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SUMMARY 

Railroad: 

Date: 

Location: 

Kind of accident: 

Trains involved: 

T r ai n numbe r s: 

Zngin e numbe r s: 

Consis:: 

Spe ed : 

Operation: 

Track: 

Wpatner: 

Tine: 

Ca sualci e s: 

Cause: 

Baltimore <?- Onio 

February S, 1943 

Newburg, ^\ Va. 

Rear-end. collision 

Light engines : Freight 

Extra 7101 West 

7101-7211 

Standing 

Extra 7132 T Test 

7152 

59 cars, caboose 

20 m. o. h. 

Au io ".° tic block-signal system 

Three tracks; 2°45' curve to right; 
0.79 oorcent descending grade 
i-Te st vard-

Clear 

5:38 p. m. 

1 killed: injured. 
^ccidient caused, by failure to 
provide adequate flag protec­
tion for preceding train, and 
by failure to operate following 
train in accordance with signal 
indication 



- o -

INTERSTATE COMMERCE COMMISSION 

INVESTIGATION NO. 2671 

MATTER OF MAKING ACCIDENT INVESTIGATION REPORTS 
UNDER THE ACCIDENT REPORTS ACT OF 1910 . 

BALTIMORE 5c OHIO RAILROAD COMPANY 

MarcM 2, 1943. 

Accident at •ewburg, Va. on Februe.rTr 3, ]943, caused 
by failure to provide adequate flag protection for 
preceding train, and by failure to operate following 
train In accordance with signal indication. 

COMM TSSION 

PATTERSON, Commissioner: 

On February 8, 1943, there was a rear-end collision 
between two light engines, counled, and a freight train on 
the Baltimore & Ohio Reilrcfd at Newourg, T,M Va. , T-rhich re­
sulted in the death of one train-service employee and the 
injury of two train-service employees. 

lTJnder authority of section 17 (2) of the Interstate Com­
merce Act one above-entitled, proceeding was referred by the 
Commission to Commissioner Patterson for consideration and 
disoo sition. 

k 



0 Cumberland, Md. 
1 ^ . 7 mi. 
6 West End, W. Va, 

5.2 mi. 
X Newburg (P.of A.)j 
i 12.5"na. 
P.„Crafion, W. Va. 

. Mo. 2671 
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a » Balt J mo re \hio Railroad 
Newbury, 
February }, 1943 
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Location of Accident and Method of Operation 

Thie accident occurred on that part of the Cura'berland 
Division designated as the West End and extending between 
Cumberland, Hd. , and Grafton, W. Va., a distance of 101.4 miles 
In the immediate vicinity of tne point of accident this is a 
5-track line. The tracks from north to south are, No. 1, west­
ward main, ho. 4, either-direction main, and p c . 2, eastward 
main. Trains moving with tne current of traffic on tracks Nos. 
1 and 2 and. in either direction on 'Crack no. 4 qre operated, by 
an aucomatic block-signal system, tne indications of which 
supersede time-table superiority. Tne accident occurred, on 
track To. 1 at a point 1,516 feet east of the station at 
Newburg. Approaching from the east there are, in succession, 
a tangent 492 feet in length, a 9°35' curve to the left 1,568 
feet., a 3°15' curve to the right 621 feet, a tangent 309 feet, 
a 5 curve to the left 253 feet, a tangent 360 feet, a 9° curve 
to the right 554 feet, a tangent 628 feet, and a 2°45' curve to 
the right 794 feet to the point of accident and- 292 feet beyond 
The g^ade for west-bound trains varies between 1.93 and 1.93 
percent descending a distance of 5.01 miles, and, then is 0.79 
percent descending 519 feet to the point cf accident and. 1.4 
.riles beyond. 

Aucomatic signals 2545 and 2659, governing ^est-bound 
movements on track No. 1, arc located, respectively, 2.6 and. 
1.12 miles east of the Point of accident. These signals are 
of the color-00sltion-light type, and are approach lighted.. 
Tne involved, aspects and corresponding indications and names 
are as follows: 

Signal 2545 

Aspect 

Whi te li ght above 
two yellow lights 
in diagonal posi­
tion. 

Signal 2659 

White light above 
two red lights 
in horizontal 
po sitlon. 

Indication 

Proceed preparing to stop 
at next signal. Train 
exceed-ing medium speed 
must at once reduce to 
that speed. 

Stop then proceed at re­
stricted speed.. 

