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Railroeoad:

Date:

Location:

Kind of accident:
Train involved:
Train nunmber:

Engine aumber:

Speed:
Oneration:

Track:

Weather:

Time:
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SUMIIARY

Baltimore and Ohio
June 10, 1848
Laurel, Nc.
Derallment

Pasgen zer

Signal indicatilons

Doukle; £°36' curve; 0,57 peicent
accendng grade eastward

Slear
2121 a, m.
1 killed; 53 injured

Inegecure condition of track
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INTERSTAT D COMIERCE CCOMMISSION

INVESTIGATION NO, 3188

T THE VMATTZR OF MAKTINIG ACCITENT INVEQTIGATION REPCRT S
UNDER THE ACCIDENT REPORTS ACT OF MAY &, 1910,

THZ BALTTMORE AND ONIC RATLRQAD COMPANY

July 12, 1948

Accldent near Laurel, Md., on June 10,.1948, caused by
lnsecnire condition of the track.

1
REPCRET CF TIIE COMIIISSICN

PAT”ERSON1 Commissioner:

On June 10, 1948, there was a derailment of a passenger
train on the Baltimore and Ohio Railroad ncar Laurel, Md.,
which resulted in the deatli of 1 Pullman employee, and the
injury of 32 passengers, 1 Pullman cmployee, 11 dinirg-car
emnloyees, 1 inspector of passenger service, 1 railrcad real-
estate agent, 5 track laborers, 1 train porter, and 1 train-
servicce employce. This accldsnt-was lnvestigated in con-
Junction with a representative of the Public Service Cormis~
filon of Maryland,

1

Uader avthority of section 17 (2) of the Interstate Com-
merce Act the above-entitled nrocecding was referred by the
Comnissiorn to Commissioncr Patterson for consideration and
dispecsition.
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Location of fcecident and Method of Oneration

This accident occurred on +thath part of the Baliitore
Division ecxtencing between Jachington, D. C., and Baltimore,
Md., 36.8 miles, a Coulble-traclk line, over which trains
moving with the currcnt of traffic cre operatcd by signal
indications and an avtomn%ic trala-stop system. The accident
occurred on the castvard main track 186,13 milcs cast of
Vaslington, at a point 3,547 Tcet cast of the station at
Laurcl. From the weat thiere is a 1°30' curvs to the right
1,068 fert in length, then o compound curve to the left,
having a maximum curvature of £°38', 1,373 feet to the point
of derailment and 2,221 feet ecstuard. The grade is 0,37
vercent ascending eastward.

The track structure ccusists of 131-pound rall, 32 feet
in length, laid new in 1544 on an average of 24 treated tTies
to the rall length., It is fully tieplated with double-shoulder
tle plates, spiked with one rall-liolding and one tie-plate-
holding spike on rach side of z-~ch rail, and provided with
4-hole joint bars 24 inches in length and an average of 8 rail
ancnors ner rail length., It is ballncted wit: crushed stone
to a depth of 18 inches. 4% the noint of accident the specified
curvaiure woeg 2°36' and the supcrelevation was 7 inches.
Immedictely prior to the time of the accident the track structure
in qucstion wos materially alterecd by meintcnarnce—of-way employce
engagca in replacing and respoacing tics.

Autonntic signal E212, erni
on the eastward main track, is 1.25 miles
of accldent,

ing cast-bound movements
o g west of the nolndt

This carricr's mnintenance-of-vmy rules recd in part
~g follosyras

TRACK FPOREITZN

(¢) He must sce thrt “he track 1s in good line
and surface, and proverly spiked; that it is in

truc sauge; that the cross tics orc nronerly spnccd,

J

o

lincd and tamped; that thes ro~dbed is in good

order; * * ¥

ote

o %
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(h) Any work that interferes uvith the safe passage
of trains at full specd is an obstruction and must
not be attempted without full protection in both

direcctions. If mereoly o rcduction in spced is nccecsory,

he must have Caution siznals placed just beyond the

obstruction on the engineman's slde of the track.

