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INTERSTATE COWMERCE COMWTSSION

REPORT OF THE CEIE® OF THE BURTAU OF SpFRTY IN RE INVESTIGA-
TION OF pW ACCIDENT “HICH OCCURRED ON TEE BALTIMORE &
OBIO RATLRCAD NEpR RLL™Q0OD CITY, Pa., ON AUGUST 6,1833.

Avgust 223, 1923.

To the Comrilssion.

Cn August 8, 1922, there vas a rear-end collision be-
twWween a passenger train and a freight train on the Baltimore
& Ohio Railroad near Fllwood Caty, Pa., which resulted in the
injury of 31 passengers, and 5 dining car employees.

Location and method of operation.

This accident occurred on the 2. & V. 8ub-Division of
the Pittsburgh and Pittsburgh Terminal Divisions extending be-
t veen Laughlin Junction and New Castle Juncticn, Pa., a dis-
tance of 55.92 miles, in %he vicinity of the point of accident
this 18 a double-track line over wnich trains arTe cperated by
time-table, %train orders, and an automatic block-signal systemnm.
fboat one~half mile 2ast of Ellwcod City therz 18 a tunnel 694
feet 1n length known a3 Ellwood Tunnel; the accident occurred
in this tunrel 3t g point 444 feet from the sastern portal,
Aprroachine this point from the east thers are 2,592 feet of
tangent, followed by a com, ound curve to the left 1,828 feeb
in length, tne accident occurring on this last mentioned curve
at 2 roint 881 fest from 1%s eastern end vshers ths curvaturs
18 3-degrees l-minute. On the tangent, the grade 1s prac-
tically lavel ~hile through the tunnel 1%t 1s 0.43 per cent as-
cending for westbound trains.

The autcmatic tlock signals are ¢f the normal-dangsrt,
thrss-pecsition, up.er-yuadrant type, the circuita are so ar-
Tanged that with the track ahead unoccusied the signal clears
vhen an approaching train enters the second block in rear.
fuboratic olock signal W 43-24 1s located on a Z-degTee ©-
rinute curve to the right, 224 feet east of tha gbove men-
ticred tangent, or 3,877 feet east of the point of accident.
Tc aveid stopring westbound trains on ths sscending grade a
second arm, known as a permissive eignal, 1s 1installed on ths
sams mast, wvhich 1s arranged to assume the 45° or caution
rosision, with the block cccupied and ths uppser arm 1in stop
Fositica, vhen a train snters the clearine section beginning
at the sccond signal east of signal ¥ 43-24 and 13,640 feest
distant therefrom. £ train recei1ving tnis signal indication
15 not required to stop, but under the rules may "Proceed at
slow ste2d preparsd to stop short of train or obstruction™,
The weather vas clear at the time of the accident, which oo-
curred at 10.13 a.m.,
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Description.

Westbound freight extra 4045 consisted of 60 cars, and
a caboose, hauled by engine 4045, and was in charge of Conduc-
tor McClintock and Engineman Cart., At Callery, 19.5 miles
from FEllwood City, the crew received a message to clear train
No. 9 one hour late., Extra 4045 departed from Callery at 9.13
a.m, passed Eidenau, 5,8 miles west of Callery and the last
open telegraph office, at 9,24 a.m,, stopped just west of
Goehring, at a point about 5 miles from the scene of the ac-
cident, on account of an overheated journal, leaving This point
about 9.49 a.m, MNear North Sewickley, just east of signal W
43~-24, speed was reduced on account of the brake-pipe pressure
falling, and whaile traveling through Flwood tunnel at a speed
of 5 or 8 miles an hour the rear end was struck by train No. 9.

Westbound passenger train No, @ consisted of 1 storage
mail car, 1 mail car, 1 baggage and express car, 3 coaches, %
Puliman sleeping cars, and 1 dining car, hauled by engine 5322,
and was 1n charge of Conductor McMahon and Fngineman Welty,
A1l of the cars were of all-steel construction with the edtcep-
tion of the storage mail car, Train No. © passed Eidenau at
9 53 a.m., 59 minutes late, passed signal W 43-34 with the
top arm in stop position and the bettcm arr or permissive sig-
nal displaying a caution indication, and collided with extra
1045 while traveling at a speed variously estimated to have
been between 5 and 35 miles an hour,

Engine 5222, the dining car, and 1 freight car were
slightly damaged, while the caboose and another freight car
were destroyed by fire which broke out after the collisien,

Sunmary of evidence

Considerable trouble was experienced with the steam-
gauge, stoker, and one of the air pumps on the engine of extra
4045 during this trip. Engineman Cart stated that speed was
reduced 1n the vitinity of North Sewickley on account of the
brake-pipe pressure falling, however, he proceeded through
the tunnel, expecting to clear for train No. 9@ at New Castle,
Flagman Beatty of extra 4045 stated that he knew train No.©
was getting close behind them, and approaching Fllwood Tunnel
he was riding on the rear platform of the cabocse. W™hen he
was on a3 bridge 300 or 400 feet east of the tunnsl, he saw
the permissive signal go to caution position, the upper arm
being in stop position, which indicated to him that No. @ was
approaching, He threw off a lighted fuse just as the caboose
entered the tunnel but it fell vetween the ties, and he threw
off another immediately afterwards, but this one also failed
to remain upright., Looking back, he saw train No. 9 on the
curve about 35 or 40 car lengths away, at which time he es-
timated the speed to have been between 40 or 50 miles an hour,
He lighted a third fusee and ran back with 3t, reaching a
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point about 2 car lengths from the east end of the tunnel
when train No. © passed, the fusee signal being acknowledged
by a whistle signal; he thought the engine was working steam
when 1t entered the tunnel, and the air brakes were applied
1n emergency just before the accident occurred, he estimated
the speed of train No. © at the time of the collision to Imve
been between 20 and zZ5 miles an hour

