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INTERSTATE COMMERGE COMMISSION

INVESTIGATION NO, 3063

IN THE MATTER OF MAKING ACCIDENT INVESTIGATION REPORTS
U'DER THE ACCIDENT REPORTS ACT OF MAY 6, 1910,

THE BALTIMORE AND OHIO RAILROAD COMPANY

rarch 4, 1947

Accident near Oakland, Md., on January 21, 1947,
caused by irregularities in alinement,

surface and gage of the track combined with
slack closure,

REPORT OF THE COMMISSIONT

PATTERSON, Commissioner:

On January 21, 1947, there was a derailment of a baggage-
mail-express train on the Baltimore and Ohio Ralilroad near
Oakland, Md., which resulted in the death of one employee and
the injury of one employee.

lUnder authority of section 17 (2) of the Interstate Com-
merce Act the above~entitled proceeding was referred by the

Commisgsion to Commissioner Patterson for consideration and
disposition.
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Location of Accident and ¥ethod of Operation

this accident occurred on that part of the Cumberland
Division extending between Cumberland, !.d., and Grafton,
V. Va,, 101,4 miles. In the viecinity of the point of
accident this is a double-track line, over which trains
moving with the current of traffic are operated by signal
indications. The accident occurred on the westward main
track 55.26 miles west of Cumberland and 1.35 miles west of
the station at Oakland. From the cast there are, in suc-
cession, a 5°45' curve to _the right 876 feet in length, a
tangent 479 feet and an 8° curve to the left 395 feet to
the point of accident and 400 feet westward. The grade for
west-bouncd trains 1s 0,05 percent descending 5,800 feet, then
it is 0,69 percent ascending 779 feet to the point of derail-
ment,

In the vicinity of the point of accident the tracks are
laid in a rock cut, the north wall of which rises to a height
of 25 feet and the south wall to 13 feet, On the curve
involved the track structure consists of 130-pound rail, 39
feet in length, laid on an average of 21 treated hardwood ties
to the rail length. It is fully tieplated, double-spikeqd,
provided with 4-hole angle bars 25 inches in length, and 8
rail archors per rail length., It is ballasted with crushed
stone to a depth of 24 inches. The specified curvature was
8%, and the specified superelevation was 5-5/8 inches. The
accident occurred 395 feet west of the east end of the
curve, where the curvature was 7°, the superelevation was
5-1/2 inches and the gage was 4 feet 8-1/2 inches,

Automatic signal 2329, governing west-bound movements
on the westward main track, is 3,007 feet east of the point
of accident, This signal is of the color-position-light
type, and 1s approach lighted,

Time~-table special instructions prescribe the maximum
authorized speed for the train involved as 45 miles per hour
on tangent track and 40 miles per hour on the curve involved.
A speed-limit sign bearing the numerals 40 1s located 3,722
feet east of the east end of the curve,

Description of Accident

Pasgssenger Extra 7625 West, a west-bound baggage-mail-
express train, consisted of engine 7625, a 2-8-8-4 type, 18
baggage, mail and express cars and 1 coach, in the order
named, The tenth, eleventh and fourteenth cars were of steel-
underframe construction, and the remainder were of all-steel
construction, This train passed lountain Lake Park, tre last
open office, 3,95 miles east of the point of accldent, at
9:51 a, m., passed Oakland, passed signal 2329, which displayed
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proceed, ahd while 1t Was moving on the westward main track at
an estimated speed of 40 miles per hour the engine, the flrst
slx cars and the front truck of the seventh car were derailed.

The engine and 1ts tender, remalning coupled, stopped
on thelr right sides, about 5 feet north of the westward
main track and practically parallel to 1t, with the front
~/nd of the engine 834 feet west of the point of derailment.
The right sides of the engine and the tender were badly damaged.
The first five cars, remaining coupled, stopped at the rear of
the tender and practically in line with the track, and against
the north wall of the cut. The sixth car stopped against the
fifth car, across the main tracks and at an angle of 20 degrees
to them. All of these cars were badly dameged.

Engine 7625 is of the single-expansion articulated type,
and the total weight in working order is 628,700 pounds, cls-
tributed as follows: FEngine truck, 50,700 pounds; driving-
wheels, 485,000 pounds; and trailer-truck, 93,000 pounds. The
specified diameters of the engine-truck wheels, the driving-
wheels, #nd the treiler-truck wheels are, respectively, 33, 64,
and 42 inches. The driving-wheels are of the disc type, and
the Nos, 3 and 7 pairs of driving-wheels are cross-counter-
balanced against excessive dynamic augment. The Nos, 1 and 5
peirs of driving-whesl Jjournal boxes are eduipped with leteral-
notion devices. All Journals of the engine and the tender are
equipped with roller-bearings, The rigid wheel base of each
driving unit is 11 fest 2 inches long, and the total length of
the wheel base of the engine is 65 feet 2 inches, The engine-
truck assembly and front driving-wheel assembly are arranged
for lateral digplacement by the pivoting of the front main
frame at its articulation pin, which connects both driving units,
The front end of the boiler is supported upon the front driving
unit by a boller-bearing sllding plate and saddle, located trans-
versely above the No. 2 pair of driving-wheels. The main frame
of the second driving unit and the rear of the boiler and the
firebox are rigidly attached to each other. The movement of the
longitudinal centerline of the second driving unit 1s identical
with the lateral movement of the horizontal centerline of the
boiler, The tender is rectengular in shape, and is equipped
with two 6-wheel trucks. Its cepacity is 25 tons of coal and
22,000 gallons of water, The weight of the tender loaded is
382,000 pounds., The totel length of the engine and tender is
125 feet 3-5/8 inches. Engine 7625 was built in 1945 and, up to
the time of the accident, had not received any class repairs.
The accumulated mileage was 69,503 milegs,

\

The engineer was Xilled, and the fireman was injured,

Snow was falling at the time of the accident, which occurred
about 91567 a. m. ’
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DiscgssiOn

Passenger EXtra 7625 West had just traversed a 5945
curve to fthe right and was moving on a _curve to the left,
the specified curvature of which was 8°, when the engine and
the first seven cars were derailed., The engine overturned
to the right and stopped 834 feet west of the point of derail-
ment. The maximum authorized speed for this trailn on the
curve on which the derailment occurred was 40 miles per hour.

