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IKT^?STATU COMhFROE CG/oISSIOlI 

REPORT OF THE DIR3J.0R 0." T"g BURFAH C^ SAFETY IN RE 
irVESTTGATini; OF ..l' AO JTBhhT± h T TICH OCCURRED 01' 
TIE PEIINSYLVAFIA r.-IIhh, .0 VEA? "71 LICE 3-3 AF RE ,PA , 

OF JA/JA:Y JJ, 1^33, 

Larch 10, 1P32. 

To the Commissi on: 

On January 23, 1°53, t he r e was a head-eid collision 
between ar, engine nnig~ i an auxiliary water tank ear 
and ano inner en i ne a cribi i car on the Pennsylvania 
Railroad near V. j IKO ̂ -hf** o , Pe , w ueh resulted in tic 
death oi" one employee >i' TOO injury of one employee. 
Tnis accident vas L I\ efj-fc" gated in conjuiction with a 
representative of the ?°nnoylvania Puolic Service 
Co-mmssion. 

Locat 10 i a .no method of operation 

Tnis accident occurred on thnt part of the Sanbury 
DIVIPIOI exteidmg octiern T<noe (Smbury) end Vilkes-
3arre, Pa., a distance of r2.3 val^n, m the vicinity of 
tne point of accident t u r m a uTIe-troc'<' line over 
which trams are ooerit°d jy t ime-table, t r a m ordere, 
and a manual bloc'c-simini a v B t e ^ . Yard tracks parallel 
tne main trjcc on t-e i j r t h , yard track 3 being adjacent 
to the n p m track. The accident occurrdd on tne * m m 
track, w i t n m ynri limits, at a o o m t 4,514 feet east 
of Buttonwood tover or 5,775 feet u^st o'p Hart tower. 
Aooroaoning tie point of accident fror the west, there 
are 690 feet of tangent, folloved by a 5° 39' curve to 
the right 673 feet m loi^th, the accident occurring 
on this curve at a o o m t 33? feet frot its western en4. 
Atiprcaching fret tie e ^ i ^ 1ooe is a 6° curve to 
right S7=> feet m lenot i r-d then 2^7 feet of ten^euvS 
track, followed bv tho curve on whicn the accident 
occurred. The grade i^ ^tactically level. 

Tne tracks of tne Jil-es-Barre Coniecting Railroad, 
hereinafter referred to a'- tie VI-BCRR. , are located north 
of tne tracks of tie >tlvama Railroad, and con >ect 
with the Pennsylvania n,un track at Bridge, west of 
3nttonwood to^er. Mov° ients on the m a m track of -he 
Pennsylvania are governed oy manual block signals Incited 
at Buttonwood and Hart towers. At a point 4,138 feet 
went of Hart, ju at 11 est of Division Street, tne re is a 
crossover connecting yara track 3 vitn toe m a m track and 
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there is a telephone nearoy. 

The view is obscured by buildings and sheds located 
south of the main tract and on each end of the curve on 
wnich the accident occirred, and an embankment on tie 
inside of the curve which varies in height from 3 feet 
to 6-jj- feet aoove the rails. At the time of the accident 
a freight t r a m was standing on yard track 2, wit a its 
rear end about 10 car-lengths west of the point of 
accident. 

Tne weather was clear at tne time of the accident, 
which occurred about 9.30 c. m. 

De scr m t i on 

Westbound extra engme 8134, in charge of Conductor 
Smith and Engmeman Haw>c, hauling an auxiliary water tank 
car, left Hart on yard track 2 at 9.16 p. m. and. placed 
a caboose on the rear end of the tram that stood on 
that track. The engme then made a back-up movement to 
the crossover near Division Street and permission was 
obtained from tne operator at Hart to cross over and 
proceed westward on the n a m track to Buttonwood. Engme 
8134 departed from Division Street at 9.24 p. m,, accord­
ing to the block record , and pnortly thereafter, while 
proceeding westward on t ".e m a m track at a soeed esti­
mated to nave been between 2 and 8 miles per hour, it 
collided with the caboose being shoved ahead of engine 
3495. 

