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ascending grade sastward
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2:24 p. B,

11 injured

Insecure ocondition of track
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INTERSTATE COMMERCE CCOMMISSION

REPORT NO. 36v6

IN THE MATTER OF MAKING ACCIDENT INVESTIGATION REPORTS
UNDER THE ACCIDENT REPORTS ACT OF MAY 6, 1910,

THE BALTIMORE AND OHIC RATLROAD COMPANY

August 20, 1956

Accldent at Brunswick, Md,, on July 3, 1956, caused by an
insecurs condition of the track.

REPORT OF THE COMMISSIONY

CLARKE, Commigsisner:

On July 3, 1956, there was a derallment of a passenger
traln on the Baltimore and Ohio Rallroad at Brunswick, Md.,
which resulted in the injJury of 7 passengers, 2 Pullman Com-
pany employees, 1 maintenance-of-way employee, and 1 traln-
service smployee,

1
Under authority of section 17 (2) of the Interstate Commerce

Act the above-entitled proceeding wes referred by the Commle-
sion to Commiasioner (Clarke for conslderation and disposltion.
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Location of Aecldent and Methoad of Operation

Thls accldent occurred on that part of the Baltimore
Divipion extending between Weverton, Md., and C Tower, Wash-
ington, D. C., 51,5 miles. In the vieinity of the polnt of
accldent this 18 a double-track line, over which trains
moving with the current of traffic are operated by signal
indications, The main tracks from north to south are desig-
nated a8 No, 1, westward, and No. 2, eastward., In the vicln-
1ty of the point of accldent a number of yard tracks are
located between tracks Noe. 1 and 2., The accldent occurred
on track No, 2 at a point 1,43 mlles east of Weverton and
1,77 mlles west of the eastward station at Brunswick, Md,
From the west on track No, 2 there are, 1ln succession, a
tangent 681 feet in length, a 2°30' curve to the right 545
feet, a tangent 813 Teet, and a 1°30' curve to the left
984 feet to the polnt of derallment and 774 feet eastward.
From the west the grade 1s level throughout a distance of
4,950 feet, and 0,10 percent ascending 1,025 feet 1o the
point of accldent and a considerable distance eaastward,

In the vicinity of the polnt of accldent the track
gtructure of track No., 2 conslsts of 140-pound rail, 39 feet
in length, laid new 1n December 1955 on an average of 22
treated tles to the rall length, It 1s fully tleplated
wlth double-ghoulder canted tie plates, slngle spiked, and
18 provided with 6-hole 36-inch Joint bars and an average
of eight rail anchors per rail, It is ballasted with 1-1/2-
inch stone ballast Lo a depth of 12 1nches below the bottoms
of the tles, At the point of derallment the specifled
curvature l1g 1°30' and the aspecified superelevation 1s 3-1/2

inchea.

Semi-automatic atgnal 9, governing east-bound move-
ments on track No. 2, 18 located 1.33 miles west of the
polnt of accident,

Thisg carrier's tnstructions governing the Malntenance
of Way Department read in part as follows:

TRACK
LINING AND SURFACING

339, During hot weather, track mugt be carefully
watched to detect any tendency of rall to buckle and
throw the track out of line, Thlis tendency may be
relleved by slacking the bolts at open Joints,
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343. Surfacing track out of face 18 underastood to
mean the ralaing of the entire track so that both ends
of each tle must be tamped and the general level of
the entire track consequently raiged, ¥ % *

METHODS OF SURFACING
366, # # ¥
Surfacing Qut of Face,

(h) Always work against the current of traffie,
except on heavy grades, where 1%t 1s desirable to work
up grade,

* % %

(m) If the track 1s tight, exerclse care to prevent
1t from buckling when raised, by slacking bolts at open
Joints and adjusting expanslon,

* W oW

The maximum authorized speed for passenger trailns in
the vicinity of the polnt of accldent 18 65 mlles per hour,

Degeriptlon of Accidant

No. 8, an east-bound flrst-class pasaenger trailn, con-
sisted of Dlesel-eleotrlc unlts 224 and 58X, coupled in
multiple-unlt control, one expreas car, one mall car, one
baggage car, one comblnation lounge-buffat-dormitory car,
three coaches, one dining car, one dome Bleeping ocar, two
gleeping cars, and one lounge-slaeping ocar, in the order
named, The ninth and eleventh cars were o lightwelght
conatruction, and the other cars were of conventional all-
ateel construction, This train passed Weverton at 2:22 p, m.,
on time, and whlle moving on track No. 2 at a speed of 61
mlles per hour, as indicated by the tape of the speed-~
recording device, the rear four cars were deralled at a
point 1,43 miles east of Weverton and 1,77 miles west of
the eastward station at Brunswlck,