Name 

Approach 

Stop and Proceed 

Operating rules read, in part as follows: 

SPEED RESTRICTIONS. 
* # •»• 

MEDIUM. SPEED—One-half the normal speed, 
no c to exceed, thirty (30) miles per hour. 



* 
RESTRICTED SF3ED—Proceed, prepared to stop 

short of train, obstruction, or anything that 
may require the speed of a train to be reduced. 
11. A train finding a fusee burning on or near 
its track must stop and extinguish the fusee and 
chen proceed at restricted speed. 
15. The explosion of two torpedoes is a signal 
to reduce speed. The explosion of one torpedo 
will indicate the same as two, but trie use of 
two is required. 
35. The following signals must be used by flagmen: 

Day Signals—A red flag, 
Torpedoes and fusees. 

# * * 

99. linen a train stops under circumstances in 
which, it mav be overtaken fcv another train, the 
flagman must go back immediately witn flagman's 
signals a sufficient distance to insure full pro­
tection, placing two torpedoes, and when necessary, 
in addition, displaying lighted fusees. 

When signal has been given recalling the flag­
m a n * * * and safety to the train will P e r m i t , he 
may return. ,,rnen the conditions reouire he must 
leave the torpedoes and a lighted fusee; * * * 

# •»(• * 

100.(A). Light e n g i n e s (with engineman and 
fireman only) stopped by preceding train, w i n be 
protected by the flagman of the preceding train 
until called in, at which time the fireman of the 
light engine will protect his own engine, as per 
Rule 99. * * * 

Time-table special instructions read in part as follows: 
8. * * * 

Freight trains descending Mewburg, * * * 
Grades, will be spaced 10 minutes behind light 
engines and other freignt trains. * * * 
11. Air Brakes, Hand Brakes, Testing, Etc. 

* * * 
* * * On trains of empty cars or mixed, trains 

of lo^ds and empties, as many retainers will be 
placed in the low pressure position as In the 
judgment of the engineman are necessary to properly 
control the speed of the train. 
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* * * 
In the vicinity of the point of accident the maximum 

authorised speed for freignt trains is 25 miles per hour. 

Description of Accident 

Extra 4204 T,Test, a rest-bound local freight train, con­
sisting of errine 4204, 21 cars and a caboose, departed from 
West End, 5.2 miles east of Newburg and. the last open office, 
at 1:20 p. m., according to che dispatcher's record of movement 
of trains, stopped at RV J c c , 0.46 mile east of Newburg, to 
perform evitching service, then proceeded westward, and. stepped 
at kewourg about 4:45 p. m. vnith its rear end standing 1,020 
feet east of the station. Soon afterward a track motor-car 
stooged or: che , 7estv ?rd track at a P o i n t 155 feet to the rear 
of Extra 4204. 

Extra 7101 Wc«t consisted of engines ^101 and 7211, coupled 
and nc idled eastward. links train departed from West End. at 5:10 
p. m., according to the station record of train movements, 
storeed. ec signal 2059, w h i c h displayed stop-and-proceed, then 
oroceeded and stopped at a point 503 feet to the rear of Extra 
4.202. Ac 5:58 p. m. the rear end. of this train 'ms struck bv 
Extra 7152 West. 

Extra. 7152 T ,est, a we-st-bound freight train, consisted of 
en 0ine 7132, 69 emety cars end » caboose. At Cumberland, Md., 
33.9 miles east of Newburg, a terminal air-brake test w a s -cade. 
The brakes Tere used to control the speed of the train at vari­
ous points en route and functioned properly at all points where 
used prior to the accident. This train departed from Cumberland, 
at 11:40 a. m., according to the dispatcher's record, of movement 
of trains, passed "est End at 5:31 p. m., passed signal 2645, 
w h i c h displayed, approach, stopped at signal 2559, w h i c h dis­
played stop-snd-proceec., then proceeded, and. while moving at 
an estimated speed of 20 to 25 miles oer nour It collided with 
Extra 7101. 

From the right side of a -est-bound. engine the view of the 
point of accident is restricted to 619 feet, because of track 
cur va cor; and. the w e l l of a hillside cut wnicn has a maximum 
height of about 14 feet. 

