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SUMMARY 

Date: 
Railroad: 
Locat ion: 
Kind of accident: 
Equipment involved: 
Train number: 
Engine numbers: 

Consist: 
Speed: 
Operation: 
Tracks: 

Weather: 
Time: 
Casualties: 
Cause: 

March 21, 1950 
Pittsburgh and Lake Erie 
McKees Rocks, Pa. 
Rear-end collision 
Passenger train : Engine 
86 : 
Diesel-electric : 206 
unit 4207 

7 cars : 
Standing : 22 m. p, 
Signal indications 
Four; tangent; 0.16 percent 
ascending grade eastward 

Cloudy 
9:11 p. m, 
1 killed; 43 injured 
Failure to operate following 
movement in accordance with 
a signal indication 



INTERSTATE COMMERCE COMMISSION 

REPORT NO. 3316 
IN THE MATTER OF MAKING ACCIDENT INVESTIGATION REPORTS 

UNDER THE ACCIDENT REPORTS ACT OF MAY 6, 1910. 
THE PITTSBURGH AND LAKE ERIE RAILROAD COMPANY 

May 17, 1950 

Accident n^ar Mcl'ees Rocks, Pa., on March 21, 1950, caused 
by failure to operate the following movement in 
accordance with a si-rial indication. 

1 
REPORT OF THE COMMISSION 

PATTERSON, Conemi ssinner: 
On March SI, 1950, there "as a rear-end collision 

between a passenger train and an rnpint> on the Pittsburgh 
and Lake Erie Railroad ne->r McKees Rocks, Pa., which 
resulted in the death of 1 ^ininr-car employee,and the 
injury of 50 pa^senr^rs, 1 employee net on duty, 1 Pullman 
employee, 4 dining-car employees, and 7 train-service 
employees. This accident vas investigated in conjunction 
with a representative of the Pennsylvania Public Utility 
Commi ssion. 
1 
Under authority ol section 17 (2) of the Interstate Com­

merce Act the abov--entitled proceeding was referred by the 
Commission to Commissioner Patterson for consideration and 
disposition. 



u -

o Pittsburgh, P P . 
j 3.50 mj . 
o McKees Rocks 
| 1 .72 r,u. 
X Point of accident 
j 0.4S ml. 
o FM 
| 41 .60 ml. 
o New Castle, Pa. 
| 17 .60 mi. 
o Youngstown, Ohio 

^rack No. 1 , eastward main ~ 
Track Ho, 2 , eastward, main -
Track No, 3, westward main — 7j~; ' 
Track No, 4* westward main - - ^jl I / 

CO 
- P 

O 

r° ifcKeo, 
1 n.i 

-dent 

3,4o6 ft. 

s i g . 70 

O 

R Y •-I PH O 

• A> R Y 
O ,M U •> 

J" ri O H 
, -1 NI OJ 

- P 
r H -CF N 
O 51 CU O 

CI> ri 
P I .JL! O ^ 

r 
O 
TO 

- P 
- P 
• . I 



3316 

Lacaj' ion of Acq Idejit̂ ajid JMetbod' Ql J^P^at ion • 
li'lc accident occurred on that oirt of the P„ & 

L. E, I)J vision excr-ndlng between Youngs town, OhJIo, and 
Pittsbu-gh, ?a , 54.9 nil Ice., Tn the vi Jnit; of the. rpint o f ac­
cident IMf is a four-track line, over wh1 rtb trains movin^ with 
the ci ̂ eit of traffic / re ope^at^d by an automatic )>lo<.s~ 
S-gnal syscem supplemented ,by an intermittent 1 r<"!u'j t ive 
ai,toT;v'1c tvditi-stcp system. Tee m-in tracks from "Outn to 
north : rc- designated as Ho. I. eastward main; Mo. 2. eastward 
main; Lo. 3, wo scorned main; and N o . 4, westv^d main. Within 
interlocking limits at FM, 59,2 miles east of Youngs to ̂ n, 
trailing-point crossovers connect tracks NOT. Z and 2, and 
tracks Nos. 2 and i 0 interlocking limit? on track No„ 1 
°xtenu easrvaio r- distance of 9^5 fet-t from the interloping 
station. The accident occurred within yard limits on track 
No. 1, at a point 2,53? feet east of FM* Interlocking station 
and j.,72 miles *TrFt of tie station at M^Keea ROCKS, In the 
Immediate vicinity of the point of accident, the tracks of a 
classification yf-rd are located between tracks Nos 0 2 and 5, Frcm the west on track No. 1 thv". are, in succession, a 
tangent 1,40c fert in length, a l c curve to t.'no right 957 
feec, and a tangent 120 foet to Chf point of accident and 
552 fs.'rt eastward. Tee grade is O tln p--r o \nt ascending 
eo stverd. 

