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’\. : . INTERSTATE COMMERCE COMMI SSION

‘II.VES’“IGATIO 0. 3217

OF MAXTNG AGCIDENT INVESSTIGATION RIPOATS
Accuf'm REPORTS ACT OF MAY 6, 1910,

THE BALTIMORE AND CHIO RAILROAD CCMPANY

February 14, 1949

Accident near Wiles Junction, Ohio, on Fevember 30, 194
caused by fallure to operat. a freight traln in
accordance with a signal indication.

1
REPORT OF THE COMMISSION

PATTERSON, Comm1m91ono“'

L a e

On November 50 1948, there wes a side collision
between a lew York Central Reilroad freight traln and a
passenger train on the Baltimore and OYlO Railroad ncar
NHiles Junction, Ohio, wnich resulted in the injury of 15

passengers, 2 rﬂﬂlvay~ma¢1 clerizs and 7 train-ssrvice

employees. Thig accicdent was investigatzd in conjunciion

with representasives of the Public Utilitiecws Commlssion

‘ " of Ohio

1

Under authority of section 17 (2) of the Interctate Com-

merce Act the above~entitled proceeding wag referred DY

Commission to Commissioner Patherson for consideration and

dispogcition..
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CNWGY.C, trains regularly usc

s
voint 1,387 mlles wegt of liles

— ;“5 - 521 ’?

Location of Accident and ilethod of Orneration

This accident occurred on that pars of tre Lirron
Divislon ertending betwsen U¥ Towver, neer Jew Castle

Jet., Pa., and Willerd, (rlio lAu.U mileas. In the vicinlty

)
8 1s a double-%track line, over

£
of the pnolnt of accident t
T urrent of traliic are oanw tad

which %trains mov1ng with

:’)J
) g
Q

by signal indications, The mein tracks Trom noril to south
are desigratﬂd as No, 1, westwvard, 2and Hoo 2, castward, &t
Niles Junction, 32.2 miles wost of ‘ the Pennsylvania
Railroad forms a Junction wzt e main traci of

the B.& C, This junction is g interlocking.

s Peovweocn Niles

Junction and Rawvenna, Ohlo, t-vound IL.Y.C,
trains enter Files Junstion ¢ ciding 7,001 Teet
in length, parallels the moli: north, The eus?d
switch of this siding connect nout to the

within interlocking limits at n. <oae wes

switch connects the siding w

Tower, The west
siding-switch is a spring switch normally lined for main track
ovementua An auxiliary track connects with the west end of
the siding in the vicinity of the clearance noint «nd parallels

the main tracks wostward., Thne switch leadins to thils

~
v

track 1s a rand-onerated switech normally lined for movements

rom the elding to ths weostrard main track. The digtance
“betwcen the points of tho two switches ig 201 feet, The
clﬂawance point is 1 g S84 T

@]
bl
an

2ted on the siding 20 a point 84 feaob
east of the switoh leading to the auxiliiary track, The

accident occurred at the foulinz voint of the weshtuard main
track and the siding a%t a polnt 120 fee’ east of the west

=

slding~switch and 115 fee® trost of %he clearance point,  Tlhe
P

main tracks are tangent throughout ¢ distaonce of 4.9 milesn

east of the point of accident and 7.3 miles westward, The
g“aue is 0,31 percent acscenting westward,

Irte“70011n signol 3i-32 ot NWiles Junction =nd autonatic
signal Wg9-02, goverﬁ ng Wcut—baund movements on the wegitward
main treck, are, respocyLvely_ 44 mile ¢ 130 fee® enot of
the noint oF acclaent., Trese o;;nalﬂ re O e colop-nocition—
light type, and they display 4 aspects, Sisnal WES-CL is
‘mounted on a bracket most 8 feot 8 inches north of the north
rall orf the siding., The center of the lIizht unit is 2 et

Q

o
above tize level of the tops of the roils. Interlocking
B33=34 at Niles,Jun»ulon and cnn1~'u*okwuic cigral Wel-02

