altoona,
46.8 miles east of Qrwnrd and the braiecs functioned Drooerlv
crn route. At SG trie 1n racelvecd anurl Wleck autnority
to proceed on tracx 2 fTJL SG t» 8% ~n? ~7n track & from SQ

tc JD, and conies of trair order Nu. 222, Fcrm 19, wanlcn read

ae follows:

< west nns risnt
reing treinz on
ggr traclt 5G teo JD

Passenger Extre 962 pasced SG, the lact cren cff*Cc, at 1:56
p. m., according to tnc disprtcner's record ¢f movement cf

tr-ins, passed signal 22L #% 8, ~nd wnile mcving on track 3
ot an estimeted gpeed of 50 %o 60 miles per rnour it collided

witn Extra 6935 Eact.

Extra 693% Eerst, eyabol ED-4, an east-tound freight
train, concisted of 41 loaded crrs ~nd a ceboose. 4l Conway,
106.5 miles west ¢f Sewsrd, a Lcrflnal air-brake tect was made
anc tne brakes functiconed prcyerly en route. Tnis traln en-
tered the interlocking cn track 6 at JD, tne loct open office, ‘
uncer a dworf signal 1n61C“t10n authorizing 1t tc precceed at
restricted gpeed, and departzd at 1:53 p. n., scccrding to the

3

Cispatener's reccrd of noverient of traine. TYhrough error, this
trein departed on track 3 ingterd of trock 2. *nile tnis train
wee moving at an cetimoted spneed of 25 to 38 niles per nour it




cellided with Passenger Extra 962 West.

Because of the trrck curvature nnd an enbankment on thne
sovtn side of the track, the view of an approrcning train
Trom on engine moving in eitner direction is rostrlctci to
» distance of about 1,000 fect.

Engine 962 wre derelled to the left anc stopped, badly
damaged, between trrcks 2 ard 3. Tae tender weog dernriled to
tne rignt and stopped, badly damaged, at tne front end cof the
enginc and fculed treck 4. Tne firet five cars of Passenger
Extra 962 were dernilced ond stopped in vericus positicns across
trecks 1, 2, & ond 4. Thrce of the derailed core were destroyed
and tne other tve were upd“ darmared. Engine 6935 wns derailced
~nd bacly ﬁﬁrﬁgpﬁ It sto d on thne roodbecd in line with
track o, witn its front e feet esbove tne track, on tne
running gear of tne tender of englneg 962. Tne tender stopﬁed
badly dermrged, uprignt on tac readbed of track 3 and benind
engine 69ub, with its front truck derailed. The first gix

carce were deralled and etopned ir. varlous positions ~cross
tracks 2, 3 and 4. All of thece cnrs were badly damaged. The
seventn and elgnthn coarc wore gligntly deanaged.

g ?"
'S et

The weatner vee clerr 2L %45 tine of the accident, wnich
cccurred abrut 2:07 p. 1.

The enployceeg ¥illed vere the engineer and the fireman
of Passenger Extra 262 rnc the engincer end thne firenan of
Extro 6935. T-.e emnloyees injured were tne conductor and
tne front brakeman of Extra 6935,

Dat=

Train order N~. 224, Form 19, addressed to trhe onerator
at JD, reod as follows:

Hold All Eostward Trainc Clear
FEastwerd pegr trrck vetwser JD

Conplete 144 »n

The standoard hlocking device provided ~t JD interlocking
1s o tube erringenent, ceaquipped witn o soring, wnicn is placed
over tne knob of tune lever to be bLlocked. Thig device 1s
applied and remcved nonually.
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Discugsion

Tne rules governing operation on tne line involved provide
that movements against the current of traffic may be authorized
after a nolding order has been issued and tne track on whicn the
movement to be made has been clearsd of opposing movements. Tae
fixed signal, wnere provided at the point at wnicn trains are to
be neld, must be displayed at stop for thne track involved and in
tne direction of tne approaching train, and the operating lever
blocked vy tne standard blocking device. In addition, manual
block-systen rules must bhe observed. All tne employeecs involved
understood thnese requirements. Tne investigation disclosed that
two or thnree movements againet the current of traffic are made
daily in tne territory involved. Or the day of the accident
P: ssenger Extra 962 W- gt was operated agsinst the current of
treffic on account of anotner wegt-bound train being neld at JD
on track 4. '

