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THPLRETATNE CIOTERCL COMITISETIONN

. REPORT COF TFEL DIPLCTO™ 07 THE BULLAU OF SAWLETY IIT Ro
INVIOSTIGATION OF AN ACCIDLNT WHICH OCCURRED ON THRE
NEW. YORK, CHICAGO & ST. LCUIS RATLROAD NCAR ERIE,

-

PA., Ol NOVEIMBIR 1, 1945,
o larch 20, 1926.
To the Commigsion

Cn Nlovember 1, 1925, there was & derailment
cf a freight train orn the Hew York, Chicago & St. Louis
Railroed near Jraie, Pa., resulting in the death of one
employee and the injury of cne employee.

Location and method of operation

This accident oceurred on the Buffalo Division,
extending between Buyffalo, N. Y., and Ilingsvalle, Chio,
8 distance of 116.8 miles, i1n the vicinity of the point
cT accident this 1s a single-track line over which trains
are operated by time-table end train orders, nc block-
signal system being in use. The mccident occurred at a
point about 1,500 feet west of the east switch of a
rassing track lmown es Dean Siding; anpproaching this
roint from the east the track 1s tangent a distance of
morce than 2 miles, followed by & 3° curve %o the left
ebout 900 feet in length, the nccident occurring on this
curve at A point cboat 610 feet from its erstern end.
The grrde feor westbound trﬁlns 18 descending, varying
from 0.30 to 0.449/P%E18E Mt 145 nexirum <t the point
cf der~ilment.

The track in ths vicinity i1s 1<a1d with 90-
pound rnils, 3& feet 11 length, with ~n rverage of
rbout 20 onk &nd pine ties to the roil-length, single-
spiked, and ballrsted with canders. Some tie plotes rre
used, but no rril onchors. Under the rules the speed
. of freight trrins 1s lirnted 4o 40 miles on hour.

The wenther wos clear =t the time of the escci-
dent, which occurred at about 11.45 p.m.



Description

Westbound freight train extre 500 consisted of
seven cars arnd s cabocese, hauled by engine 500, and was 1n
charge of Conductor Campbell and Enginemnn Lymch. At
Worth East, 14.4 miles east of KErie, orders were re-
ceived giving extrn 500 until 11.55 p.m. to reach Erie
for trnin first lNo. 46. A stop wes mnde at o point ~bout
2 mle distant to set out one car on the lew York Central
interchange track, ond the train then proceeded, according
to the train sheet, 2t 11.28 p.m., being derrniled near
Brie while traveling ot s speed estimated by members of
the crew to have been between 35 and 40 miles an hour.

The entire train was derailed with the exceptlén
of the caboose, the engine coming to rest on 1ts right
side on the outside of the curve, b6l feet beyond the
point of derailment. The fipst five cars were de-
railed and overturned on the inside of the curve, while
the sixth car although derailecd remained practically
upright. The employco killed was the enginemen.

Summary of evidence

Pircman Stuckey said the engineman had been
using & light throttie and that hc himself had been
shelanng down coal; after partly rounding the curve
on which the accident occurred he got up on his sest
box, and &t ~bout this time he saw that Dngineman Lynch
had the inderendent engine brrke applied and on looking
nhecd he saw sparks flying from under the left front
drivaing wheel, The engine then started to sway heavily
from one side t¢ the other, finnlly giving = lurch ~nd
turning over. He sepid everything hrpperied waithin esbout
twe or 'three seconds from the time he got on his geat
box and that he could not estimante the speed nt the
time of the dermilment, although 1t had been a lattle
higher then usual and probebly was nas high as 35 miles
an hcur ot some points between Horth liasl and the point
of nccident. Fireman Stuckey di1d not think the driving
wheels were the first to be derriled, srying the fire
might hzve come from the pony-truck wheels. TFiremen
Stuckey further stated that while he had not examined
the engine closcly, 1t appeared to be in good condition
and thect Engineman Lynch had commented about 1t.

