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SUMMARY

Inv-2339
Railroad: Baltimore & Ohlo
Date: March 20, 1539
Location: Point of Rocks, !d.
Kind of accident: Rear—-end collislon
Trains involved: Freight s Freight
Train numbers: Extra Eas?t + Extra East
Engine numbers: 4449 ¢ 4480
Conslst: 128 cars, helper en- :98 cars, helper en-

gine 4477, 2 cabocses, gine 4629, caboose
gecond helper engine i

4619
Speed: Just started ¢ 12-18 m.p.h.
Operation: Timetable, train orders, and manual block-

gignal system

Track Double; 3° left curve 1,003 feet, then

' tangent 456 feet to point of accident;
grade descending castward 2,900 feet,
then ascending 3,800 fect to point of
accident and beyond

Weather: Clear

Time: 11:02 a. m.

Casualties: 2 injured ‘
Cause: Fallure of Extra 4449 to provide proper

flag protection and failure to operate
Extra 4469 in accordance with inter-
locking signal indications.
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May 12, 1939.

To the Commission:

On March 20, 1939, there was a rear-end collision between
two freicht trains on the Baltimore & Ohio Rallroad at Point
of Rocks, Md., which resulted in the injury of two ernployecs.

Location and Method of Operation

This accident occurred on thrt part of the Baltlmore
Division designated as the West End which extends between
Point of Rocks and Relay, ld., a distance of 58 miles. 1In
the vicinity of the point of accident this is a double-track
line over which trains are operated by timetable, train orders,
and a manual block-signal system. The accident occurred 1,239
feet cast of "KG" interloclking tower, or 185 fcet cast of the
wye-siding switch. Approaching from the west there 1s a
tangent 2,154 feet in length followed by a 3° curve to the left
1,003 feet in length, then a tangent of 456 feet to the point
of accident and beyond. The grade 1s descending castward, vary-
ing from 0,07 to 0.54 perccnt, about 2,900 feet to a point Just
east of Point of Rocks tunnel and it 1s then ascending 3,800
feet to the point of accident and a considerable distance beyong
varying from 0.25 to 0,58 percent, being 0,58 percent at the
polint of accident.

Point of Rocks is located at the junction of the Mctro-
politan Sub~Divicion and the West End. There 1is a wyc at this
point, thc cast leg of which extends from the westward main
track of the lMetropolitan Sub-Division to the wye-siding,
which parallels the eastward main track of thc West End on the
south and connects thereto by mcans of a hand-throw switch
located 1,054 fcet east of the tower, The station is locatecd
within the wye and near the west end thercof and the tower is
located on the south side of th¢ wye and opposite the station.

Eastward interlocking signal 1 and the homec signal arc
located 3,957 and 899 feet, respectively, west of the tower;
they arc 3-position, upper-quadrant, semaphorcs and arc opcrated
from the %tower. Signal 1 has two arms; the bottom arm is fixcd
in horizontal position., When the top arm is in the diagonal
position it indicates "approach next signal preparcd to stop,"
and its name is "approach-signnl," The home signal has threc
arms; tac top arm governs eastward movements to the West End,
and the middlce arm governs movements on the lctropolitan Sub-
Division. When the top and middles arms arc in horizontal
position and the bottom arm in dingonal position the indication
is "procecd at slow specd preparcd to stop," and its namc is
"slow-specd—-signal."® The home signal performs the dual function
of displaying interlocking and manual-block indications, the
bottom arm being used to display the manual-block indications;
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when this arm is in the diagonal position the night aspect 1is
lunar white,

General Order No., 153 spcecifies that,"Whencever lunar white
lndication is displayed 1t means 'Permissive slow spced prepare
to stop short of train or obstruction,'

Rule 99 of the operating department rcads in part as
follows:

"When a train stops under circumstances in
which it may be overtaken by another train, the
flagnen will go back immedistely with flagman's
signals a sufficient Jdistance bto insure full pro-
tection, placing two torpedoes, and when necessary,
in addition, displaying lightcd fusecs.