S’
governing west-bound movements on the olO'Lg, arc, respcotively,
1.44 miles ond 13% feet east of ﬁL, point of acgidens. Signal
Ww89-02S is a color—poaﬂt¢or—;’gk“ dwarf siznal cnd is located
6 feet 2-1/2 inches nortn of tre norti rail of the siding ‘he
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center of the light unit.is 1 foot 11-1/2 inches above tha
level of the tors of the rails., Thkis signel dlgplays 4
aspects, ZInterlocking siznol 33-34 is a “fro=unt t position-
1ight signal mounted wlth signal 31-32 on « bracket nast,
and it is located north of the siding. Thie signal digplays
4’aspects. All eignals are apnroach ]1vnued exzcept signnal
Wag-028, +hich is continuously lighted. The involved aspscts
and oorrebponding indications and nomes of these signals ore
ag follows: ' :

Sicnrl ‘ Asnect ~ Indication , Heng
3l-32, - Two green lights Proczed. ' Clcar,
wg9-02 in vertical o

positlon under
white marker

licht
E2=34 Three amber lights Procsed at Restrict-
in horizontul ' Festricted =~ ilug.
position over throce speed,
~anber lig 7*3 in
dlagonal position
to the left
V39-02, Two red Yights in  Stop. . Stop.
W39~028 horizontal nogition '
Siznel ee«025 governs wests movements from the siding to
the vestword main track, ond roxmtl“v indicates Stop. The

blosk of this siznal extends from the clenrance point in th

siding to the next automntic signal westward. The cont”olling

circult ie so arranged thut a manuxlly-cperated push button,
located. nrar tke signal, nust be opernted before thig sipgnal
wily display an aspect authorisi ng a traln %o procced., The
over ation of this pugh button causes cignal WE9-02 immediatsl
tn digplay its most restrictive asnect., When the block of .
signals &@8-02 and W62-02S 1is ocuuoied signals W8S-02 and
Wu9~0 5 indlcate Stop and signal 51-;2 ;nGipa*Qﬂ Aprroach,

Thnies carrier's operuting rules regd in part as follows:
DEFINITIONS. |
Fixed Signal--A signal of fixed location indicating

a, ConditLCﬁ affe"tnng the movement of a train or
en”ine.*

-

y




~interlocking,

*Note of Definition of Fixed Signals--The definition
of a "Fixed Si%nal" covers such signals ag ® * ¥ block,
#* % or other means of displaying
indications that govern the movement of & train or
engine, ‘

Restricted Speed--Proceed, prepared to stop short
of ftrain, obstruction, or anything that may require
the speed of a train to be reduced.

34, All mcmbers of train and engine crews will,
when practicable, communicate to each other the
indication of each signal affecting the movement of
their train or engine,

MOVEMENT OF TRATIS,

99, When a train stops under circumstances in which
1t may be overtoken by another train, the flagmen nmust
go back immediately with flagman's signals a sufficient
distance to insure full protection, placing two torpedoes,
and when necessary in addition, displaying lighted fucees,

A
£
abe
pX4

*

The front of a train must be protected in the same
way whnen necessary by the front trainman, and when he
1s not available, by the fireman.

¥ % %

Spring Switches.
127, % *® %

L

=

¥

Time-table 8pecial Instructions will designate
those spring switch locations where crews will
operate push buttons in the following manner:

Conductor or engineer will operate push
button and be governed by the indicatlion
displayed by the leaving signal, then walt
three minutes, or more when provided by
Time-table Special Instructions, before
fouling the track to be entered. * * ¥

~

o
>

L
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'RULES GOVERNING THE MOVAMENT OF
TRAINS IN THE SAME DIR=CT _LJN
BY BLOCK SIGHALS.

291, On portions of the railroad, and on
de>igr ated tracks so specified on the time-table
Troins will run with reference to other trains

in the same direction hy bleock signals whose
indicntions will gupcrsede time-tabtle superiority,

251 (A). When o train or eaginc takes o siding
at a: point where switches ~re hand operated, the
conductor or engineer will, when communication is
ava1.1ble rebort the traln or ecngine into clear
and will recelwe permission from t ie train
d¢sp,tcner before again foullny the moin track.