Conductor Campbell stated that 1t lacked m
fcew seconds of being 11,26 p.m. whoen his train depart-
ed from North East, while the accident occurred =t
11.45 pem., he having looked at his wotch immediately



~fter 1ts cceurrencze, rud he estimcted the speed rt the
time te hnve been about 25 miles an hour; he hed nct
notieced any ~rplacation cf the air brakes rsnd snaid he
had been c¢n freight trains which had run foster then has
own troin ren on this ocersicr, He mnde an examinetion
of the treck shortly rfterwards mnd found 1t to be cut
tf line from the beginning of the curve to vhere the
dercilment cccurred; ke wos of the opinion thet when

the engine enccantered the curve to the left the engine
h~d o tcndency to bear te the nerth aad then To robound
to the south, nnd thet when the rebound occurred the
trecek wee thrown out of line, causing the engine to
sway, eoch swry 1ncremasing in force until the dernilment
occurred., Conducter Campbell further strted thrt when
the trnan erders were receivéd at Ilorth Bast, one order
giving them untal 11,556 p.m., to resch Irie for train
first Wo. 46, while snother order grve them until 4.19
n.m. to remch Girard, 29.4 miles west of North East,

for train first Ho. 54, Engineman Lynch remarked "We
ought tc be heme 1n bed by 4.19". The only stop made
wes to set cff the one car at the lew York Centr~l infter-
change track. ~ngineman Lyreh hnd werked with ham on

2 number cf trips, continucusly since the first of
Cectober; he ncticed nothing wreng with haim physically
on the night of the accident, snd s~14 that he hnd hed
no oeeongion to caution him nbout £rst running, the en-
glneman using goocd judgment in all erses.

Bre¢kemer Prescott, leShey and locre were rid-
1ng 1n the ceboose tnd were wneware of anything wrong

until the rceci1dent occurred. Their estimates as to the
gvocd of the train Just prior tc the derrilment was be-
tween 35 sfnd 40 miles 2n hour. ITcnie c¢f 1hem noticed

an nir-br-ke rpplicction jJust pricr to the nccadent,

bul Brakeman "eSny snid thet re noticed the rir brakes
“pply on th: ec~boose at 2bout the time 1t storted riding
roughly -nd svayineg fror. one side te the cther.

Superviescr of [rancx Case stoted that he wos
1n charge of the section of trnck where the nccident
cceurred, that the rails were lnid new in J uuary, 1921,
i th~t the curve wos fully tie-plrted in Avrril of the
some yenr, During the 1-st weelr 1n October o few jcint-
iere rnised on the low roa1l of the curve on which the
necadent ccecurred. The treck was inspected twice » dry,
“nd he hed received no repcrt of trick i1rregulerities
in thie immedinte vicinity within + menth prior te ihe
dernilmwent. He took me-surecments of fthe superelevation
of the outside rn1l ond the gruge of the track enst of
the rnitial point of derrilmont, on the merning follow-
inz the ascident. The supcreleverlion intended to Dbe
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mrintained was 3 inches, 1 inch for each degree of
curvature; the mepximum supereleveticn was 34 Inches

and the minimum & inches, whilo the gouge was 4+ inch
wide. He szad 1t wes the practice on curves to allow
the gauge to be %+ inch wide, end he thought the other

5 anen of wide gauge could be accounted for by werr oOn
the reils. Bast of the initial point of derailment
there was no indicaticn of fthe treck being out of aline-
ment, indicating that the engine or trrin hed not been
swaying up to this peant, but west of the initial pcint
of derailment the track was out cf zlinement, being moved
to the north, apparently o result of the accident.