The force of the impact moved, engines 7101 and. 7211 west­
ward 72 feec. Trie front end of engine 7101 >es slightly 
damaged. Tne Do. 1 driving-wheel assembly of engine 7211 ras 
derailed. The engine truck, the front deck-plate, both cylinder 
heads, end. che main frame of the No. 1 engine were broken. The 
engine cf Excra 7152 stopped 42 feet west of the point of col­
lision. ^Tre No. 1 pair of driving wheels w a s raised above the 
rails. Ire engine cruel;, Vne front deck-elate, tne admission 
and. the exhaust steam pipes of the No. 1 engine, and tne arti­
culation casting of the No. 2 engine were broken. The third, 
car was buckled, but remained in line with the crack. The ninth 
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to twelfth, err?, inclusive, were derailed and stopped at various 
angles tc cne track. The third and tenth, cars were destroyed. 
The call'ceenth car was damaged. 

It vaS clear at the time of the accident, which occurred, 
at 5:38 o. m. 

T .e employee killed w~s the front brakeman of Extra 7152, 
"reel u.;e e r.doyeas injured , Tere tne engineer and. the fireman 
OJ Ext] a- 715,2. 

Data 

Inline 7152 was provid.ed with No. 6-ET air-brake eouipnene, 
-n N-5 brake-pipe fe..d. vnlve, 2 cross-compound compressors, a 
E-6 reduce ng valve, an E-6 safety valve and ar SB compressor 
governor. A brake-Mao vonc valve w p S provided, on the tender. 
The caboose and 14 cars w - _ > 0 equipped with AB valves, and tne 
rema.ind.er with I< criplr valves. After the accident, tests dis­
closed that the air-bra"re equipment, of engine 7132 functioned, 
as inccnd.eo except tnat tne reducing valve, wnich is required, 
tc be adjusted to a brake-cylinder pressure of 45 pounds, per­
mitted pressure tc rise to 63 pounds. Ac air-brake test of G3 
und a/rpt ed. c r s disclosed tuft the brake-cylinder piston travel 
varied between 5 and. 11 inches. The brake-cylinder piston 
travel on 10 cars exceeded. 9 i_ncn.es. One br-ke released before 
tie uecc was completed.. Of tie 15 cars equipped with A3 valves, 
12 were c-nrs owned by the c: rri or involved. 

Oi scusslon 

I <.e x :1c? governing operation on tne line involved orovice 
.nat 'hen - train stops under circumstances in whicn it may oe 
overtaken by mother train, t.ce flagman must go back immediately 
witn fl-plan's signals a sufficient distance to insure full pro­
tection, b'cen a light engine is stopped by a preceding train, 
tne flagma.'' of the erec-jdin,.. train must provide protection for 
tne light en ine until ho is recalled. When a flagman is re­
called, ne may return if it is safe to d.o so. He must place 
torpedoes and leave a lipnted fus^e if cond.itions require. 
Under the rules governing operation in automatic block-signal 
territory, a stop-and-proceed indication requires a train to 
atop at the signal, the:, it may proceed at restricted speed, and. 
must '̂a prepared to stop short of a, train, obstruction, or any­
thing tnat may require the speed of a train to be reduced.. All 
surviving employees involved understood these requirements. 

Eytre 4204 ''est stopped on tne main track at Newburg abo(J^ 
4:45 p. m., with tne rear end. 1,020 foot east of the station. 
About 5:5.3 p. m., Extr" 7101 West, consisting of t'ro light 
engines needed, east, stopped at a point 598 feet to the rear 
of Extra 4204. Aoout 5:58 P. m. the rear end of Extra 7101 
\*rs struck by Extra 7132 West. 