Timetable specinl instructions read in part cg Sollotrs:
L€ Spec P

5,»"«%%

At spring swltches locnted ot Vestrord outlet
passing sidings Niles Jeot., * % *, crew will
operate push button for movement from peossing

siding to ¥ain Tracl.,
g, CPERATING TRAINS BY 3IC [»AL Ik DIJAT:ON“ -,

Rules 251 to 254 inolua¢ve cre in effect batween.

N,CQJCt,, and nkl"on Jut', Se b S

L)

™

LA

The moximum authorized sneed for the poscenger train
was 70 miles per hour.

Descrintion of Accident

Extra 2977 YWest, o west-bound N,Y,C, frei-ht troin,
consisted of engine 2977 €3 cors and 2 cabooses. ”Hls train
passed signel 33-34, which indizated Pesﬁricting, en erbd the
siding at Miles dunction .passed Nileg Junction Tower at
11:14 p. m., paosced nl”n”J ¥89-028, which 1ndicated Stop, rnd
proceeded Lo the weegtward moin trnck vhere it wos "uonped,

o L

with the engine and the Tlrst 10 cars occupying the wegtwnrd

main track ond the turnont wes®t of %he fouling “O¢1u. ‘Lmmedie—

ately therenfiter the %Yenth car wns siruck by wo. >




T T T
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No. 9, a west-bound first-class B.& O, pnssenger troin,
consisted of Diesel-electric units 66 nnd 68A; coupled in
multiple-~unit control, one mail-expiress car, one mail car,
one dining car, one express car, one mail car, one baggage
car, two coaches and one sleeplnm car, in the order named.
All cars were of a11~8ueel construotlon. This train passed
signal 31-32, which indicated Clear, passed Niles Junction
Tover ot 11:20 p, m., 2 minutes 1lnte, passed signal W89-02,
which indicated Stop, and while moving at a speed of 50 miles
per hour, as indicated by the tape of the speedfrecorder with
which the first Diesel=clectric unit was equipped, 1t struck
the tenth car of Extra 2977 West at the fouling 001nt of the
west end of the siding.

The first Diesel—olectfic unit of llo. 9 was dera 1led
and 1t stopped upside down, south of the eastward main treck
and about 175 feet west of the point of collision. A

. separation occurred between the two Diesel-electric units,

and the second unit stopped upright and across the eastward
main track, with the front end about 150 feet west of the

point of collision The remainder of the equipment remained
coupled and upright. The first car stopped across and at an

~angle of about 30° to the eastward main troc“. The second car

stopped between the main tracks. The third car stopped with
the front end between the main tracdks but the rear truck

was not derailled. Both Diescl-elcctric units were badly
damaged, and the first three cars werc considerably damaged,
No other cars of No. 9 were derailed or damnged. The
seventh to the tenth cars, inclusive, of Extra 2977 VWest
were derailed and stopped in various positions on or north
of the wostword main track, All of these cars wore badly
damaged. The rear truck of the sixth car was derailed, and
this car and the eleventh car were slightly damaged.

The engineer, the fireman, the Diesel mechanic, the
conductor, the brakeman, the buvgavemﬁn and the flagman
of No° 9 were’injured,

The weather was clear at the time of the accident,
Uhlch occurred at ll 22 p. m.

Discussion.

- Under the rules governing operation on this line, a

- west—bound train using the siding at Niles Junction is

required to stop.east of the clearance point at the west
end of the siding and there obtain authority by telephone
from the train dispatcher to occupy the main track. When
such authority is obtained, a member of the crew is required




10 - 217

to operate a push buiton, lorcated necar the clecarance point
Thie operation causes the siznal governing wesi~bound
movementc on the westward main track to display its moss

stristive aspect. The train nusbt not enter the dlock
from tie siding until after three minutes have elapsed
after the push buvton is operated, and then only if the

gnal governing movements from the siding to the main
track displays an aspect to nroceed. A telephone providin’y
a coanincction with Niles Junction ls located near the . -
clearance point of the siding.