"When sisgnal has becn given recalling the
flagman in accordancce with Rulc 14, and safcty
to the train will permit, he may return. When the
conditions require he will leave the torpcdoes and
a lighted fusec; and if a tunacl is locatod betwe:en
this point and his train, he will, in addition,
leave o lighted fusec in the tunnel.

® % %

"When a train'is moving under circumstnnces
in which it may be overtaken by another train,
the flagman will take such action as may be
ncecessary to insurce full protection. By night,

‘ or by day when the view is obscured, lightcad
fusees will be thrown off at proper intervals,"

O3

Rule 10 of the current timetable, relative to the spacing
of trains, provides that eastward from Point of Rocks to lit.
Airy Jct. extras following extras and helpers be spaced at
least 7 minutes apart.

Rule 5 of the timetable reads in part as follows:
"The following definitions will be observed:

"NORMAL SPEED ~ The maximum speed permitted by
timetables for main-track movements,

"MEDIUM SPEED - Onc-half the normal specd, not
to exceed thirty (30) mlles per hour.
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"3LOW SPEIED -~ One-—quarter tne normal specd, not
to exceed fifteen (15) miles per hour,

"REISTRICTEZID SPEED ~ Proceed, prcpared to stop '
short of train, obstruction or anything
that may require the spced of a train to be
redquced. "

The maximum authorized speed for freight trains is 30
miles per hour,

A high embankment on thc north side of the tracks rectricte
the view across the inside of the curve from the home signal to
the point of accident,

The weather was clear at the time of the accident, wiich
occurred about 11:02 a. m.

Dcsceription

Extra 4449 East congisted of road cngine 4449, 126 loaded
cars, helper cngine 4477 and 2 cabooses, in the order named;
the train was in charge of Conductor Rison and Engincman
Templeton, with Engineman Tabler on the helper engine, This
train left Wecet Brunswick, 6.8 miles west of Point of Rocks,
at 9:28 a. m., according to the train shcet, and arrived at
Point of Rocks at 9:47 a, m¢ While passing through the dip at
this point an undesircd automatic train-control brakc apnlica-
tion occurrcd on road engine 4449, and thc train topped. Two
back~up movements were then made to toke a run for the nill, but
each time without success., Helpsr engine 4619, in charge of
Engineman Cartecr, was thcn moved from the wyu—'iding at 10:50
a.m. and coupled behind to acsist; after moving sceveral car
lengths vp the hill it was struck by Extra 4469.

Extra 1469 East consisted of road cnginc 4469, 93 loaded
cars, lielper engine 4629, and a caboose, in the order naned;
the train was in charge of Conductor Hnalstead and Engineman
Voyce, with Engln man Hanes on thc helper ensine. This train
left WGSb Brurswick at 10:45 a. m., according to thc train
sheet, paSde signal 1, whlcF was displaying an anproach in-
dlcatlon nassed the nome signal which was displaying a slow=
speed 1ndluntio*1 and at a point 2,138 Teet beyond it collided.l
with Extra 4449 wnilc traveling at a speed estimated to have
becn from 12 to 18 miles per hour.

Both nclper engines at the vear of Extra 4449, their
tenders, the two cabooses, the one hundred twenty-first, and
the one hundred twenty-sixth cars were derailed and damaged;
the helper cngines remained vpright.
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Engine 4469, its tender, the first car, the rear truck
of the fifteenth car, the sixteenth to ninetcenth cars, inclu-
sive, and the forward truck of the twentieth car in Extra
4469 were derailed and damaged. The employees injured werc
the engineman and the fireman of Extra 4469.

Summary of Evidence

Engineman Templeton, of road engine 4449, stated that at
Brunswick the air brakes were tcested and they functicned
properly, Normal speed was maintained to Point of Rocks, but
Just east of that station the automatic train-stop device causcd
an undesired brake application and, the train stalled on the hill.
The englneman tried to operate the reset button, but the device
would not reset, and he cut it out. He then whistled out the
flagman. A back-up movement was made and a run taken for the
hill, but the train again stalled. A sccond back—~up movenent,
farther than the first, was made and again the train stalled
when ascending the hill, The slack was then pushed 1n from the
rear and his engine started up the hill, but, after moving a
few car lengths, the train stopped agalin and the alr pressure
dropped.