Eastbound extra engine 3495, m charge of Conductor 
^romm and Engineman Barnhart had delivered a train to 
the Delaware & Hudson Railroad at Hudson, Pa., and then 
returned westward over tne W-3CRR. E n g m e 3495 was 
adrrmtted to the m a m trao1"" of the Pennsylvania Railroad 
at Bridge, located about 0.5 mile west cf Buttonwood 
tower, about 9.25 p. m., proceeded eastward with its 
caboose coupled ahead of it, nassdd Buttonwood tower at 
9.38 p. m, according to tne block record, under a clear 
block-signal indication, and collided with engme 8134 
while traveling at a speed estimated to have been between 
13 and 15 miles per hour. 

The caboose of extra 3495, of steel-underframe 
construction and wooaen )ody, was crushed between the 
two engines, caught fire and was consumed, the engines 
stopped with their nead ends only 8 feet apart. Engme 
3495, of the 2-8-2 tvpe, had all wheels derailed except 
the trailer wheels, wnile engine 8134 was not derailed, 
tne front ends of ooth engines were damaged. Tie 
employee killed was tne flagman of engine 3495, while 
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tne employee injured was the conductor of that engine, 
both of wnom were riding on the caboose. 

Summary of evidence 

Conductor Srrith, of engi ie 81^4, said he telephoned 
Operator Jarrett at Hart tover and obtained permission 
to cross over from yard tracK 2 and use the main track 
from Division Street to Buttonwood. Conductor Smith 
opened the mam-track swi^ci of the crossover and he 
said that the headlight on nis eng-> ne was burning Dnght-
ly when the engine went by him, following which he 
closed and locked the switcn and boarded the rear end 
of the auxiliary water tank car, he said that he obtained 
the block at Q.24 p. m , and ie judged that his engine 
actually reached the main track at 9.27 o. m. Conductor 
Smith looked ahead when massing Oxford Street and noticed 
that the headlignt on has enime was still burning, the 
first knowledge ne had of anything wrong was when the 
air brakes were applied m emergency, on reaching a 
point about five telegraph oole lengths west of Oxford 
Street, at wnicn time the speed of nis enmne was 6 or 
8 miles per nour, and he t lought tnat his enmne had 
been brought to a stop immediately prior to tne impact. 

Engineman Hawk, of engire 8134, stated that he 
turned the neadlight on full before starting the cross­
over movement and that his engine proceeded westward on 
the m a m track at a speed not exceeding 8 miles oer hour 
at any point. Tne first he knew of anything wrong was 
when the fireman shouted a warning of danger and he 
immediately applied the air brakes in emergency, he 
estimated the speed to have been between 2 and 4 miles 
per nour wnen tne impact occurred, at which time the 
headlight on his engine was still burning brightly, not 
having been dimmed en route. At no time did he see 
engine 3495 prior to tne collision, as he was on the 
outside of the curve, the fireman was on the seat box 
on the left side of tie cab from the time the engine 
left Division Street and was apparently maintaining a 
proper lookout ah^ad, no conversation being held between 
t he m. 

Fireman Hill, of engine 8134, stated that ne was 
sitting on his seat box looking ahead for the indication 
displayed oy a signal located about 4,000 feet east of 
Buttonwood tower, this si~nal governing various inter­
mediate switches and aleo o e m g tne distant signal for 
the olock signal at Buttonwood. *7hen his engine enfpred 
upon the track circuit, which extends 584 feet east of 
tne distant signal, he saw the light go on and called 
"caution distant signal." He then saw the caboose being 
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pushed by engine 3495, about 100 feet distant, with a 
dim light shining through the windows, and shouted a 
warning of danger, the enmne^an applying the air brakes 
in emergency a^d redeem- tie s^eed from 10 or 11 miles 
per hour to 4 or 5 -il^a - e r lour a t the time of the — 
collision. Fireman -mil first said the headlight on 
nis engine was not. e n r a g e - , nile later on he said it was 
only dimmed and sio Id i a 1 bean visible to the opposing 
crew. Tie neadlir^t en - . ooposmg engine was not 
burning, and he did 2 . a t r any one on the front end 
of the caboose t m t .->c ~ ng shoved ahead of that 
engine, nor aid he see a. v limits on tne forward olatf or a 