Extra 2077 West entered the apvroach cirecuit of Niles:
Junctiocn intorlo cking about 131:10 p. m. No, 9 was scheduled
at Kiles Junction at 11'18 D. M. Irn order to avolid stopping
Extra 2977 Vest on an agcending grede bast o* Tiles uunculon
the dispatchier instructed the opovauor to linc %the rout
to the eiding, It wns intended that thlis +"'1n jol® held “on
the siding until after No, 9 hod passed., Extra 2077 VWest
passeld signal 33-34, wilch indicated RestLlctlng,and entered
Tthe sidir6 at a gpeed of about 10 miles per hour. This *train
pregsed Nilee Junchion Vower at 11:14 D m, The enzinemen and
the front brakeman were in the engine cav and the conductor
and the flagman were in %he caboose, <Tre headlirsht vas lighted
brightly. Zhe brakeas of thig train had been tested and h~d
functioned properly at 21l points wisre used en rrute, Trhe
front brakemon said that as thig train appronched the west end
of the siding, he was seated on the left side of the engine
and observed that sizgnal W83-025, goveorning the movement
of their trein, indicated Stop, and “thot sional 89-02,
soverning main-track movements, indicnted Clear, He observed
that the enginecr apparently ngo mainteining a lookout ahead,
and cald he thecught that the engineer was observing the '
slgnal, therefore he did not call the indication. Ti
sald thot he also was seated on the left side of the eng*L,,
bus that he did not otserve either signal. When the engine
w2s about 1,000 fect east of the gignal, the .front braveman
left the eeqt on the lcft side of the enzine. Wnen he returncd
to She left gide of the engine he observed nn ensh-bound ixbigh
train moving on the eastward meoln troack and then realized that
his troin was occuoylng the westuvard main Strack, He called
a warning T the engineer, who moved the brake V“1VP to tie
encrgency rosition. The collision occurred afSer the Srain
had been stopped but before flag protection could be proviind
against No. 2, The view of the westward ciznals at the west
end of the siding at MNiles Junction from %the cab of an
approaching engine is not obstructed by vegetation, cmbankments
or structures., The encineer of Ixbtra 2877 West sald tha® on

. previous trips the aspect of thie drarf siznal governing nove-

ments .{rom the siding could be clearly distinguished at a
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distance of about 3,000 feet. VYhen he was called at 7:30
p. m. to make the trip, he requested that he be relieved,
because he was suffering from & severe headache, His
request was not refused, but when he was informed that a
relief engineer was not available, he agreed to make the
trip. He said that throughout the trip the pain was not
relieved, and that while his train was approaching the
signal at the west end of the siding at Niles Junction he
was covering his eyes with his hand in an effort to relicve
the paln, and was not aware of his location until he wos
informed by the front brakeman that the train was occupying
the main track. Both the conductor and the flagman obscrved
that the sidnal governing west-bound moin track movements
indicated Clear when No, 9 passed the caboosc. They were
not awvare of anything being wrong untii the brakes werc
applied in cmorgency.

Ag No. 9 approcched Niles Junction the enginemen were
in their resgpective positions in the control compartment of
the first Diesél-electric unit. The headlight wae lighted
brightly. The brakes of this train had been tested and had
functioned properly where used en route. The members of the
train crew were in various locations throughout the cars of
the train. BSignal 31-32 indicated Clear, and the enginemen
called the indication, They observed signal W89-02 indicating
Clear vhen the train entered the approach-lighting circuit
about 6,200 feet east of the signal, and they called the
indication, The speed of the train gradually was increased
untll it was 54 miles per hour when the engine was about
2,000 fcet east of the signal. At that time the enginemen's
view of the signal was obscured, apparently by smoke, and
the engincer made a scrvice brake~pipe reduction, which was
not released. The enginemecn sald that they next observed the
signal when the engine was about 1,000 feet east of it and
that it then was indicating Stop. The engineer immediately
moved the brake valvc to the emcrgency position. The speed
of the¢ traln had been reduced to 50 miles per hour at the
time of the collision,

Causec
It is found that this accident was caused by failurc
to operate a freight train in accordance with a signal
indication.

Dated at Washington, D, C., this fourteenth
day of February, 1249.

By the Commission, Commissioner Patterson.

( SEAL) W. P. BARTEL,
Secretary.