Interlocking signal 70, governing east- bcund mov.mcnts 
from track No, 3 through the routes of FM tuteilocking, 
and automatic signal GP ; governing east-bound movements 
on t^ck No 0 1, are loc'.ted, respectively, 3,465 fe<'t wtst end 741 fe"t eist of the point of accident, eignal 70 Is 
a awarf signal of the color-light typ w Tt displays two 
aspects and Is eon:Vnuously lighted. Signal 63 is oC the 
thra^-uni '; color-light ty^e. It displays five aspects and 
is approach lighted. The aspects arrolic ib1 c- to this 
investigation and tnoir corresponding indications arc as 
follows: 

33 gnal Aspect Ind icetion 
70 Yellow Proceed at tf?st ri-cted 

Sp e e d < 
68 • C?re?n--over- Proceed. 

red 
staggered 
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The controlling circuits of signal 70 are so arranged that 
this signal indicates Proceed at Restricted Speed when the 
route is lined for an east-bound movement f^om track No. 3 
throurrh the interlocking whether the track in advance of 
the signal Is occupied or unoccupied. 

This carrier's operating rules read in part as follows: 
17. * * * 
When an engine is running backward a white 

light must be displayed by night on the rear of 
the tender. 

55. The following signals will be used bv flagmen: 
* * * Ninrht "signals—A red light, 

A white light, 
Torpedoes, 
Fusees. 

09. When a train stops under circumstances in which 
it may be overtaken by another train, the flagman must 
go back immediately with flagman's signals a sufficient 
distance to Insure ful'i pr,otaction, placing t'-'o 
torpedoes, and when nac-ssary, in addition, displaying 
lighted fusses. When recalled and safety to the train 
will permit, he may return. 

When the conditions require, he, will leav--- the 
, torpedoes and a lighted fusei. 

# # * 

When a t-vain is moving under circumstances in whic^ 
it may be overtaken by another train, the flagman must 
take such action as may be necessary to insure full 
protection. By night * * * 11 crtcd fusses must be 
thrown off at Proper intervals, 

# * # 

Note.--When trains are operating und r Automatic 
Block System Rules, the recriire nents of Rule 99, in 
so far as protecting aaainst following trains is 
concerned, will have been complied with v-nen full 
protection is afforded against trains moving at 
Restricted Speedy 
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102a. When a train is * * * stopped suddenly 
by an emergency application of the brakes * * * 
adjacent tracks * * * that are liable to be 
obstructed must at once be protected until it is 
ascertained they are safe and clear for the 
movement of trains. 

SIGNAL DEFINITIONS. 
Slow Speed.—A speed not exceeding fifteen 

miles per hour. 
Restricted Speed,—A speed not exceeding that 

which will enable a train to stop short of train 
ahead, obstruction, or switch not properly lined, 
look out for broken rail, and not exceeding slow 
speed, 

PASSENGER ERAKEMEN. 
917. The proper place for the rear brakeman, 

while the train Is in motion, is at the rear of the 
train, except when the rear car is a private or 
business car, or occupied observation car, he will 
ordinarily "ride In the next car forward. 
Timetable special instructions read in part as follows 

19. MARKERS. 
On passenger, mail, express and milk trains * * * 

a RED light by night will be used to indicate the rear 
of the train. 

* # . 

93. YARD LIMITS. 
* * # 

Within yard limits, the main tracks may be used, 
protecting against all trains and engines * * * 

* * # 

99. PROTECTION OF TRAINS. 
tt tt 
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When main track is used, protection must be 
provided against all trains and engines * * * 

* # * 

The maximum authorized speed for the passenger train 
was 70 miles per hour, but it was restricted to 65 miles 
per hour in the vicinity of the point of accident. The 
maximum authorized speed for the engine in backward motion 
was 20 miles per hour. 

Description of Accident 
No. 86, an east-bound first-class passenger train, 

consisted of Diesel-elpctric unit 4207, one baggage car, 
two coaches, one dining car, one coach, one sleeping car, 
and one baggage car, in the order named. All cars were of 
steel construction. This train passed FM interlocking on 
track No. 1 at 9:08 p. m., 5 minutes late, and stopped with 
the rear end 2,532 fec-t east of FM interlocking station. 
About 2 minutes later it was struck by engine 206. 

