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SUMMARY 

Railrc d: 

Date: 

Location: 

Kind of accident 

Train involved: 

Train number: 

Engine numbers: 

Consi st: 

Speed: 

Operation: 

Track: 

Neatner: 

Time: 

Casualtie s: 

Cause: 

Baltimore & Onto 

November 14, 1942 

Brook, Pa. 

Derailment 

Freight 

Extra 6223 East 

6223-6207 

95 cars, caboose 

15-18 m. p. h. 

Interlocking 

Double; 1°30' curve; 0.46 percent 
ascending grade eastward 

Cloudy 

About 9:13 a. m. 

1 killed; 2 injured 

Accident caused by failure to 
operate train in accordance 
witn interlocking signal 
indications 
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INTERSTATE COMMERCE COMMISSION 

INVESTIGATION NO. 2649 

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

THE BALTIMORE ft OHIO RAILROAD COMPANY 

December 31, 1942. 

Accident at Brook, Pa., on November 14, 1942, caused by 
failure to operate train in accordance with, inter­
locking signal indications. 

1 
REPORT OF THE COMMISSION 

PATTERSON, Commissioner: 

On November 14, 1942, there erailment of a 
freight train on the Baltimore ft Onio Railroad at Brook, 
Pa., which resulted in the death of one employee and the 
injury of two employees. 

l TJnder authority of section 17 (2) of the Interstate Com­
merce Act tne above-entitled proceeding was referred by the 
Commission to Commissioner Patterson for consideration and 
di spo sition. 
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o Cumberland, Md. 
60.8 mi. 

X Brook, Pa. (P.of A. ) 
4.6 mi. 

o Confluence 
25.3 mi. 

o Greene Junction 
1.7 mi. 

o ConnelIsville, Pa. 
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Home signal 4A is mounted on the right side of a bracket-mast 
and is of the semi-automatic, three-arm, tnree-position, upper-
quadrant, semaphore type, and is continuously lighted. The 

Location of Accident and Metnod of Operation 

This accident occurred on that part of tne Pittsburgh Di­
vision designated as the Main Line Sub-Division and extending 
between Connellsville, Pa., and Cumberland, Md., a distance of 
92.4 miles. Between Confluence and Brook Pa.., a distance of 
4.6 miles, this is a double-track line. The main tracks from 
north to south are track 1, either-direction track, and track 
2, eastward track. These tracks follow different routes. 
Trains moving witn the current of traffic on track 2 are oper­
ated by a manual block-signal system, the indications of which 
supersede time-table superiority. The accident occurred within 
interlocking limits on track 2 at a split switch-point derail 
located on the south rail 358.4 feet west of the tower at Brook. 
Approaching from the west there are, in succession, a tangent 
483.3 feet, a 2°30' curve to the right 1,637 feet, a tangent 
7Q0.7 feet, a 5° curve to the right 130 feet, a tangent 363.8 
feet, a compound curve to the right extending 1,331 feet to 
the point of accident and some distance beyond. The maximum 
curvature of tne last-mentioned curve is 5° and at the point 
of derailment the curvature is 1°30'. The grade for east-bound 
trains varies between 0.68 and 0.46 percent ascending through­
out a distance of 1.34 miles immediately west of the point of 
accident and is 0.46 percent at this point. 

Tne interlocking machine is of tne electro-mechanical type 
and consists of 17 working levers in a 20-lever frame. Of the 
working levers, 14 operate 7 signals, 2 crossovers, 2 derails 
and 6 mechanical locks, and 3 are traffic levers. Mechanical 
locking of the lever-latch type is provided. Approacn locking 
and electric switen-locking are provided throughout tne inter­
locking. Time releases in connection with approach locking are 
provided. The time release for the approach locking on track 
2 is set for 3 minutes 55 seconds. 

Approach signal E239-03F and home signal 4A, governing 
east-bound movements on track 2, are located, respectively, 
2,207.6 feet and 56.6 feet west of the point of accident. The 
involved derail is located 56.6 feet east of home signal 4A. 
Approacn signal E239-03F is of tne automatic, two-arm, three-
position, upper-quadrant, semaphore type, and is continuously 
lignted. Tne involved aspect and corresponding indication and 
name of this signal are as follows: 

Aspect Indi cation Name 

Top arm, 45 degrees Proceed preparing to Appro acn. 
Bottom arm, horizon- stop at next signal, 
tal Train exceeding medium 

speed must at once re­
duce to that speed. 
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involved aspect and. corresponding' indication and name of this 
signal are as follows: 

Asoect Indication Name 

Top arm / Stop Stop • 
Middle arm < Horizontal 
Bottom arm ( 

The approach and home signals normally display, respectively, 
approach and stop. 

In the vicinity of the point of accident track 2 parallels 
the nortn bank of the Casselman River. The track is laid on a 
hillside cut and about 100 feet abo're the level of the river. 

Operating rules read in part as follows: 

34. All members of train and engine crews will, 
wnen practicable, communicate to each other by 
its name tne indication of each signal affecting 
t x i e movement of their train or engine. 