Fireman Mitchell, of road engine 4449, corroborated the
testimony of his cengineman.,

Head Brakeman Lentz, of Extra 4449, stated that when the
train stalled he went to the telephone and received instructions
to back up and take a run for the hill., After two such attempts
which were unsuccessful, a second helper engine was coupled to
the rear,

Engineman Tabler, of the first helper, engine 4477, stated
that there was no helper flagman with his engine., When a helper
engine has a flagman it is customary for the train flagman to
couple the helper engine to the rear of the train and for the
helper flagman to protect. The helper Tlagman, who was with
the second helper engine, was not called in when the third
ascent was started.

Fireman Willard, of helper engine 4477, stated that after
the back-up movement was made to take a run for the hill he
left a lighted fusee, but no torpedoes, and boarded the helper
engine,

Conductor Rison, of Extra 4449, stated that his train
stalled, thc last time, about 10:47 or 10:48 a. m., just east
of the switches., He saw the helper flagman start back to
protect, The train flagman couplcd thc second helper engine to
the rear of the train about 10:51 or 10:52 a,m. Thinking that
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trouble might be had with the brakcs sticking when the air was
cut through to the second helper engine, the conductor walked
ahecad twelve or fiftecen ocar lengths. When the train started up
the hill he boarded the tenth rear car to pass signals. From
this position he saw the approaching train and simultancously
heard the explosion.of one torpedo. The collision occurred very
shortly thercafter, He was depending on the helper flagman to
afford proper rear-end protection, It is not the practice to
recall the helper flagmwn by standard whistle signal in all
cases, trc understanding being that whcn the helper engine and
the road engine both whistle off, the helper flagman will run
forward and try to catch the trwin after it starts up the hill,
and in case of failure to do so he will be lcft behind. The
weather was clear at the time of the accident.

Train Plagman Wehnert, of Extra 4449, stated that when the
train first stoppecd the rear cnd was in the tunnel and he
immediately went back to flag, and was recalled. The train
started ahcad, moved about sixty car lengths and stalled again;
he went back to flag the second time and continued through the
tunnel. The train was backed up and it overtook him. He could
not get aboard the rear end as it passcd, but he did catch one
of the cars. When the $rain stopped he got off and ran toward
the rear, but the train started ahead again before he got all
the way back; he did not place torpedoes at that point, but he
sald that the fireman of helper engine 4477 placed a fusee and
torpedoes, The train moved very slowly a considerable distance
and after the rear end passed the station he put down a torpedo.
The cabooses clecared the switches about 10:47 or 10:48 a. m.,
and when about six car lengths east of the wye-siding switch
the traln stalled again, about 10:49 or 10:50 a. m. Before it
finally stopped he went back and opened the switch and the second
helper engine came out of the wye siding; he coupled it behind
the cabooses while the helper flagman closcd the switch and
started back to protect. An attcmpt was made to start the train,
then slack was taken, the whistle sounded, and, after moving
about threc or four oar lengths, the collision occurred, about
11:02 a.ms, a2t which time in order to pass signals he was about
three or four car lengths ahead of the second helper engine.

He saw the helper flagman going back at a point about seven car
lengths behind the sccond helper engine.

Engineman T. H. Carter, of helper engine 4819, stated that
it was about 8 or 10 minutes from the time his enginc left the '
wye~siding switch until the train started moving. He saw the
helper flagman start back to protect, but he did not know how

far back hc went or vwhere he was at the time of the collision,

He heard one torpedo explode, He did not recall the flagman.

In his opinion proper rcar-end protection was not afforded.