A separation occurred between the ninth and tenth cars,
The forward portion of the traln stopped with the rear end
of the ninth car 1,731 feet east of the point of derallment,
The front truck of the ninth car was dsreiled to the north
and stopped with the south wheels in ocontaet with the gage
slde of the south rail, The rear truck wag deralled to the
south, and the car stopped with the rear end 17 feet south
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of the treck., The Yenth, eleventh, and twelfth cars stopped
epproximately in line, with the front end of the tenth car
420 feet east of the point of derallmsu%., The front end of
the tenth car waas 19 feet 6 lnches south of the track, and
the rear end of the twelfth car was 10 feet 8 lnches scuth of
the track, The tentn car remalned upright, the eleventh car
leaned Lo the gouth at an angle of about 40 degrees, end the
twelfth cer stopped on 1ts right sids. AX1l of the deralled
cers were censiderably damaged,

The flagman of No, 8 and a maintenance-of-wuy employee
who wad working in the vieclnlty of the polnt of accident were
injured,

The weather was clear at the time of the accldent,
which oocurred about 2:24 p., m,

Tlecougsion

A8 No, B was approaching the point where the accident
occurred the enginemen were maintalning & lookoui ahead from
the contrel compartment at the front of tne locometlive, Slg-
nal 9 indicated Progeed. The englnemen sald that the locomo-
tive was riding smoothly and that there was no Ilndicatiion of
defectlive track or equipment. They first becane aware that
anything was wrong when they felt a jJerk, snd immecdlately
aftervard the brakes became applied in emergency zs 2 result
of the derallment, The train baggageman, who was riding in
the fourth car, sald that he felt the scar Jerk ai approxl-
mately the same time that the brakes becaue spplied., He
sald that there was no lateral movemen® of the car. The
conductor and the dinlng-car steward wers in the elguth car,
Both of these employees sald that there wasg s vertical move-
ment o jult a few seconds before the brakes becamsg applled,
Both of them thought the car had run over an obsitruction. A
Puliman Company employee who was in the niath car ezid that
before tne brakes became applled there was a backward pull
on the car followed by a lateral movemenl te tnc nortn. The
flagman, who was in the twelfth car, wes no% awere that any-
thing wee wrong untll the movement of the car wes suddenly
retarded and he was thrown forward, A1l of tha employees
in the train eald that prior to the f%ime of the acsident the
cars had been riding smoothly and there nad been ne indicatlon
of defective squlpnent,

Exeminatlon of the equipment of No, 8 after the sccldent
gecursed diesclosed no eonditlion which coald have czuped or
sontribuiled to the cause of the acecldent, Examinatlon of the
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wheels and trucks of the elghth car disclosed no indlcation

of the car having struck or run over an obstruection. Appar-
ently the movement of the c¢ar descrlibed by the conductor and
the dining-car steward was the result of followlng equlpment
having become deralleqd.

Examination of the track structure after the accldent
occurred dlaclosed that throughout a diastance of 176 feet
weat of the most westerly marks of derallment the north rail
was canted outward, The most westerly marks of derallment
were three flange marks on the web of the north rall, These
marks continued eastward a dlstance of about 25 feet, At
thls point the marks indicated that the wheels had besn de-
flected over the rall at a Joint bar. The firat flange markas
lnslde the south rall appeared at a point 4 feet east of the
marks on the north rall and 10 inches inslde the south rail,
Between polnts 27 feet east and 194 feet east of the firat
marks on the north rail, the north rail was torn loose fron
the tles, Approximately 31 feet of rall at the west end of
the loosened portion was deflected to the north, and the re-
mainder of the loosened portion was defleoted to the south,
The maximum deflection to the south was about & feel, East-
ward from the first marks of derailment the south rall was
canted northward, and a short distance east of thls point
the rall was loosened from the tles., The bolts were sheared
at Joints in the south rall located, respectively, 74 feet
and 425 feet east of the first marks of derailmen%, and the
rall was eeparated at these polnts. Between these polnta
the south rall was pulled off the ties toward the south,
Between polints approximately 30 feet and 70 feet east of the
first marks of derallment the tles weres shifted toward the
south, and east of the latter point they had been dislodged
by deralled equipment. When repalrs were made after the accl-
occurred 1t was necessary to replace slx ralls in each slde
of the track, At this time it was necessary to cut a 6-1/2-
inch section out of the south rall in order to restore the
rall to normal alinement, On July © both rails were checked
with an expansion gauge throughout a dlstance of approximately
3,354 feet 1mmediately east of the point of accldent and 1,950
feet westward, At thlis time the weather was cloudy and the
temperature was 94 degrees above zero. It was found that
there was an allowance for 1-11/16 inches of expansion in the
Joints of the north rail and 9-7/8 inches in the joints of
the south rall within this distance,

The investigation disclosed that on the day of the
accident a malntenance-of-way force consleting of an extra
gang foreman, £ section foremen, 14 trackmen, and a tamplng
machine operator was engaged in ralging and surfacing track



3683

-9 -

in the wviecinity of the polnt of accident, The track ras
being ralsed an average of 1-1/2 inchas. €= the day before
the accident occurred, thls force had ralsed track No. 2
betyveen points 1,118 feet and 435 feet west of the polnt

at which the first marke of deraillment were later found.