There was no indication of any defective condition of the
engine prior to the accident, i+here was no indication of
dragging equipment, or of any obstruction having been on the
track, Examinatisnn of the engine after the accident disclosed
that the throttle lever was 1n ctlosed position, the automatic
brake valve was 1ln emergency position and the reverse lever was
in positian for forward motion, There was no condition found
that would prevent the proper application of the train brakes.
The fireman said that when the train was approaching the curve
to the right, located immediately east of the curve on which the
derallment occurred, the spced was about 35 miles per hour, and
tne enginecr moved the throttle lever to closed position, No,
brake application was madc immediately prior to the accident.
The engine had been riding smoothly, ‘he first the fireman
knew of anything belng wrong was when he felt an unuasual
movement of the front end of the engine and observed the
engineer move the brake valve to emergency position, then the
engine overturned. The engineer was killed, The conductor
and the flagman were in the nineteenth car, and the baggageman
was in the first car. These employees were not aware of any-
thing belng wrong until the accident occurred, The brakes of
this train had ben tested and had functioned properly en route,
The fireman and the members of the train crew thought the
highest speed attalned between Mountain Lake Park and the point
of accident was about 45 miles per hour, and they estimated the
speed at the time of the derailment as about 35 miles per hour,
The investigation disclosed that this trazin passed Wountain Lake
Park at 9:51 a. m, and had moved a digtance of 3,95 miles west-
ward when the derailment occurred at 9257 a. m, Based on the
elapsed time of 6 minutes consumed by ‘this trein in proceeding
from Mountain Lake Park to the point of accident, the average
speed was about 40 miles per hour. The engine was equipped with
a recording speedometer, but this device was inoperative during
the trip in question,

The first mark of derailment was a flange mark on top of
the head of the low or south rail of the curve at a point 395
feet west of the east end of the curve on which the derail-
ment occurred, This mark extended diagonally outward a distance
of 6 inches from a point about 1-1/2 inches inward from the
outer edge of the head, At a point © feet 8 inches westward a
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wheel mark appeared on the top edge of an sngle bar outside

the low rail, and similsr marks appeared on two succeeding
angle bars westward: The outside nuts of several angle bar
bolts were sheared off, The three rails on the low side of

the curve immediately west of the first mark were kinked
rnorthward, At = polnt 11 fert 5 inches west of the first mark
on the low rall a wheel mark appeared on the head of a spike
inside the high rall, and at a point 15-1/2 inches westward a
wheel mark appeared on top of the north clamp of a rail anthor.
From this point westward a distance of about 230 feet, wheel
marks appeared on the angle bars and scraping marks appeared on
the gage side of the high reil, then the track structure was
displcced or torn up to the point where the engine overturned.
Examination of the engine disclosed thet the outer edge of the
tire of the right No, 1 wheel of the front driving- _wheel
assembly was considerably scored, and the counterbalence was
gouged. There was scraping and gouge merks on the outer edges
of the tires and the counterbelances of the other driving
wheels on the right side,

The specified gurvature for the curve on which the derail-
ment occurred was B the specified superelevation was 5-5/&
inches and the specified gage was 4 Teet 8-3/4 inches. After
the accident, measurcments of the track on the curve disclosed
that throug hout e distance of 261 feet 1mmed1ately east of the
point of derallmnnt the curvature varied between 6°52'30" and
go 15', the superelevation varled between 4-7/8 inches and 6- 1/8
1nches and the gage varied between 4 feet 8-3/8 inches and 4
feet 8- 5/8 inches,

The marks on the track structure and the marks on the
right No, 1 wheel of the front driving-wheel assembly of the
engine indicate that the No, 1 wheels of the front driving-
wheel assembly were the first to become derailed. The equi-
librium speed for the engine on the curve involved was approxi-
mately 40 miles per hour, and the evidence indicates that the
frain was moving at approximately thet speed when the derail-
ment occurred. The engine had passed from & curve to the right
to a tangent 479 feet long and thence to a curve to the left,
and had moved 395 feet on the latter curve when the derailment
occurred. The engine evidently pivoted and rolled laterally,
as a result of irregularities in the alinement, surface and gage.
The train was about 1,20C feet long, and when the derailment
cccurred the front portion was on a curve and on an ascending
grade while the rear portion was on a tengent and on a descending
grade, . Near the east end of the curve the sngincer closed the
throttle but did not make a brake applicetion, Under these
conditions slack closure would occur, Apparently slack closure
reached the engine in sufficient force at the time it was rolling
and plvoting, as a result of irrepularities in the alinesment,
surface and gage of the track, to cansc *he flange 5f the Jeft
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Nos 1 driving ﬁheellto be 1lifted and forced suddenly to the top
of the low rail, THen this wheel dropped outside the low rail
and its companion wheel dropped inside the high rail.
Cause
It is found that thils accident was caused by irregular-
ities in alinement, surface and gage of the track combined
with slack closure,

Dated at Washington, D, C., this fourth
day of March, 1947,

By the Commlission, Commissioner Patterson,

W, P. BARTFL,

(SEAL) Secretary.