Order No. 224, wnich wac cddressed to the operator at JD
and sent to JD et 1:44 p. m., required tne orerator at that point
to nold eastward trains cleear of track 3. Order No. 225, waich
waes gent to tne operator st S& ot 1:47 p. m., authorized P..ssen-
ger Extra 962 Weegt to preoceed ngoinst the current of traffic on
track 2 from SG to £Q and on treck & from S to JD. At 1:48
p. M. tne operctor at SG received block autnority from tne oper-
ator et JD to admit P-gsenger Extre 962 Wost to tne block. A
few minutes later the crew of Pagscnger Extra 962 West received
coples of order No. 225 and block cutnority to proceed. Tnis
train passed the block station at SG on treck 2 ot 1:56 p. m.
end entered track 3 ~t 393 abcut 2:C0 p. m. The owerator at JD
routed Extra €935 Eact througn the interlocxing from track 6 to
track & and tnis train departed from JD at 1:58 p. m.

Wnen the onerator et JD received order No. 224, wnich re-
quired nim to nold eastwerd trsins clear of track 3, the eastward
nome signal governing movements on track 2 and leading to track
O was displayed at stop and ne appliled blocking devices to thne
levers controlling that signal and tnc switcnes of routes to
track 3, cxcept the lever contreclling ‘switen 11. He did not
apply a blocking device to tne lever for switen 11 because he nad
previously 1lined tnet switcn for movement of an eastward train
to track 2 and ne saild 1t was nis intention to keep switcn 11
lined for movement of Extra 6935 to track 2. However, when he
lined tne route leading from track 6 to switcn 11 for Extra
6935, ne momentarily forgot the position of switcn 11 and chnanged
tne position of thest switcn for movement to track 3. A minute
or two later, wvnen ne reported the devarture of Extra 6935 to th
operator at SG at 1:58 p. m., he discovered that ne nad errone- i
ously routed this train to track 3. He notified tne agent at
Seward and tcld him to flag the west-bound train, as ne thought
tne east-bound train would be running under a restrictive cab-
signal indicaticn. The sagent started escstward but had just
reacned tne point of accident when tne accident occurred.

The operator at SG steted that wnen tne cperator at JD in-
formed nim that Extra 6935 ned besen routed to track 3, he could
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ra 982 nad nct

tell by the indication licnte that Pas
e diateld dis~

entered the approae' clrcuit fO“ S,
played signal 22L at% S% in stoy posit r senger Extra
962. About 1-1/2 or 2 minutes leter ne suated 12t the track
Qlagram indiceted thet Pasgenger Extra 962 pacssed this signol
witncut stopping. The maet favorable indicotion thet can ba
displayed by signcl 28L requirce trains teo be opersted witnin
tne limits of SQ interliccking =t o speed not exceeding 15 milce
per ncur and to be prepcred to stop snort of traln, obstruction
cr swltcn nct preperly lineé. Tae ccnductor and tne brakeman
did not observe the indicrtion fisplaved by signal 22L. The
first they knew of anyihing oei;; wrong was waen tne brakes were
epplied in emergerncy. Tuoe 1mpuct occurred almost immedliantely
tnereafter. In tests made ~ftsr tno accident signal 22L func-
tioned properly.

The surviving members of the crew of Extra
tnelir train wes maving et o speed cf 25 te¢ 35 miles vor nour
snd tne first they knew of anytning being vrong woe vien the
impect occurred.

