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INTERSTATE OOMMERCE COMMISSION

REPORT OF THE DIRECTOR OF THE BUREAU OF SAFETY
IN RE INVESTIGATION OF AN ACCIDENT WHICH
OCCURRED ON THE ERIE RAILROAD AT BLACK ROUK,
N. Y., ON FEBRUARY 25, 1928,

March 30, 1928,
To the Commission:

On February 25, 1928, there wag a collision
btetween a freight train and a cut of standing cars on
the Erre Railroad at Black Rock, N.Y., resulting in
the death of one employee and the i1njury of one em~
ployee. This acclident was investigated in conjunc-~
tion with a representative of the Public Service
Commigslon of New York.

Location and method of operation

This gccident occurred on the Intermational
Branch of the Buffal) Division, which extends between
International Juncticn and Black Rock, N.Y., a distance
of 4.3 miles, and over which no scheduled trains are
operated, This is a double-track line over which
trains are copersted under yard-limit rules, no
Plock-signal system being in use., The peoint of ac-
cldent was on the westbound main track at a point
ebout 1,100 feet west of Delaware Avenue; approach-
ing this point from the east the track i1s_tangent for

a distance of 8,503 feet, followed by a 3° curve to
the left 1,90?.2 feet in length, the accident occur-

ring on this curve at a point 710 feet from 1ts
eestern end. The grade iw undulating, being 0.9
per cent descending for westbound trains at the
point of accident. The speed limit for freight
trains 15 restricted to 230 miles per hour on the
International Branch, and t¢ 35 miles per hour on
that part of the Nisgara Falls Branch extending be-
tween East Buffalo and International Junction. The
yard limits extend from East Buffalo to Black Rock,
N.Y., & distance of 9,3 miles,

The view ¢f the point of eccident across
the i1nside of the curve from the fireman's side of
the cab of a westbound engine was restricted to
approximately 1,000 feet.
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The wesather was clesr #nd 1t was daylight at
the time of the accident, which occurred at about
2.58 p.m.

Description

Westbound freight trmain extra 2443 consigted of
67 cars snd a caboosc, hsuled by engine 2443, and was 1n
charre of Conductor Lowery znd ®nginerisn Hundshamer. On
the errivel of this trein at Blzck Rock, at akout 5.05
p.m., the engine snd caboose were cut off and the ¢ars
were left stending on the westbound mein track, as was the
usuzl practice. After the cers had been standing at this
point avout 53 rainutcs the east end of the cut of oars wee
struck by extrs 1687,

Westbound freight train extra 1697 consisted of
12 cers ~nd a cebonge, hauled by engine 1897, and was 1in
cherge »f Conductor Childs snd Engineman @'Neil., This
train left East Buffsloc at 5.45 p.m., psssed International
Junction, 5 Miles beyond, ot 5.53 p.nm., and on rcaching a
point sporoxirately 2.1 miles beyond Internationgl Junc—
tion the trein collided with the cut of cars standing
on the nmain track while traveling at 2 speed estinated
to have becn about 35 miles per hour.

Engine 1697, together with i1ts tender, was de-
ralled te tke north, the engine coming to rest in an up-
right position on top of one of the flat crrs standing on
gn eadjoiming treck, The first two cars i1n extra 1897 were
derziled but came to rest i1in an upright position and in
line with the track. The first fcur cars on the east end
of the cut of cars were zlso derailed, three of these cars
being demolished. The ermployee killed was the engineman
of extra 1897.

Summsry of evidence

Firemen Ggrlick, of extra 1897, stated that he
was putting in » fire when leaving Internstional Junction,
and thet Engineren 0'Neirl wes on the enginevan's eside of
the cab, looking ahead, wirth Hesd Brakeman Davis on the
brakeman's geat tox on the left side of the cab., The
engineman worked stear until after he had passed Delaware
Avenue, and then shut off, At this time the fireman
had just finished shoveling and wes standing on the deck,
prepsratory to getting up or the fireran's seat box,
Fireman Garlick s21d that Head Brakeman Davis left the
brake man's sest box at thig time and passed him without
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saying anything, the fireman being of the i1mpression thaty
1t was the intention of #he head brakemen to go out and
watch for a signal from the caboose. The fireman then got
up on the seat bex, saw the cut of cars, which was aboui
150 feet distant, and shouted a werning of danger; Engine-
man C'Neill at once applied the air brakes in emergsncy,
"hich seemed to lock the wheels, and the accident occcurred
1mmedrately afterwards, Fireman Garlaick estimated the
speed of his train to have been zbout 30 mileg per hour
betmeen Eset Buffalo 2nd International Junchion, and eaid
that the spesd was reduced =t the latter point; he could
not, however, say what the speed was between International
Junction and the point of accident as he was busy working
on the fire znd had only finished doing so a short time
before the accident ocecurred., It further appeared