METHODS OF SURFACING

red good practice:

3 % %

A, A7, 2,
3 % S

565. The follouing methods of surfucing will be
side

(b) Spike the rails to proper gauge, drive down

all spikes and tighten the bolts,

%o %

(f) Tamp both frces of the tie uniformly and
s0lidly for a distance of 18 inches from each

kY

slde of the rail, * * %

ot

s

3

ES

o

(u) Do not permit a train to pass while adj
or alternating ties are out of the track, or unspilked.

ot
A<

b

bq

i

n.ceny

The maximum authorized speed for the train involved is
80 nmiles per hour on tangent track. A permanent speed-limit
sign bearing the number 75 is located south of the eastward

main track at o point 651 feet west of the voint of derailment.

Cegcription of Accident

No. 4, an cast-~bound first-class passencer train,
consisted of Piesel-electric units 51A and 78, coupled in
multiple-~unit control, one baggage car, one p”“senﬂer—bwggove
car, three coaches, one dining c~r, and thrce slceping ca
in the order named. Al] cars werc of oll-stecel construction.

This train departed from Washington at 11:02 a, m
late, passed Alexandria Jct

b

b

2 minutes

5.5 miles enst of Wnshington

and the last open office, at 11:12 =, m,, 4 minutes late,
passed signal E212, which displayed proceed, and while moving

at a speeG of about 75 miles peor hour the sixth to ninth cars,

inclusive, were derailed.
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Senc.rations occurred betreen the Jirth and sixth

cars, ond between the seventh nnd cighth cors. The sixth
and seventh cars, remnining coupled, sgtopped on thelr right
sldes, south of the eagtward moin tr\ck rnd parnllel to 1%,
with the east end of the sixth oar €71.5 feot cast of tic
point of derailment. The cighth &nd ninth core, Peﬁﬁiﬂ+ng
coupled, stopped practicelly upright, with the cast ond of
the cighth car 343 feet cast of the point of dcrnilment cnd
24.6 fect south of the eastward main treck. The cngine ~nd
thic first five cars stoppsd, undanagad, with: the front «nd
ol the engine about 1,800 feet onst of the point of daralil-
ment, All of the derailed cars were bocdly domaged.

No, 509, a west-bound first-closs passenper train,
nmoving on the westward main track at a spveed of about 78
miles per hour, met the engine and the first 5 c~rs of No. 4
about 1,200 feet enst of the point of derailmeat. The
leading univ of No, 509 struck 2 roil vhich had become
iisnlaced o5 a hesult cf the dercilment of o, 4 and which
wns suspended over the westward mrin irack., The roil punctured
the fuel tank of the Diesel-electric engine, the fuel becnne
ignited, and the enzine woo tadly damoged by fire., No. 509
was not derniled, ?nd no one on this troin was injured,

The flagman of No. 4 was injured.

The weather was clear at the time of the nccident,
vhich occurred at 11:21 2, m,

llo, 4 was moving at & specd of about 75 miles per hour
cen a 2°38' curve to the left, in territory vhere the maximum
authorized speed was 75 m'les per hour, wien the derailment
occurred., The engineer ané the fireman were maintaininz a
lookout ahead from their accustored positlons in the control
compartment of the leading unit, and the members of *the urain
crew were in various locations tm oughout the train. As lo.
4 vas approaching Laurel thre cngine and cars were riding
smoothly. Immediately before the derailmipt occurred, there
were heavy lateral thrusts of the engine and corresponding
Thrusts of the cars. Belore u“o enrineer tookx action to stop
the train, the brakcc of the trsin were applied in emergency,
as a result of gemarations of cars in the train.