SPEED RESTRICTIONS. 

Normal Speed—The maximum speed permitted by 
timetables ior main track movements. 

Medium Speed—One-h"lf the normal speed, not 
to exceed thirty (50) miles per hour. 

* * # 

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

663. Trains or engines must not pass an inter­
locking stop-signal without receiving a Clearance 
Card Form A, or hand signals. Enginemen and train­
men must not proceed, on hand signals until they are 
fully informed of the situation; the movement must 
then be made at restricted speed. 

The maximum authorized speed for the train involved is 30 
miles per hour. 

Description of Accident 

Extra 5223 East, an east-bound freight train, consisted at 
the time of the accident of engine 6223, 85 loaded and 10 empty 
cars, a caboose and engine 6207, in the order named. This train 
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departed from Greene Junction, 29.9 miles west of Erook, at 
6:54 a. m., according to the dispatcher's record of movement 
of trains, departed on track 2 from Confluence, the last open 
office, at 8:43 a. ra., passed approach signal E239-03F, which 
displayed approach, passed home signal 4A, which displayed 
stop, and while moving at an estimated speed of 15 to 18 miles 
per hour it was derailed at the derail located 358.4 feet vest 
of the tower at Brook. 

Engine 6223 was derailed to tne right and stopped, badly 
damaged, at a 15-degree angle to tne track, with the front end 
of the engine down the embankment and about 215 feet east of 
the point of derailment. The cab was practically demolished 
and tne main frame was Dent. The tender remaining coupled to 
tne engine was derailed and stopped on its right side with its 
rear end near tne track. The front truck of the first car was 
derailed and the car was sligntly damaged. The fifty-ninth to 
sixty-first cars, inclusive, were slightly damaged. The sixty-
second car was derailed and demclisned. The sixty-third car 
was derailed and stopped, badly damaged, north of the track, 
and the sixty-fourth car was slightly damaged. 

It was cloudy at the time of the accident, wnich occurred 
about 9:13 a. m. 

The employee killed was the engineer of engine 6223. The 
employees injured were the fireman of engine 6223 and the 
front brakeman. 

Data 

In tests after the accident the interlocking signals 
functioned as intended. 

Dlscus&ion 

The rules governing operation on the line involved provide 
that a train receiving an approach Indication at the approach 
signal involved must at once reduce to medium speed and be pre­
pared to stop short of tne home signal. An interlocking signal 
displaying stop must not be passed by a train unless proper 
authority from tne signalman has been received. Trainmen and 
enginemen must, when practicable, observe signals and communi­
cate their indications to each other. 

About 9:09 a. m., the operator at 3 r 0 o k was instructed by 
the train dispatcher to nold Extra 6223 East on track 2 and to 
route an east-bound freight train from track 1 to track 2 to 
proceed anead of Extra 6223. Trie approacn signal displayed 
approach and tne home signal displayed stop for Extra 6223. 
Tne operator set the derail of track 2 in derailing position 
and lined the route for the other train in accordance with 
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these instructions. About 4 minutes later the operator observed 
Extra. 6223 a.s it was approaching the home signal. The engine 
was working steam and it appeared to the operator that no effort 
was being made to stop the train short of the signal. The oper­
ator then went to the ground to the right of track 2 and about j 
415 feet east of home signal 4A and ga.ve a stop signal with a % 
red flag, but the signal was not acknowledged. Tne engine 
passed the home signal and was derailed at the derail. 

Under the rules, the approach indication displayed by the 
approach signal required that the speed of the train be reduced 
immediately to 15 miles per hour and then be so controlled tnat 
the train could be stopped short of the nome signal. The sig­
nals were functioning as intended. The brakes of this train 
had been tested previously and had functioned properly a.t all 
points where used en route. There was no condition of engine 
6223 that distracted tne attention or obscured the vision of 
tne members of the crew on the engine. The fireman and the 
front brakeman understood that under the rules they were re­
quired to observe and to call signal indications, but they were 
in the tender delivering coal to the conveyor of the stoker and 
did not observe the indication displayed by either the approach 
signal or the home signal. The first the fireman knew of any­
thing being wrong was when the engineer called a warning and. 
the brakes were applied in emergency just before the derailment 
occurred. The front brakeman did not hear the warning. Why 
tne engineer failed to take action to stop his train short of 
tne home signal could not be determined, as he was killed in 
the accident. The conductor arid the flagman, wno were in the 
caboose, and the enginemen of engine 6207, which was coupled 
benind the caboose, estimated the speed of their train as 15 
or 18 miles per nour when the brakes were applied in emergency. 
This speed had been maintained throughout a distance of about 
4 miles immediately west of the point where the accident oc­
curred. They were not aware of anything being wrong until 
after the derailment occurred. 

It is found that this accident was caused by failure to 
operate train in accordance with interlocking signal indications. 

Cause 

Dated at Washington, D. C , this tnirty-first 
day of December, 1942. 

By the Commission, Commissioner Patterson. 

(SEAL) 
W. P. BARTEL, 

Secretary. 