from Fireman Garlick's ststements that a terminal iest

of the air brakes was made by Enginemsn 0'Neil before
leaving East Buffalo, but no one told the engineman

how meny brakes were operstive, end all they knew about
the condition of the brakes was detormined by the length
of the blow down of the brake-velve exhsust. Fireman
Garlick thoroughly understood that between East Buifalc
and Black Rock all freight trains arc required te be
operated under the yard-*imit rule, under control end
trepared to stop, proceeding only 25 the way 1s ge€sn Or
kno'm to be clesr, and he se1d that had his trein been

8¢ operated the accident could have been averted,

Heed Brakemsan Devig, of extra 1897, cstimated
the speed of his trsin to hove been about 35 miles per
hour when pessing Delewsrc Avenue; he ssad that he was
riding on the head brekeman's seat box and was maintain-
ing a lookout rhead and thet he noticed the cut of stand—
1ng c¢Prs when they were about 14 or 15 car-lengths distant.
On account of the curve, however, he was not pesitive as
to the track on which the cars were standing, consequently
he shouted to the engineman snd then took a second look,
et which time he reaslized that the cars were standing on
the westbound main track. Hesd Brakemen Davis seid that
the 21r brakes were spplied 1n emergency Then cbout 20
car—lengths west of Delaware Avenuc, or just before the
eccident occurrcd., This he.d brsceman knew ihet the

maximum speed for freight t:::ne on the Tnfoi1--"1cnal
Brench wes only 20 mileg »no- her and goa1d k. was
concerned sbout the exccess - coced 2@ -0 0 0 Traln
was traveling and was piir I1 Lo oray &7 - *o the
engincman sbout 1t, bul a~-.taced To dn oz .. nither
appeared from hig statemol. o 1voad ng Pz -or L “e Tt

mas made before leaving East Busielo st no ~ & net know
whether the brakes were in propei weirk.ng orasr, although
he ssid he had no doubt but what they were coupicd and in
proper working order when the conductor gave a proceed
signal., Head Brakeman Devig knew 1t wasg customary to find
the main track obstructed at the peint of acciadent, al-
though he di1d not expect to find care qurte so near to
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Delawere Avenue, and 1t wae his opinicn that the
accident was causcd by failure to operste under proper
control within yard limits,

Conductor Childs, of extra 1697, coupled the
21r betneen the cars while the flagman coupled the air
between the last cer and the cabocse. No ailr-brake test
was made, however, and he did not know whether the air
brakes were 1n operation; slthough he said that the gauge
on the caboose reéegistered B5 pounids brake-plipe pressure
efter the s1r mas coupled. He was riding in the caboose
end had just finished working on his reports and had
getten up to ascertain the locaetion of the ftrain when the
air brakes were applied and then the accident occurred,
2t which time the speed was about 35 miles per hour. Con—
ductor Childs knew that the speed limit for freight trains
on the International Branch was 20 miles per hour and
ge1d that while he wes awarc the spced was excessive, and
had so remsrked, yet he acknowledged that he msde no
effort to sce that 1t was reduced, saying that he was
busy with his reports and left the question of speed
to the judgment of the engineman. He admitted that he
should have applied the sir brakes by means of the con-
ductcr'!s velve 1n the caboose, 1n view of thc excessive
specd, and sai1d that he would have done so had he finishad
his reports sooner but that the train was farther along
the line than he hed rcalized., Conductor Childs said 1t
mas the prectice to leave cars standing on the main track
upon arrival of treins at Black Rock, this practice being
due to the limited fscilitics in the yard, and expressed
the opinion that had his train been operated in accord-
pnce with the yrrd-limit rule the accident wouid have
been prevented, the accident being due to eéxcessive
speed, Flegman Williams, who wes also riding in the ce-~
bocse, said that Conductor Childs had remarked about the
cxcessive speed and that he agreed with the conductor.
Flagman Williams was unaware of anyvthing wrong until the
1r brzkes were applied, followed by the occumence of
the accident, at which time the speed wss about 35 miles
per hour, Flagman Williezms further stated that he
boarded the cabocse after the air was coupled and noticed
that the air gauge registered between 60 and 70 pounds
breke-plpe pressure, He did not know whether an air-
breke test hed been made, but ssid that an air-brake ap-
plication was made at International Junction which re-
duced the speld to about 15 miles per hour. Flagman
Williams said that in his opinion the yard-limit rule was
not complied with by Engineman (Q'Neill,

The statements of members of the crow of extra
2843 were to the effect that on the arrival of their train
2t Black Rock at about 5.05 p.m. the engine and caboese
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mere cut off and the 87 cars were left standing on the
westbound msin track, in accordence with the usual prac-
tice. Preperations were then made for the return trip,
no protection being reguircd to be afforded for the cus
of stending cars by the crer of extra 2443 on this oc-
casg1on.