Conductor MecClintock noticed the low rate of speed at
which the train passsd through Frisco, just east of the point
of accident; he said the flagman threw off two fusees, the
second one when they were about a car length inside the tunnel,
and then got off with a fusee in his hand when six or eight
car lengths inside the tunnel. He saw traan No, 9 when 1t
entered the tunnel running pretty fast and jumped just before
the accident occurred, He estirated the speed of No, 9 at the
time of the accident at 20 or 25 mi1les an hour. He had 1n-
structions to clear train No. 9 one hour late and was on the
time of train No, 9 when the accident occurred. He knew train
No., 9 was approaching as the flagman told him when the permis-
s1ve signal went to caution, but torpedoes were not put down
as his train was moving, however, he stated his train was
roving Slowly enough so that the flagman could have dropped
off and placed torpedoes on the rail before entering the tunnel.

Engineman Welty of train No. 9 said two torpedoes were
exploded near Goehring. When train No, 9 passed signal W 43-
24 the permissive signal was 1n the caution position and the
upper arm in stop position, speed was reduced while crossing
the bridge just east of the tunnel, and the air brakes had just
been released when Fireman Gleckler gave warning of danger, at
which time the engine was just entering the tunnel, the col-
lision occurring immediately afterwards He estimated the
speed of his train at Friseco crossing, about 1,800 feet east
of the tunnel, at 20 miles an hour, and at the eastern portal
of the tunnel at about 132 miles an hour, Engineman Welty said
he thought the tunnel was clear, as no torpedoes or lighted
fusees were encountered before the sastern portal was reached,
and he saw no smoke issuing from 1%, but he admitted that on
receiving the caution signal he should have expected to find
the track ahead occupied and speed should have been reduced
so that the train could have been stopped within range of
vision, also that he should not have entered the tunnel until
he knew positively the track ahead was clear.

Fireman Gleckler of train No. S stated that when they
passed the permissive signal the engineman applied the brakes
and reduced speed to about 15 miles an hour. As they came up
FO the mouth of the tunnel he saw a lighted fusese and called
'Flag" to the engineman; as they entered the tunnel he saw
the flagman four or five car lengths ahead running toward them
carrying a lighted fusee; he called another warning to the en-
gineman and braced himself for the shock of collision, He
thought the speed of his train at the time of the collisSion was
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about 5 miles an hour.

Other members of tne crew of train No, 2 estimated the
speed of their train at 15 miles an hour at the eastern portal
and 10 or 12 miles an hour at the time of the collision_. The
train came to a stop with engine and 5 cars inside the tunnel,
The evidence disclosed tat the air brakes on train No, 9 had
been tested and were working properly.

Conclusions,

This accident was caused by failure of Conductor McClintock
and Flagman Beatty to provide proper protection for their train
and by the failure of Engineman Telty of train No, 9 to proper-
1y control the speed of his train in compliance with the per-
missive signal indication,

Conductor McClintock and Flagmnan Beatty knew extra 4045
was ocdupying the main track on the time of train No, 9 and that
their train was being delayed under circurstances in which 1t
was likely to be overtaken, They were fully aware that No, 9
was approaching as the flagman saw the permissive signal assume
the caution positicon when No., 9 entered the clearing section
approximately two miles away and according to his own state-
rent he saw the following train when i1t was about half a mile
away. HRale 99 provides that,

"When a train i1s moving under circumstances
in which 1t may be overtaken by another train, the
flagman w11l take such action as may be necessary
to 1insure full protection. By night, or by day when
the view is obscured, lighted fusees will be thrown
off at proper intervals "

In this case the only protection afforded was the display of
fusees a moment or two before the collision occurred; the flag-
ran did not "take such action as may be necessary to insure full
protection", and the conductor, although fully advised of the
circumstances, neglected to see to 1t that proper flag protec-
tion was provaided,

Fngineman Telty knew the ®Block was occupied on Teceiving
the caution indication displayed by the permissive signal, Un-
der the rule this signal indication authorized him to proceed
"at slow speed prepared to stop short of train or obstruction”,
His statement and the comparatively high rate of speed at which
he permitted his train to enter the tunnel, where the View was
Testricted owing to the curvature, indicated that he assumed
the tunnel was clear; any such assumption was wholly unwarranted
and had he observed the rule concerning the permissive signal
indication this accident would undoubtedly have been averted
notwit hetanding the fact that the preceeding train was not
properly protected,
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A1l of the employees involved were eXpeTienced men,
at the time of the accident none of ther had been on duty in
violation of any of the provisions of the hours of service
law.

Respectfully submaitted,
™, P, PORLANT,

Chief, Bureau of Safety,



