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IXTERSTATE COMKEACE CCILiISSION

REPORT OF THE DIRECTOR OF TEE BUR£AU OF SAPETY IN RE
INVESTIGATION OF AN ACCIDENT VHICH OCCURRZD ON THE
ERIE RAILRCAD YEAR NHEATLAKND, P.A.,ON JANU.ARY 23,
1930.

March g, 1230
To the Commission:

On January 232, 193C, tnere was a Trear-end collision
between a Pittsburgh & Lake Erie freight train and an
Erie freight train on the tracks of the Erie Railroad
near Wheatland, Pa., which resulted 1in the death of one
employee.

Location and method of operation

This accident occurred on the Ferrona Branch of
the Mahoning Division, which e€xtencs between Ferrona
and Gardner avenue, New Castle, Pa., a distance of 23.4
miles, and 18 a single-track line over which trains are
operated by ftime-table, train crders, and a manual block-
signal system. The Pittsburgh & Lake Erie Railroad has
trackage rights over this branch of the Erie Railroad.
This accident occurred at a point about 1,600 feet west
of Wheatland, which 1s located within yard limits that
extend bet.een West Middlesex mnd Ferrona, z distance of
8.5 miles. Approaching the point of accident from the
east, the track 1s tangent for z distance of 1,175 feect,
followed by a compound curve to the right 1, 265 fect 1n
length, varying in curvature from 5° 30'to 20°30", the acci-

dent occurring on this curve at o point about 2;0 feet from

1ts western end, where the curvature 1s at 1ts minimum. The

grode 1eg 0.37 per cent ascending for vestbound trains at the
point of accident.

Under the rules, 1t 18 not necessary for any engine
or train occupying the main track inside of established yard
limits to be protected by flagman, except whea oa the time
of a first-class train, or when the view of an approaching
train 1s obscure, or in foggy or stormy weather., It 1is
required that all trains, except first-class trains, approach
and pass tnrough yard limits under control,prepared to stop,
and proceed only as the way 18 seen or known to be clear.
Special instructions in the time-tacle restrict the gpeed
of all trains to 25 miles per hour within the yard limits
in whach this accident occurred.
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The manual block signals 1n use on this line are
of the three-position, uocvter-quadrant type, the indications
being red, yellow, and green, for stop, caution, and proceed,
respectively. There 1s only one block station for night
operation between New Castle and Ferrona and it 1s located
at Pulaski, 8 miles east of Wheatland.

The weather was dark and clear at the time of the
accident, which occurred about 12.10 or 12.12 a.m.

Description

Westbound Pittsburgh & Lake Erie freight train
extra 199 consisted of B0 cars and a caboose, hauled by
engine 152, and was 1in charge of Conductor Thompson and
Engineman Connors. This train departed from New Castle,
Pa., at 8.39 p.m., January 21, stopred on the main track
v1th the engine located at Farrell, 1 mile west of Wwheat-
land, at 10.25 p.m., and had been standing there about 1
hour and 45 minutes when 1t wos struck by westbound Eraie
extra 1733.

Westbound Erie freight train extra 1723 consisted

0f 54 cars and 2 caboose, hauled by engine 1722, and was

in charge of Conducter Wilbur and Engineman Wrynn. This
train departed from Kew Castle at 10.30 p.m., January 21,
passed Pulask., the lost open office, at11.36 p.m.,'r1th the
tlock signal displaying a caution indication, and collided
with Pittsburgh & Lake Erie extra 199 while traveling at

a speed variously estimatec to have been from 8 to 15 miles
per hour.

The caboose of extra 198 waos so badly damaged that
1t wae later destroyed, the car next to the caboose wras
derailed and turned over on its right side parallel to the
track, while the second car from the caboose was off center
but was act der~i1led. Engine 1722 was considsrably damaged,
none of the equipment of extra 1723 was derailed, The
employee killed was the flagm-n of extra 19S.