Examlnation after the acclient disclosed no deTective
condition of the equinment that could have caused the derall-
ment, and there was no indication or c'l*am**n'r equloment or of
any obstruction having been on the track, Th~ first mark on
the ftrack dtructure was o flange mark o1 a tie 9 inches inside
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the south, or high rail at 2 point 329 fcet ecast of the point
of maximum curvature. This mark continued castward on the
tops of the next nine %ties, ond the track beyond was destroycd
a considerable distance, At the point wher: the fleonge mark .
first appeared, the track was 44 inchnes to the sovuth, or to
the outside, of 1its normal alinement an the curve. AU polnts
39 Teet, 78 feet, 117 feet, 155 feet, and 124 feet wesl cf
the flange mark, the track was thrown tc the outslde, .
respectively, 31-1/2 *nches, 23-1/2 inches, 15-3/4 inches,
0-1/2 inches and 7/8 inch. 4t a point 2 Teet B inches east
of the first flange mark on the tie, a mark made by the face
of a vlicel flange appeared on the zage side of the hzad of
the nigh rail, and 1t continued diagconally domnward to tho
bottom edge, then along the bottom cdge a distance of 12 Ject
6 inches, and then disgonally upward te thic top of the head,
This condition indicated that the ra’.l wo: overturning as
the mark was bzing made. It is evident that beeause of the
lateral thrust of the enzine 2and cars agilnst the high rail
ag tlie train rounded the carve tre trock “ras belng nrogrogsively
throwvn out of normal alinecment, 3Belore the deriilnaqnt occuvrred
the track was shifted outward .o a woint vliere the <iesg uncer
the high rail were unsupported and rhers the trock pivoted
on the shoulder of the roadbed,

Apporently the rear truck of tre sixth cor was the
first to be derailed, and immediately oflerynré the front
truck of the geventh car was derailed. After the vear
truck of the sixth car was deralled, the rear end cf tiant
car tended to movz away from the trock and domward, T
separation between tre fifth &nd sixth cars ond between the
seventh ond elghth cars each cccurred as a resnlt of broxen
knuckles., None of *hc cors wes equinsmed with tightlock
couplers,

For several éays prior te the day of tle accicdent,’
malntenance-of-way forces had kesn cngrped in ralsing and
surfacing the track, in replacing defective ties, and In
adding a sufficient number of tizs to avernge 24 ties poer
raill length, As o result, the tiecg reomclning in the Hrock
vere recspaced and the bollnst wns loosened., Cn June 7, taree
days prior to the day of the accident, the erstward track
on the curve involved had been roiged on ~verage of nbout 3
inclies.s On the day of the rccilent, o crew of 14 men vere
engnged ln removing the defective tier, respaclng and lamping .
the remalning ties, and in portinlly filling the cribs vith
ballast toaken from between the trocks ond Trom the shoulder
of the eastward main trrex. Additionnl ballast was not
provided, A sccond crew of 17 men were ceaceped 1n sniking,

)
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ingtrlling nev ties, and partinlly filling the cribs ~1ith
ballast., About 5 men were engaged, ~mong other duties, in
driving rail-holding snmikes. At the timc of ihic accident,
throughout a dist~nce of 271 fest west of the noint of
accident there vere 27 tics vhich srerc not smi%ed ~t clther
rail ~nd 71 ties were spiled ~t only on: roil. At Tive points
adjncent ties were not spiked at either rail, at four
additisncl polnts adjacent ties were not spiked at one rail,
at t:n points alternate tles were not splked at either rail,
anc. at thirteen other points alternate ties were not spiked
at one rail., In addition, at least 33 ties were neither
tamped nor tie plated. At no point throughout a distance

of 271 feet west of the point of derailiment wac there a
Tirm bond existing between the ties and the ballast, This
condition, coupled with the largec number of ties which vere
not spiked or only partially splked, rendered the track unsafe
for train movements. There was no train order or bulletin
restricting the speed of No. 4 over the curve involved

aand flag protection was not provided by the maintenance-
of-way forces. Under the rules of the carrier, no train
should have been permitted to move over the track in the
condition which existed where the derailment occurred.

Cause

It 1s found that this accident was caused by insccure
condition of the track.

Dated at Washington, D, C., this twelfth
day of July, 1948,

By the Commission, Commissioner Patterson.

( SEAL) V. P. BARTEL,

Seccretary.