Head Br 5'ceman KJ ine , of engine 8134, was in the 
gangway looking towards t .e engineman ls side, m order 
to count the ears on t^,e\ 2 , ne was not m poaition to 
see ahead, did not hnc , T " n e t nor the headlignt \ ss burning, 
and was unawa-e of anyiua' wi ong until tne fireman 
shouted a warm n™ of da if ei u e e s J im^ted the speed of 
'his enune at the t m e of the accident to have been about 
7 or 8 miles per hour. 

Flagman Bidding, of engine 8134, was engaged m 
releasing hand brakes on tie cars on ynrd track 2 and the 
first knowledge he nad of anything wrong was when he 
heard the crash of the collision, he Knew nothing of the 
circumstances leading up to its occurrence. 

Conductor Fromm, of enzme 349b, stated that when 
returning westward on the jf-^CRR he telephoned Operator 
Ashwort 1 at Bntto.iwood tower and waa told to proceed to 
Bridge and then move eastward on the main track of the 
Pennsylvania Railroad li nen nis engine reached a public 
highway crossing at Buttcnwood tower he got off a^d went 
up m tne tower while his engine continued westward to 
Bridge over the W-BCRR and tnen returned eastward on the 
m a m track of the Pea isvlvam a Railroad. Conductor Fto mm 
stated that the block si mil at Buttonwood was displaying 
a green indication whoa ic \,ent ap m tne tower and also 
when he came down, saying that he was m the tower aoout 
two or three minutes and that during this time the oper­
ator was not talking with any one. When nis engine 
returned from Bridge, shoving the caboose1 ahead of it, 
ne boarded the head end of the caboose, at that time 
Flagman Herman was at the door and Head Brakeman Nuss was 
at tne air whistle. Conductor Fromm stepped inside to 
put his reports aTray, and then turned to the door m 
order to go outside again. At this time he saw the 
headlight of engine 3134, at about the west side of 
Oxford Street, but thought it was on yard track 2, so he 
suggested to the flag-nan that they both go outside to 
identify the engine. As he was coming out of the door, 
Head Brakeman Nuss was on the platform, facing east, and 
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souiiding the air whistle for ;he crossing, while the 
flagman ves ju^t b e ^ m i fleo coming out of the door, 
e 11 Tine 3134 nad almost reached tne caboose as it ca,e 
around tie curve oe±o^e t c o n d u c t o r definitely real­
ized that it 'as on t v win tnacc, and then the collision 
occurred. Conductor f^o - estimated the speed of his 
engine to have been a w a 1 , 15 ^iles per hour ju^t prior 
to tne collision, vyi.v t^t they had jupt started to 
reduce it for Oxford St-<.et crossing. 

Head Brakeman Ihms, of cv I ie 3495, stated t lat a 
clear indication ras displayed on tne block ^ignal at 
Buttonwood. He wa^ rili _r on the front platform of the 
caboose coupled ahead o: his engine, sounding the air 
v.riistle, and there "ere t ^ lighted vhite lanterns on 
tne front platform, r~ile tne coiductor and flag inn 
were inside tne caboose. H a neard a road crossing 
whistle signal sounded jy so.ne engine, w n c n mig.it have 
been engine 8134, out ie tnoi nt that that e i,3me 1 a c on 
yard track 2 and it vas not until it 'as aoont two car-
lengths awgv that he dennitely realized it nas on tne 
m a m track. He immediately shouted a. rarnmg of danger 
and jumped just aoout t^e time tie collision occurred, 
without applvmg the orates, he estimated the speed of 
nis engine to have beei about 12 Miles per hour at the 
time ne jumped. Heal Brakeman _Ta.̂ s did not think tnat 
tne headlight on engine S134 wa ̂  bur n ig. 