Inspection cf the treck disclosed the first
mark of derailment te be on engle-bnr bolts on the geuge
side of the low rail, at » pcant about 610 feet west of
the eastern end of the curve. At this pecint the bolt
heads were sneared partly off, and then for a distaonce
of 230 fect there were numerous merks on angle bars and
bolts, ond flenge mairks on the ties, on the ghuge side
of the low rail, while there wers similar merks on the
outside of the high reil of the curve, apparemtly mede
by wheel flanges. There were no marks to indicate that
the derailed wheels had climbed the rail, or hod run
along on the top of the rai1l, the wheel cn the outer
rail evidently hoving Jjumped this r-i1l &néd dropped down
on the cutside. Beginning 350 feot west of the first
marks of derailment the treck wrs bedlv torn up and
degtreyed for n distance cf 231 feet,to where the en-
gine came to rest. In this wvicinaity there were found
numerous spike heecds broken off, corroded, cr loecse in
the ties, baving lcst their holding queslitics. All of
the ties were not equipped with tie plates, and some of
the tie pletes had cut into the ties & inch and showed
indicctions of shiftaing. At severol poinls there were
indicetions of traclh pumping, the ballest hoving worked
out to guite an extont from under the ends ond sides of
the tice, showing 2 wet spongy ccndirticn. The super-
elevetion of the outside reil 2% the initizl point of
derailment was 3 inehes, ond the gauge 4 feet 9 inches.
Prior to the accaident the reain f2ll in this vicinity
had been unusually hervy for some time, £nd the shoulder
of the road bed rt some points had been washed rway to
A congiderable extent.

Engine 500 1s of the 2-8-%2 type, hoving 2 tctal
weight, cngine and tender, loeded, of 445,000 pounds; 1ts
driving-wheel besc 18 1t feet 6 inches, and tot~l wheel
basc, engine and tender, 67 feet 8% inches. This engine

recelved clase 3 repairs on September 21, 1925, rnd hed
mede 12 trips, or approximotely 2,000 miles, between thet
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time and the time of the accident. Careful examination
of the work reports covering this engine for a period of
10 days prior to the sccident, and an exemination of the
engine subseguent to the accident, failed te discloss

any defect which would have cnused or contributed to the
accident, the only 1rregularity being disclosed was that
the back driving wheels, back to beck, gauged from

52 31/32 to 52 7/8 inches, the minimum limit required
being 53 inches, this condition, however, might have been
2 result of the derailment. There were two deep indenta-
tions on the outside of the rim of the tire of the left
front draiving wheel, and the outside edge of the tire had
the appearsnce of having rubbed heesvily agzinst the low
rai1l; on the inside of the flrnge of tne right froht
arivaing whecl there were indicetions of 1t heaving rubbed
against the outside of the high rnil, these marks evident-
ly having been made at the time of the derailment.

Corclusions

This accident 1s believed to have been due to
frilure to maintain the track in proper condition for the
operation of trains at the maximum rates of speed allowed.

The speed limit for freight trains 1s 40 miles
gn hour, and the evidence indicated that this was the
aprroximate average speed of cxtra 500 between North East
and the point of accident. The exnarmnation of the track
cn the curve, hovever, raised o doubt as to whether 1%
wais gafe for the operation of heavy power at such a rate
of sveed. The gauge and clevetion were well maintained,
but the track =ppeared to be soft, the ballast having
worked out from under the ties to = considerable extent,
while at some points the shoulder of the rond bed had
been washed away as a result of the heavy rains which
had been experienced in that locality. The spiking
was nct mainteained in the best of condition, while some
of the tie plates hed cut inte the ties for o distance of
about 1/2 inch. These conditions could not do otherwise
then weaken the treck structure, nnd 1t 1s thought that
this weakened condition wes responsible for i1ts npperent
foalure to held up under the weight of thas train, moving
a2t the meximum rate of speed ~1lowed for freight treins.

The employees involved were experienced men,
and at the time of the accidont none of them had been
on duty in violation of any of th? provisions of the
hours of service law.

Fespecetfully svbmitted,

W. P. BORLAND,
Director,