Engine 206, headed x^estward, stopped on track No. 3 
at signal 70 at 9:03 p. m. After No. 86 passed through the 
interlocking, the operator lined the route for engine 206 
to move eastward through the interlocking to track No. 1. 
The engine immediately moved eastward, passed signal 70, 
which indicated Proceed at Restricted Speed, entered track 
No. 1, and while moving at e speed of 22 miles per hour 
it struck the rear end of No. 86. 

No. 86 was moved eastward a distance of 38 feet by 
the force of the impact. The east truck of the rear car 
and the east pair of wheels of the west truck of the 
second rear car were derailed. A separation occurred 
between these cars, and both cars w^re badly damaged. 
The other cars of the train were slightly damaged. The 
tender of engine 206 was somewhat damaged. 

The conductor, the ticket collector, the baggageman, 
and a student fireman of No. 86, and the engineer and the 
fireman of engine 206 were injured. 

The weather was cloudy at the time of the accident, 
which occurred about 9:11 p. m. 
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Discussion 
Extra 194 East, an east-bound freight train consisting 

of engine 194, 99 Ccars, and a caboose, was diverted from 
track "No. 1 to track No, 2 at FM and passed that station at 
8:49 p. m. The engineer initiated a service brake application 
as the train approached McKees Rocks, and an undesired 
emergency brake application occurred. The train stopped 
with the rear end about 3,000 feet east of FM interlocking 
station. The conductor immediately proceeded toward the 
front of the train to ascertain whether track No. 1 was 
obstructed, and the flagman proceeded ivestward to provide 
protection against east-bound movements. When the flagman 
reached a point about 900 feet west of the rear of his 
train, he observed that No. 86 was approaching. He gave 
stop signals with a fusee, and No. 86 stopped with the 
front end 134 feet west of signal 68, which indicated 
Proceed, and the rear end P., 532 feet east of FM interlocking 
station. The flagman then proceeded toward the front end 
of No. 86 to warn the engineer that track No. 1 might be 
obstructed. Before he reached the front end of the train, 
the rear end was struck by engine 206. 

As No. 86 was approaching the point where the accident 
occurred, the engineer, the fireman, and a student fireman 
were in the control compartment at the front of the Diesel-
electric unit, the brakeman was in the third car, the flagman 
was in the fifth car, and the conductor was in the sixth car. 
When the train stopped, the conductor proceeded through the 
train toward the front end, and the flagman proceeded to the 
rear of the sixth car. After obtaining flsergins" eouipment, 
which was in the rear vestibule of the sixth car, the flagman 
alighted on the south side of the train and proceeded 
westward. The collision occurred before he had reached the 
rear end of the train. None of the members of the crew of 
No. 86 observed the approach of engine 206. 

When No. 86 stopped, three members of a yard crew were 
in the vicinity of the rear end of the train and on the 
north side of track No. 2. A short time after No. 86 
stopped, they observed that engine 206 was approaching 
at a speed which indicated that the engine probably would 
collide with the rear end of No. 86. Two members of the 
crew immediately gave stop signals with white lanterns. 
The third member of the crew ran toward the approaching 
engine and gave stop signals with a red lantern. He had 
reached a point about 175 feet west of the rear end of 
No. 86 when engine 206 passed. 
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About 8:55 p. m. Extra 206 Wpst, a vest-bound freight 
train, stopped on track No, 3 between McXees Rooks and FM. 
Engine 206 was detached from the train, moved westward 
through FM interlocking, and stopped on track No. 3 west 
of signal 70, which was*lndlo9tlng Stop. After No. 86 
passed through the interlocking, th« operator lined the 
route for engine 206 to move eastward from track No, 3 
to track No. 1, en route to the engine-house at KcKees 
Rocks. As soon as signal 70 Indicated Proceed at Restricted 
Speed, the fireman and the front brakeman called the 
Indication to the engineer. The e,ngin< then moved eastward 
and entered track No. 1, The engineer and the fireman were 
maintaining a lookout In the direction of movement from 
their respective positions on the engine, and. the front 
brak°man was seated behind the fireman. A white light 
was displayed at the rear or leading end of the tender. 
After the engine entered the curve to the rirht immediately 
west of the point of accident, the tender, which vras about 
37 feet in length and 11 feet 6 inches in hright, obscured 
the view of the track ahead from the an^lneer's side of 
the cab, and it vras necessary that the ena/lne^r depend upon 
the fireman to maintain a lookout in the direction of 
movement. When the engine reached a point about 1,550 feet 
east of FM Interlocking station, the fireman and the front 
brakeman called the Indication of sl-nal 50, which indicated 
Proceed. No. 86 was then standing on track No. 1 west of 
signal 68, but the rear end was not at that time visible 
to the employees cn enrrine 205. The engineer of engine 205 
first observed the stop signals given by the members of the 
yard crew when the engine was closely approaching these 
employees. When he observed these signals, he placed the 
brake valve in emergency position. Th collision occurred 
a few seconds later. 