General Ysrdmaster Doney stated that all trains
arriving a% Black Rock are rcquired to be left gtand-
ing on the mein track, as there 1s no other space availl-
eble 2%t this point, and thet this has been the practice
since, and also previous 1o, his assignment here as
general yardmaster i1n 1921, In the event of inclement
wegther, however, or ~hen the view 1s obscured, a rcd
tight 1s placed on the end of a cut of cars left under
such circumstances. It further appeared from his stete-
ments that Delavare siding, located on the north side of
the mein treck and having a capacity of 75 cars, is used
for storagec purposas end thet 1f 1t were not for the
fsct that this siding 1s so utilized, 1t would be pos—
gl1ble for arriving trsins to hesd in on the siding at
the east switch, instead of leaving their trains on the
main track.

fonclusions

This accident vss caused by extra 1697 being
opersted at cxcessive spceed within verd limrts, for which
Engineman 0'Neil and Conductor Childs are responsible,

Why Engineman 0'Neil failed tooperate his train
within yerd limits under proper contrecl 1s no¥ knocwn, as
he was k1lled in the gceident. QConductor Childs acknow-
ledged that he was sware the spced was esxcessive on this
occasldn, and had so remarked, yet he made no abttempt to
gsee that 1t wsag reduced, ssying that he wes busy wath
his reports and left the question of speed to the judgment
of the engineman. Conductcor Childs adwitted that 1n view
of the excessive speed he should have epplicd the air
brakes by means of the conductor's valve 1n the caboose.

There wes a direct conflict between the state-
ments 0f the head brakeman and these of the fireman as to
the werning given the engineman of the presence of the
cers ahead on the main track, but in view of the fireman's
inability or unmillingness to give information as to the
speed of the trazin and his further ststement that a test
of the air brakes wes made prior to departing from Eagt
Buffelo, which statement wss not supported by any ether
witness, 1t 1s believed thet greatzsr credibility can be
sttached to the ststements of the head brakeman, Judging
from his statements, 1t appears that he did not notice
the cars a2t the earliest possible moment, and that when
he did see them he did not rsalize they were on the track
on which his train was moving, with the result that the
speed of the train wes not greatly reduced prior to the
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occurrence of the accident.

Under the operating rules of this railroad
freight trains-are required to pass through yard limits
under control, prepared to stop, and proceed only as the
way 1s seen or known to be clear. As an additional
precaution, under thce Hand Book of Special Instructions
and Condensed Bulletins, when necesssry to block running
trezcks within yard limits between a peried of 30 minutes
before sunset and 30 minutcs after sunrise, 1t 18 ro—-
quired thet proper protection.be provided. On the day
in question the sun set 2t 6 p.m., and the accident oc—
curred at about 5.58 p.m., aftcr the cars had bocen
stAanding on the main track for 2 period of 53 minutes.
The duty of seeing +t6 1t thst proper protection was pro-
vided for these cars, which 1s usually fulfilled by
Placing a red lantern on the end car, devolved upon
General Yardmaster Doney; hc had, however, made no effort
to provide such protection.

The yerd facirlitics »t Bl=ack Rock apparcntly
are i1nsdequate, neccssitating all inbound crews to leave
their treins on the main track, and according to the
genersl yardmaster this condition dates back at least
until 1921. The continued existence of such a condition
over a pericd of many yeers, accoripenied by the hazards
which obviously attsch to the lesving of cars upon a
mein track, should call for the immediate elimination
of the fnderlying circumstsnccs responsible for 1ts
cxistence, either through an enlargement of the yard
feeilities, or through the removal of storage cars to
some other point thus permitting free use to be made of
such f-cilities as are availsble.

All of the employees inveolved were experienced
men and at the time of the accident none of thew had been
on duty in violation of any of the provisions of the hcurs

of sarvice law.

Respectfully submitted,

W. P, BORLAND
Director.