Engineman 3rirnhxrt, of engine 34?5, stated that a 
clear oloci signal indication 'mi dmplpyed at 3uttoivrood, 
he saw the reflection of tie leadlight of engine 8134 
when tnat engine vac in the vicinity of Oxford Street. 
At this time nis o'. n en lie was aoorodcni I IJ; the went end 
of tie curve on w.mch tne accident occarred and ne thou ht 
that engine 8134 w a s. on yard trace 2 or 3. The speed of 
his own engine was aoout 12 or 1 A miles per hour, and 
he did not realize t.iat tie opposing engine was on the 
m a m track until IT; „IF only a very short distance at/ay, 
he immediately applied +ne air brakes in emergency, out 
tie collision occurred before any material reduction had 
been nnde m the speed. H J did not have the headlight 
on his own engine lighted a° tie caboose uas coupled 
ahead of the engine a.id t'v lend light would have inter­
fered 1 ith tne viev fi le-̂ d froir tie front platform of the 
caboose. 

Firenan BapVes was oi the outside of the curve, he 
saw tne reflection from tie headlight of engine 6134 
aiming on the cars of the freight tram tiat stood on 
the adjacent track, out ne nad no idea that engine 'as 
moving on the m a m tr^ck until immediately prior to the 
accident, i rhen tne engmema-i applied the air brakes m 
emergency. 

http://mig.it
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Operator Jarrett, on duty at Hart, stated that he 
had been in the service of this railroad for 36 years, 
and as operator for 34 -years, and had been at Il>?rt since 
December 17, 1951. Operator Jarrett stated that after 
he secured permission over the telephone from Operator 
Ash rortn at Buttonwood for engine 8134 to proceed over 
the m a m track from Division Street to Buttonwood, ne 
told Operator Ash^orth to record enepne 8134 as entering 
the block at 9.34 P . m. Shiprjrly afterwards, about 9.26 
or 9.28 p. m., Operator Ashworth called m m and started 
to report engine 3495 as entering the block, and ne said 
ne at once told Operator Ashwortn that he had not given 
him the block for any eastbound train, whereupon Operator 
Ashworth replied t'rt tne t r a m was by and that he 
thought he had been given the block. Operator Jarrett 
nad known Operator Asa. orth for aoout 10 or 13 years, had 
worked with aim qaite often, a :a noticed nothing unusual 
in his manner l rhen obtaining the block for engine 3134. 
Operator Jarrett stnted positively that Operator Ashworth 
did not ask for the block for engine 3495, saying tnat 
had he done so there would nave been an e_try on the 
clock record at Hqrt, out that no such entry was there. 

Operator Ashworth, a t Buttonwood, stated that he had 
been in tne service as block operator and extra t r a m 
dispatcier for 23 years, ne nad been a t Buttonwood for 
approximately tnree montns and had worked wnat was known 
as tne relief schedule, that is, one day at 3utton?rood 
and one day at Hart. He had nad sufficient service to 
be entirely familiar with tie operation in the Wilkes-
Barre territory, most of u s experience during the past 
13 years, however, had been m double-track territory. 
Operator Asnwortn stated tnat at 9.23 p. m. Operator 
Jarrett teleononed and obtained tne block for engine 
8134 westbound from Division Street, the engine tnen 
being reported to Operator Asn^ortn as navmg entered 
t . i e block at 9.24 p. m. Subsequently he forgot about 
tnis engine, he stated that at 9.26 p. m. he asked 
Operator Jarrett for the block for engine 3495 and secured 
it, whereuoon he changed the indication of tne eastward 
block signal at Buttonwood fro1^ stop to proceed. 
Operator As iworth discovered the error shortly after 
engine 3495 had parsed, nav ng then recalled that engine 
8134 was also in tne block, <=o n e i ent to tne window, 
along with Yard Clerk R o h r b ^ c n , who had been visiting in 
the office, and p-tood t x: e looking out, hoping tnat 
members of tne crews '̂ould see the opposmg engines m 
time to avert the accident. Operator Ashwortn did not 
know what he did after tnat and tnen he saw fire and 
concluded that the engines had collided, following i rhicn 
Conductor S ith teleononed and requested tnat assistance 
be summoned. Operator Ashwort^ said that between 9.34 
and 9.36 o m. he was busily engaged arranging with 
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another operator about the we°tward Movement of engine 
3495 from the W-3CRR to tne m a m track of the Pennsylvania 
Railroad at Bridge and thence eastward, and .ie thought 
that tnis temporarily took nis mind off tne movement of 
engine 8134. Operator Ashwort.i understood he should nave 
cnecked the block record and ascertained whether any 
other tram vae m the block before trvmg to obtain the ( 
block for engine 3495, and said that apparently he did 
not do so in tnis instance, although he could soive no 
reason for not having done so, ne also said that engine 
8134 nad been recorded oy him on h: s block record. 
Operator Ash1 'ortn further stated that while he had talked 
with Yard Clerk Ronrbach about one-half hour prior to the 
time engme 3495 arrived, ne held no conversation whatever 
with tie yard clerk after tnat time, and he could not 
account for nis mental lanse unless it was due to tne 
fact tnat he had worked m douole-track territory for 
many years. 