http://i_ncn.es
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As Extra 7132 w a s descending the grade east of he^burg, 
15 pressure-retaining valves on the rear end and about 25 on 
the front end were set for use. Brake-pipe pressure n̂ s 70 
pounds. This train stopped at signal 2 6 5 c , which displayed, 
stop-and-proceed, tnen a.fter an interval of about 4 minutes it 
proceeded. The engineer said that his train w a s stooped at 
signal 2559 as a result of a 15-pound bra.ke-oipe reduction. 
After the brake-pipe P r e s s u r e was restored, the slack from tine 
rear ran in and started the train. tne n the engine reached a 
-point about 700 feet '--est of signal 2559 the speed was about 
10 miles per nour and the engineer male a 5-pound brake-pipe 
reduction, then when the speed was slightly reduced he released 
trie brakes, linen "che engine reached a point about 1,700 feet 
west of signal 2550, the speed was about 12 miles per hour and 
tne engineer made a 6-pound brake-pipe reduction. The train 
proceeded about 900 feet farther and the brakes were released. 
At this time the speed had not been materially reduced. The 
train had proceeded about 1,000 feet farther and the speed was 
about 15 miles per hour when the engineer made a. 10-oound re­
duction. About 10 seconds after the brake-Pipe exhaust ceased, 
because oi the slack running in and the speed not being reduced 
by this application, the engineer moved the brake valve to 
emergency position, tut with no appreciable result. During the 
service brake applications, ere engine arm'' tender brakes were 
held released; however, after the emergency application was iaa.de 
tne engine and tender brakes were applied.. The enginemen said, 
that no lighted,, fusee w a s encountered between "est End. and. the 
point of accident, that one torpedo T*ss exploded about 2,000 
feet east of Extra 7101 , ;nd chat they did. not see a flagman 
until the engineer observed a red. flag being -nerved from a point 
about 500 feet distant, and. Extra 7101 was about 100 feet be­
yond.. Tne engineer opened, the sander valve and. placed, the 
reverse lever in position for backward, motion, but the speed, 
was about 2o miles per hour Tm_en he jumped, at a. point about 
100 f ee c ee.st of the preceding train. The brakes of Extra 7132 
had functioned properly at all points wnere used, east of signal 
2659, and the engineer was able to control the speed properly 
on another descending grade steeper tnan kewburg grade. Ke 
said, that the brakes were applied and released in accordance 
with his understanding of tne instructions, and. the gauge indi­
cated tha.t the brake-pipe pressure was restored, between each 
release and. application; however, when the brakes were applied, 
the last time prior to the accident, the brake-Pice exhaust 
ceased after a shorter interval than normal for the length of 
the train. Eecause of the 10-pound brake-pipe reduction made 
prior to the emergency application of the brakes, he was of 
the opinion that the full benefit of the emergency application 
was not obtained. Furthermore, the slack surged in severely 
after the emergency application - a s made. The engineer said, 
he was confident the train could, be stopped, in accordance with 
any condition which might arise, and was not alarmed until 
after the third, service application failed to control the speed 
properly. Apparently, the auxiliary-reservoir pressure had not 

http://iaa.de
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been fully restored at tne rear of the train and the speed was 
too great for the effective brake £ to control the train when 
the third application was made- If che speed had been so con­
trolled tha'c the auxiliary-reservoir pressure could have been 
restored prior to 1 the third application tnis accident could 
have been averted. 

Flag protection wse required for Extra 7101 after this 
train stooped, and the flagman of Extra 4204 was required to 
furnish flag protection afte^ Extra 7101 stopped at the rear 
of his train. According to the statement of tne flagman of 
Extra 4204, when his train stopped at RV Jet. to perform 
switching service he proceeded to the rear to provide flag 
protection. Before nis train proceeded to newburg, about 
2,430 feet westward, he was recalled, and he left a lighted 
fusee and two torpedoes about 2,300 feet east of RV Jet. After 
nis train stopped at hewburg ne stationed himself at a point 
about 1,550 feet to the rear of his train. He said that a 
motor-car exploded the torpedoes ne had left east of RV Jet., 
and one of the section men placed, other torpedoes at that 
point; however, tne section foreman said that the torpedoes 
were exploded about 1,000 feet east of RV Jet. and other tor­
pedoes were placed, at the same location. Members of the crew 
of Excre 7101 s-id that torpedoes were exploded a snort dis­
tance east of tne flagman. About 5:35 p. m. the flagman wa.s 
recalled, by the engine whistle of his t r i n and, leaving a 
lignced fusee and torpedoes about 1,300 fee: east of the light 
engines, he proceeded westward. He nad reached a. point about 
600 feet east of the light engines when he heard, torpedoes 
exploded by Extra 7132 and, running eastward, ne gave stop sig­
nals with a. red flag, but Extra 7152 passed him and collided 
witn the light engines. 

The rules recuire tret flag protection be provided, a 
sufficient distance for following trains to stop from their 
maximum authorised, speed. Automatic block signal indications 
do not dispense with the observance of this rule. From the 
time that Extra 4204 stepped at hewburg until tne collision 
occurred tne flagman had. about 1 hour In wnich to provide flag 
protection. He said that he could, heve proceeded, a consider­
able distance eastward, but d_id not consider it necessary. He 
knew that his train would occupy tracks Mos. 2 and 4 in per­
forming switching, and. he remained, near a telephone 1,500 feet 
east oi the rear cf nis tram in order tnat he could receive 
necessary information concerning flag projection for these 
tracks. However, after Excra 7101 stopped, to che rear of Extra 
4204, the distance that tne flagman provided protection was 
shortened about 500 feet. The engineer of Extra 7132 said, chat 
if torpedoes and a lighted fusee had been left at a point about 
2,000 feet farther ease he could, have concrclled the s^eed. of 
nis train at that point and could have stopped short of Extra. 
7101. If the fle.gmen had. gone back a sufficient distance in 



- 11 - 2671 

furnishing flag protection and had left a lighted fusee and 
torpedoes before ne started to return to his train, this acci­
dent would have been prevented. 