Tre lssuance of the aplding order n~ldressed only to the
operator at JD, togetaer with tne iscuesnce of the order addressed
to Passenger Wxtra 962 Wesdy at SG suthcrizing that train to oner-
oTe agalnst tne current of troffic from SG to JD, wes in accord-
ance witn tne rules of the carricr. Thne zuperintendent ei‘

tnat the cperator at JD was not regquired to display the train-
order signal for tne nolding order addrsssed only Tc the o
required to ¢isplay the neme signal

at JD, but that he wes £ e
stop un t1il the blocking devices were annlied to the lsvers corn-
trolling tne svitcnes invelved in tre novenent, Tne ousrator is
permitted tc dieplay tne nome sign~l at otner than stop poeition
after tne blocking devices nave be avi epnlisd to tae levers con-
trolling the route covered by tre noldéing order. Tnls methoed of
issulng train or@erc iz the gln;le ordsr gyatem. IT the double~
order eystem ned been in uvee cr thz line involved, tre order
received by Pacsgenger Txtre €62 Yegt would nave been eddresseq
to eastwrrd trains at J2. In 3hfis ccee, tne overator atv JD wouls
neve been required to Ailcnlar the train-corder cignal rgninet
aectwvard treing before rne remented the order tc tne dlevpntener
and safety of the moverent of Fresenccr Extra 862 would nct have
depended sclely ugon the memcry of the ovcratcr at JD to epvl
and tc keep 2 blockin“ Geviecrn on o Yever contrclling a certain
ewiter and upon hig zorrect observation of the Dezitinn of tae

lever.

Tne menual-block ruleg of this corricr regiire ta
to dieplay = stop signel, where provided, waen ne gre
eutnecrity for a train to enter tre block at ta=s cpons
Tnere is no sigrel at JD fcr manually olocking a :
train en route from track 6 to track 2 or 3 otrner then Tnc e=e
ward nome signel on treock 6. After an e:st bound train nas
passed tne eastward sigral at the west end of tne interlock}
1ts route tnrougn tas 1nter ocking is determined by the posi
of the switcrnes. In the movement of Extra 6955 Fast, if the

ne
ng,
tiorn
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-

nome signal, loested 1,337 frod vaet of the
west of the switeca invelved, rned been diepla
Pessenger Extra 962 reacned JD, Extrr €935 w
able to enter either trock £ or track 3 until after Fnssenger
Extra 962 wae clear of tae block anéd tne home sirn-l nd heen
cnanged to disvlay procsed. Mevertneleess, 1t was ultmow‘_ tnm‘“a
Extra 6938 would proceed to track £ before Passenger Extra 932
reacned JD, in wnich case the operctor wae requlrzd to clenr the
neme signal. Thereafter, he nad nc control of tie nmovenent cnst

of the llome signal. ‘

orver and 2,900 feet
el ot step until
vld not hFVG been

o O F-"f) ’<‘. cl’

st

Tone treins invelved in tnls occldent were beinyg onerctod on
e vacsenger track on whic.. tne automatic vleck and ceb signal
systems were not designed e provide protecticn for opposing
trein movements, &nd tne protectisn that was intended to be nro-
vided by tnc manual block aystem wnich was in use for suca nove-
ments wos entirely nullified in the circumstances nere under
consideration. If the track involved nod been signclled for
movemente in bota directionsg, or if -~ eglignol h~d been alsple;
ot "stop" at JD fcr trock Ne. 3, or iIf trein order llo. 224 or
225 ned been Gelivered to Extro 6235 at JD, toid
not neove occurred.

[ =

Cougr
It 1is found th-~t tnie reciiert voe cmuced oy frilure to
comply witn taz vproviei~rne of 2 221din. order, and Dy pesruitting
o train te center o Blireck wrieczn woz cccunicd bv an onposeinr train.

It is recomnenced Tn
provide on adequate train ordcr ond manu 1l Dlocx ¢
other sultrble Drﬂtecflo c ! 1
trnie current of treffic.

Deted nt Yacnin:gton, D. C., tals Tvzlith day
of May, 194%2.

By the Commission, Ceorniscionrner Pattereon.

(STAL) @