Subsequent to the accident a test W P S conducted 
with a westbound engine 450 feet ea^t of the point of 
accident and an eastbound en-rme, pushing a caboose, 
515 feet west of tie point of accident, and it was found 
tnat two lighted lanterns on +he caboose, as well as two 
yellow irarkers on y~rd track 2, were plamlv visible 
from the fireman's side of the westbound engine, w n l e 
the headligit of the westbound engine could be seen 
plainly fron tne caboose of tie eastboand engine, although 
it could not be determined on vmat tfrack the westbound 
engine was moving. It uas also found that the eastbound 
engine could oe stopped \ i t n m a distance of 56 feet by 
an emergency application of the air brakes made from tie 
caboose . 

Conclusions 

This accident v.as caused primarily by the error of 
Operator Asivorto, at Buttonwood m permitting a t r a m to 
enter a block tnat was already occupied by an opposing 
tram. 

Operator A^ r^orth, at Buttonwood said ne overlooked 
the fact that the block was occupied bv engine 8134, ne 
having pledged the slock to Operator Jarrett at Hart 
at 9.24 p. n., and maintained that at 9.26 p. m. he 
telephoned Operator Jarrett, secured tie block for engine 
3495, and displayed a clear indication on the eastward 
block signal at Buttonwood, permitting that engme to 
enter the occupied block, and that ie did not discover 
the error until shortly after that engine passed, too 
late to avert tie accident. Operator Ashworth failed to 
d e c k his block record and ascertain wiether tnere was 
a train m the block before communicating with the 
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operator at Hart, but h«r felt that even though h€s erred 
m t n s reject, Operator Jarrett should nave checked 
him on tie movement at the time he claims to nave asked 
for and secured tne block for engine 3495. Operator 
Jarrett, however, denied that Operator Ashworth asi-red 
for and secured tne clock for engine 3495, and said he 
did not know tnere was anything vrong until Operator 
Aqr^orth called and started to report engine 3495 as 
entering the Dlock. Operator Ashworth could not account 
for u s error, unless it was because ie had been busy 
arranging witn another operator for the movement of 
engine 3495 to tie m a n track at Bridge and thus tem­
porarily forgot about engine 8134, or el?e because for 
years previously ne nad been accustomed to working m 
double-track territory. 

Tne statements of the employees on the trains in­
volved indicate that they did not see the opposing train 
until just before the accident occurred. Tests made 
subsequent to t V accident showed that the view was 
obscured, also that it was difficult for the eastbound 
crei. to tell on 'mat track tne opposing engine wag 
moving, furt lermore, there is a dispute as to ^ nether 
thijre was any lantern on the front end of the caboose, 
v nle the fireman of tne westbound engine had been 
locking up watcihT for a signal indication Find ^o did 
not look at the track a lead until after he had seen the 
signal. Notwithstanding" all these factors, however, 
it is thougit that tne accident could have been averted 
had tne brakeman of engine 3495 aid the fireman of 
engine 8134 oeen maintaining a proper lookout. 

All of the employees involved were experienced men 
and at the time of the accident none of them had been 
on duty m violation of any of the provisions of the 
hours of service law. 

Respectfully sucntted, 

W. P. BORLAND 

Director. 