Sunmnnry of evidence

Engineman Connors, of extra 192, stated that he
stopped hig train at Farrell to awalt instructionc to enter
the vard at Ferrona, which 1s 2.5 miles beyond, and the
train had bteen there for some tire When he noticed an ap-
plication of the air brakes. He thought that 1t probably
was due to a brake-pipe leak and sent some one back over
the train to fird 1t, as he was nct aware at that time
that an accident had occurred. Engineman Connors s~i1d he
was thoroughly fawmiliar with tne opeérating rules of the
Erie Railroad over tnis branch and understocd that 1% 1s
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not necessary to flag within yard limits except when the
view 15 obgtructed by weather conditions. It was dark and
clear on the night of the accident and he could see back
along his train about a distuance of 50 car-lengths, his
view being cobstructed ot that point by the curve.

Conductor Thompson, of extra 192, stated that
when ils train stopped at Farrell, Brakeman Kelly and
Flagman Freniere were 1n the caboose wilh him Conductor
Thompson and Brakeman Kelly went to the head end of the
trzin, while Flagman Frenierefciained on the rear platform
of the cabosose. From time to time they renmorted by tele-
hhone tc the dispatcher at Ferrona and when they finally
recolved permission to proceed, they found that they had
no alr on the train. Conductor Thompson and Brakeman
Kelly then went back along the train and discovered that
tne rear of their train had been strucg, and the flagman
had been killed. Conductcr Thompson stated that when he
left the rear of his train, the flagman appeared to be
normal and did not seem to be drowsy. Flagman Freniere
had worked with him about four years and was familiaor
with the operating rules on that branch, and under the
conditions that existed at that tirme, Conductor Thonpson
did not ccnsider 1t necessary to flag at that point and did
not instruct the flagman to do so.

The remaining recbers of the crew of extra 192 nlso
stated that 1t was dark and clear on the night of the
accident, that they saw no smoke blowing over the tracks
from nearby factories nor did they hear any whistle signals
of an approaching train, although 1t 18 doubtful i1f they
could have been henrd at the nead end of the train. They
all were familiar with the operating rule on that branch
that 1t was not necessary to flag within yard limits unless
the view 15 obscured, except Brokeman Kelly, who had
operated over the bronch only a few times. Witk the ex-
ception of the flagman, the crew of extra 189 was at the
head end of the train practically the entire time their
train wag standing at Farrell.

Engineman Wrynn, of extra 1723, stated that after
testing the air brakes at New Castle, he proceeded on
a clear signal indicaticn, at Pulazki he received a caution
indication, which indicated a train zhead. OCn approaching
Church Street crossing, about 50 car-lengths east of the
point of accident, ne was operating his train at a speed
between 20 and 25 miles per hour and sounded the usual
crossing whistle signal, hethen sounded the whistle about
three times between that point and Mercers Works crossing,
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located clecse to the point of accident, as there were work-
men pasesing over this crossing to and frow the American
Shect and Tin Plate Plant. He was watching these nen and
did not sec the caboose of extra 199 unitil he re-nched this
crossing, at which tiwme he was about four cor five car-
lengths Troim the rear of extra 199. Engineman Wrynn
1maediately applied the air brakes i1n emergency, sounded
the whistle signal, and called to the other men on the
engine, and he thought the s»need of Lig train ha® been
redaced to 15 miles per hour by the time the accident
occurred. He staoted that the two markers on the caboose
were burning rad, but he did not ses the cunpola light,
there were no torpedoes down nor fusees displayed, and he
di1d not see any merber of the crew arcund the caboose.
Engineman Jrynn further stated that on rounding the curve
he had locked across 1t scveral t11es, and even though his
attention might have been distracted by the wmen at the
croseing, he gave 1t his first consideration to loock for
n cabocse because he knew there was a long train ahead

cf hir. He also s~1d that while the factory ovposite the
noint of accident has nuaerous gas Jets and srwke stacks,
he could not say whether or ncot there was any sroke es-
caping from these stacks at the time of the accident which
might have ohstructed his view, but therc are times when
lights from street cars and autormcbiles on the highway at
that point interfere with his view of the track ahead, and
at the time of the accident there was a street car and
autornebiles at that point. Engineman Wrynn fully under-
stood the rules governing the operation of trains within
vard linits, and also the block-signal rules, nd knew that
1f he wag not prepared to stop shert of any obstructinn
he would be responsible for the viclation of these rules.
He could not recall a previous Hrip undeér si—ilar cir—
cumstances where he had been flagged by a train occupying
the nain track, nor had he ever had any difficulty in
stoporing hisg train when he found that the nain track

Wwas occupled, and 1n this particular case 1t was his 1den
that he¢ could have stopped easily had he noticed the
riarkers wshen they first cane within his range of vision.