The rear car of No. 86 was a baggage car, and the 
flagman had placed his flagging equipment In the rear vestibul 
of the sixth car. Flag protection 'was not required on the 
station tracks at Pittsburgh, and it was customary for 
the flagman, when instructed by the conductor, to assist 
passengers from the train at that point. When the train 
was in the vicinity of FM, the flagman proceeded into 
the fifth car to ascertain whether his assistance would 
be required on arrival at Pittsburgh. After the train 
stopped, It was necessary for him to go back to the rear 
of the sixth car to obtain flagging equipment before he 
alighted from the train. A number of pas.-enrrers with 
their luggage were in the aisle of the sixth car making 
preparations to leave the train at Pittsburgh, the next 
scheduled stop, and the flagman was delayed In making his 
way through the cor. He did not alight from the car until 
a few seconds before the collision occurred. 
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The red lantern which Via us :d as a marker on No. 86 
v."P broken a? a result of the collision. Th"* employers who 
had an opportunity to observe this lantern immediately prior 
to the time of the 'collision were not positive that it was 
l i p T h t e d . The fireman o" engine 206 said he did not ae» it, 
and the flagman of*Extra 194 East and the m;mbrrs of the 
yard crew could not recall having observed it. The operator 
at FM chought that it was lighted when the train p-ssed 
the interlocking station. The flagman of No. 86 said 
that it was lighted when the train stopped at New Castle, 
42.08 miles w st of the point of accident, but he did 
not have an opportunity to observe it after the train 
l~ft that station. 

In the vicinity of the roint of accident, trains 
moving with the current of traffic are operated by sicnal 
indications. The rule' provide that when a trMn .'tops 
in this territory under circumstances in which it may be 
overtaken by another train tne flagman must ro back 
immediately a sufficient distance to insure full protection 
against trains moving at restrict' a spe-'d. The assistant 
superintendent said flagtven had been instruct- d that full 
protection arainst trains moving at restrict-d p̂et-d is 
provided w n ~ n a f l s ^ T a n n is not l̂ e.s than 1,000 f t back 
of the rear of his train, i^ conditions ar favorable, 
and further if conditions reouire. The conductor and the 
flagman of No. 86 understood that the flagman was required 
to remain near the rear of the train while ;t was in Motion 
and to provide protection immediately if it stopped und^r 
circumstances in which it -night be overtaken by another tr^in. 

The fireman of engine 206 said that aft'.r tha engine 
passed signal 70 he maintained a constant lookout in the 
dir'ctlon of movement but he did not observe stop signals 
riven by anyone before the collision occurr d and he did 
not observe the rear end of No. 86 until after the brakes 
of his engine were applied. Th 1 front brakerran w"s seated 
behind tne fireman and facing the engineer, froT which position 
he could not maintain a lookout in the direction of movement. 
Th:: engineer said he was maintaining a lookout in the 
direction of movement, facing away fron the sp?t-.d indicator, 
and he did not look at it after the engin-- departed from 
FM. He raid he thought that the engine was being operated 
at restricted speed and in accordance with the indication 
of signal 70. The rules provide that a train may enter a 
block under authority of a Proceed at Fa~a:trict->d Speed signal 
indication at a speed not exceeding 15 miles per hour out it 
must also be so controlled that the train ot.n be stopped 



short of a preceding train. According to the tape of the 
speed recording device, engine 20P had attained a sped of 
24 miles per hour when "the brakes were applied and th; 
spe^d was onlv slightly red'H.ed when the collision occurr 

Cause 
It is found that this accident was caused by failure, 

to operate the following movement in accordance T*ith a 
signal indication. 

Dated at Washington, D. C , this seventeenth 
day of May, 1950. 
?y the Comrfî  t?r ion, Commissioner Patterson. 

( PEAL) W. P. 3ARTEL, 