On the day of the accldent the members of the forse ralsed
track No. 2 throughout a dlstance of approximatzly 820 feet
immediately east of the sectlion vhlech had been raigsed the
previous day. They then cleared the track For tuo eagt-
bound paszsenger tralns due at Brunswick atv 9:;056 a. m, and
9:37 a, m,, respectively. The run-off to the portion of
track which had not been ralsed extended about 180 fest on
the high slde of the ecurve and about 120 fest on the low
plde, After the second train passed, the track at twe polnts
approiimately 240 feet west of the run-off was 1lned sllghtly
to the north. At one of these points the track was lined by
the use of bars, and at the other point 1t was necessary to
use a track Jack., From the time this work was completed
until the time the acecident occurred, except during the
lunch period, the members of the force were sngaged in re-
moving btallast from betwveen track Vo, 2 und an adjacent
auxiliary track to the north and placing 1t in the cribs
and at the south ends of the tles of track No, 2. No, B

was the first traln to be operated over track No, 2 after
the second pagsenger traln pagsed about 9:¢37 a, n.

The lnvestigation also dlsclosed that on June 13, 1956,
track No., 2 at Weverton was found to be shifted out of aline-
ment a maxlmum of apprexlimately 2-1/2 inchea, and 1t was
necessary to remove a 4-~-inch sectlion from each rgll to allow
for expansion. On June 15, while track No. 2 was being ralsed
at a point about 2,000 feet east of the polnt at which the
accldent sccurred, 1% was found that the ralls were under
excenssive compresslon, and 1t was necessary to remove &
6-1/2-inch sectlon from each rall toc allow for expansion.

At the tine of the accldent the weather was clear and lhe
temperature was 96 degrees above zers. The sectlon foremen
An charge of ralsing the track sald that the Joints did not
appear to be unusually tight and that there were no indlca-
tioneg that the ralls had been ereeping appreclably, and he
did not consglder 1t necessary to make additional allowance
Tor expansion of the ralls on the curve on whlceh the acel-
dent occurred, He sald that 1f the rails had been under
excesslve compression it would have besn lmposslble to line
the track toward the inslde of the curve as was done about
9:45 a, m, The track supervigor was in the vieinity of the
point of acecldent about 3 hours before the accldent occurred.
He took no exceptlon to the conditlon of the track,
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The track in the vicinity of the point of general de-
rallment was dlsturbed by deralled equipment to the extent
that marks made by the firet wheels to become deralled could
not be 1dentified, and the exaet point at which the first
wheele became deralled could not be determined. The fact
that there were only three flange marks on the web of the
north rall at the point where the mast westerly marks of
derallment were found indicates that thie rail did not over-
turn untll the rear truck of the rear car, which was equlpped
wilth slx-wheel trucks, was paseing over i%. Apparently thls
rall was overturned and the rear truck of the rear car was
deralled at this polnt as a result of the derallment of
preceding equipment. The track supervigor arrived at the
scene of the accldent about 1 hour after the acocldent oo-
curred. He sald that he was unable to determine the cause
of the accident., Nelther he nor the divislen englneer was
of the opinion that the rails hsd been under sufflcient com-
preaslon to cause the track to buckle under the traln, The
general derallment occurred within a dlstance of about 150
feet, and from the ahsence of marks of deralled equipment
west of this area, with the exceptlion of the marke made by
the wheels of the rear truc't of the rear oar, 1t appears
that the deraillment resulted from a track condition rather
than from any condition of tha equipment. There were ne
broken ralle, snd the track was in normal allnement when
the forward portion of No. 8 pagsed over it, It had been
necessary to remove sectlons of rall at two locations near
the polint of acocildent to allow far expansion of the ralla
during hot weather about 2 weeks hefore the accldent oc-
curred, and the track had been ralsed and the tlies loosened
in the ballast throughout a dlgtance of about 1,150 feet
immedlately west of the polnt of amccident during the 2 days
prior to the time of the aocoldent. The temperature at the
time of the accldent wag approximatelt 96 degrees above zero.
Under these conditions it appears that the ralls were under
pufficient compression so that this compression, together
with the looesenling of the track atructure in ralsing track,
caused the track to buckle under the train,

Cause

It 15 found that thlas accldent was ~sused by an lnseoure.
condition of the track.

Dated at Weshlngton, D, C., thls twentleth
day of Augusat, 1956,

By the Commlasion, Commieeloner Clarke,

( SEAL) HAROLD D, MeCOY,
Secretary.