Tne investigation disclosed a lack of understanding of a 
number of rules and special instructions. Before the train 
of Extra 4204 was assembled and the brake-pipe hose coupled 
at R7 Jet., the whistle signal was sounded, for the flagman to 
return, althougn the train was to be moved only 0.46 mile. 
All members of this crew knew that considerable switching; was 
to be performed at Nevburg. If the flagman had not been re­
called at this point he would have been stationed a consider­
able distance east of the point of accident. Several employees 
s"id. that dependence is placed, upon automatic block-signal 
indications in providing flag protection; otherwise, it would 
be necessary for a flagman to proceed to the rear about 3/4 
mile. Several employees did. not know tne maximum authorized 
speed in the territory involved, nor the minimum running time 
between Nest End and Newburg. In previous reports the Commis­
sion has commented, on inadequate flag protection on tne line 
of tni r railroad, and. lax observance of other operating rules. 
Recently this railroad ad.ded a number of supervisory officials 
whose duties consist chiefly of instructing employees on oper­
ating rules and. ir supervising their observance of the rules. 
These measures have not yet corrected, the lax practices. 

On tne descending grade involved, pressure-retaining 
valves aire required to be set for use on all loaded cars but 
tne number on empty cars is not designated.. The engineer in­
structs the front brakeman as to the number to be set for use 
on the front portion o f the train and the cond.uctor instructs 
the flagman concerning the number to be set on the rear portion 
Tails results in a wide variation in the number of retaining 
valves used. In add.ltion, when trains of empty cars are dis­
patched, tne rules d,o not require that a retaining-valve test 
be madie. This results in a crew having, no knowledge as to the 
efficiency o f the retaining valves. The manner in which Extra 
7152 moved between signal 2559 and the point o f accident indi­
cates that there was either an insufficient number of retaining 
valves set for use, o r a considerable number were not efficient 
After the accid.ent, an air-brake test disclosed that of the 33 
undamaged cars, 10 had excessive brake-cylinder piston travel 
and 1 crake released, before the test was completed.. Rules o f 
this carrier require that piston travel be not more than 9 
inches. I f the piston travel o f all cars had been properly 
ecljusteo., the brakes would have been more efficient. Of the 
total o f 70 cars in the train, 15 '-ere eouieped with AB valves 
and. the rema.ind.er with K valves. Had a majority been eouioped 
with valves, an emergency application o f the brakes could 
nave been obtained throughout the train. The engineer o f Extra. 

http://rema.ind.er
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7152 and che supervisor of locomotive oosr; cion triought that 
if all cars had been equipped w_i ch AB valves Extra 7152 could 
neve been stopped short of the P r e c e d i n g train by an emergency 
application made at the point where the brake valve "a.e moved 
co emergency position. This carrier has noc kept pace with 
tne program of eouipping cars in service with a ? brakes "ichin 
the 10-year oeriod oeginning in 1955, as established by cne 
Association of American Railroads. Over 75 percent of this 
period had elapsed at tne time of tnis investigation, and the 
Baltimore & Onio Railroad nad equipped only 24.9 percent of 
its cy.m wf ch A3 brakes. Of the cars in che train of Extra 
7152, c/7 T-ere own e d by tne carrier involved. Progress in 
installing AE equipment should be greatly accelerated. Under 
tne stress of p r e s e n t traffic conditions, it is Important thec 
the advantages of this imoroved equipment oe made available as 
rapidly as possible. Investigations have disclosed that in 
many instances if freight trains involved in accidents had been 
eouipped with A3 valves, the accidents would nave been averted 
or their consequences greatly lessened. Accident^ of this 
character usually result in much-needed 'lotiv^-po'-mr units and 
cars being destroyed, or being out of service for a consider­
able oeriod for repairs that require critical material. 

Causa 

It is found that this accident was caused by failure co 
provide adequate flag protection for the preceding train, and 
by failure co operate tne f o l l o w i n g train In accordance with 
signal indication. 

atcd at Washington, D. C., tnis second 
ay of March, 1945. 

D 
day 
By the Commission, Commissioner Peccerscn. 

(SEAL) 
V. P. BARTEL, 

Secretary 