Firesan QO'lalley, of extra 1732, stated that
he wos riding on his own side c¢f the engine and at inter-
vals both he and Head Brakenan Hi1i1ll locked cut on lefd
hand curves for a train ahead, as instructed by Enginenan
Yrynn, but approaching the point of zaceident they were
nct 1n positinn to see tne track ahead on account of a
curve to the right. The first intination he hod of



anything wr7og was when the énginenan apnlied the air
brakes 1n ei1ergency, sounded the whistle, and warned them
of a train ahezd. He armediately Jumped off the engine,
and as he did so he noticed the red markers and the

cupcla light burning on the cabcoose. Firerian O'Malley
sa1d that the air brakss had been tested before leaving
New Castle and he thought that the speed of the train had
been reduced to about B ri1les per hour when the collision
cccurred. He fukther stated that the enginsman sounded
the usual whistle signals for the crossings en route.

The statements of Head Brakerian Hill substantiated those
of Fireman 0'Malley with the excepticn of the spezd of the
train at tne tiae of the accident, which he thought w-s
about 15 miles per hour,and due to the curve Head Brakeman
H1ll ¢nuld see only one nmarker light.

Conductor Wilbur, of extra 1723, was riding in
the caboose at the time of the accident., He snid they had
been traveling at a speed of 15 or 20 miles —er hour, and
in this particular instance he was unable to say whether
or not the speed was such tnat the train could have been
stened i1n half the length of visicn. During the 25 or
30 vears he had been running over this branch, he has
never had any difficulty nrevious to this trip i1n having
his train stopoed before an accident occurred when the
noin track was occuwsied by another troin. He considered
Enginenan Wrynn a very careful ran and had never had any
reagon to cawtion hiw about exceeding the speed at any
time. Conduactor Wilout also stated 1t was his practice,
when Nis own train stopped in the i1mediate vicinity of
the point of accident, to have the flamtan go back four
or five car-lengths east of Mercers Works c¢rossing ond
place torpedoes and to be on the lockout for aporeaching
trains. On this narticular occasion, however, his ovn
flagnan di1d not affcrd any nrctecticn for the rcar of
hie train until about one-nalf hour after the occurrence
of the accident.

Brakenan Hackett, of extra 1722, was riding 1in
the cabooge and did not know at the ti.e that an ccident
had occurred. Flggnan Hood, who also was in the caboose,
was uncer the 1napression that their train had broken in
two, so proceeded toward the head end of the train and
found that they had had a collision. dAbout one-half hour
later, he went to the rear end of his train and mlaced
so1ne torpedoes on the rail, although the rules did not
recguire him to do sco.



—B

Several nights after the occurrence of the accident,
with weather conditiocng the same as on the naght of
the accident, a test was conducted to ascertain the dis-
tance a caboose could be seen standing at the point of
accident from an approaching west-bound train, and 1% was
Tound tnat 1t could be seen for a distance of 950 feet.

Conclucions

This accident was caused by the failure of Engine-
man Wrynn, of extra 1722, to operate his train under
proger control within yard limits.

Engineman Wrynn was fully aware of the fact that
there was a long train ahead of him and that he was within
yard limits, and although the weather was clear and he
had an unobstructed view of tiae caboose of extia 189 for
a distance of 950 feet, yet 1t 1s apparent that he was
giving his afttention to the road crossing jJust east of the
point of accident, and the result was that he did not sse
the caooose until 1t was only four or five car—-lengths
distant.

All of the employees involved werec experienced men
with the excepticn of Brakeman Kelly, of extra 192, who
cntered service on January 8, 1929, and Head Brakeman Hill,
of extra 1722, who entered service con October 18, 1229.
None of them had been on duty in violation of any of the
proviglcns of the hours of service law.

Respectfully submitted,
W. P. BORLAND,

Director.