The statement of Fireman J. Carter, of helper engine 4619,
dld not develop anything additional of 1mportance.
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Helper Flagman Hammond, of helper engine 4619, statcd that
after getting telephone instructions from thc operator to assist
Extra 4449 to Frederick Junction, 10.8 miles distant, hc gave
his cngine crew a proceed signal and the train flagman opcncd
the wye-siding switch. The helper flagman took over the duly
of flagging, as customary, closed the switch, placed a torpedo
there, and started back to protect, He had fusces,‘torpodoos,
and a red flag. He stated that he walked back at his usual g-it
and when on the curve about ten car lengths west of the wye-
siding switch he saw Extra 4469 approaching at a point opposite
the station. He ran toward it, on the cngineman's side, waving
stop signals, but it passcd him traveling at a speed of about
25 or 30 miles per hour, with the air brnkcs applicd, and then
the collision occurred. His stop signals were not answered.

He was not recalled. He heard the helper enzines starting the
train up the hill about the time he heard the following train
approacning; he gaid that if it had not started he would have
been back to the home signal. It is the general understanding
among flagmen that, when a train is started on the hill, the
flagman shall run ahead and catch it before it gets moving too
rapidly. He did not think that there werc 12 minutes at his
disposal within which to afford protection, and said that he
could walk fnrther than ten car lengths in that time., He main-
tained that he walked back as far as possible in the time avall-
able, but that he d1d not make any spccial effort to get back
around the curve involved, that he did not. start castward when
he heard the helper engines whistle off, but continued westward,
and he felt that he did the best he could to comply with the
requirements of rule 99,

Engineman Voyce, of Extra 4469, stated that at Brunswick
the air brakes were tested and were reported to be all right.
The distant signal at Point of Rocks displayed an approach
lndication. He closed the throttle but did not apply the brakcs,
and the helper engine at the rear skoved in the slack. At the
home signal a slow-speed indication was rcceived., While round-
ing the curve to the left, and when about twelve or fifteen car
lengths from the train ahead, a warning of danger was called.
The speed was between 20 and 25 miles ver hour and he immediatel:
applied thc ailr brakcs in emergency and jumped when about filve
car lengths from the rear of Extra 4449. Hc estimated the speed
to have been about 12 miles per hour at the time of the collisior
He did not see any flagman., The maxinum speed limit for his
train was 30 amiles per hour and he fully understood that accord-
ing to the rules the approach indication of the distant signal
required thn~t the speed be reduced to oneahnlf the normal speced,
or 15 miles per hour, prepared to stop at the home signal, and
also that the slow—gspeed indicntion of the home signal required
that thc spced be reduced to onc-quarter the normal gneed, or
7% miles per hour, preparcd to stop short of train or obstruction.
He sald that from the point around the outside of the curve vhere
he could sce the rear end of the train ahead, even had he strict-
ly complicd with the slow-specd indication of the home signnl
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and rcduccd to 7+ miles per hoaur, he could not have stopned in
time tc avoid the accident. Under similar conditions to get
over the hill it is common practice to opcrate through the
territory involved at a speed of 25 miles per hour, If the
brakes were applied and speed reduced to comply with signal .
indications the train would be broken in two, and 1t woulad tie
up the railroad. The home signnl displays a slow-spced
indication whenever there is a train someéwvhere in the block
between Point of Rocks and Frederick Junction; a slow-spccd,
indicetion is received every day and he expected that propcer
rear-cnd protection would be afforded by the preceding train.

Fircrmnan Pannell, of Extra 4469, statcd that the embanknent
on the ingide of thc curve to the left restricted the view and
he did not sec the rear cnd of the train ahcad until about 350
feet from it, at which time the speed was about 20 miles per
hour, He immediately called a warning of danger, then Jjumped.
He did not see any flagman prior to, the accildent, but immediate-
ly thereafter, while he was yet on the ground, the helper flag-
man passed by him, walking westward.

Head Brakeman Hill, of Extra 4469, stated that there was
a man on the station platform giving a signal to indicate that
they were following a train closely.

Assistant Road Foreman of Engines Harper rode engine 4469
from Brunswvick to the point of accident., He stated that the
brakes werc not applled to reduce specd in accordance wlth the
aspects of thce home and the distant signals because if the
brakes had been applied i1t would have been necessary to stop
before relcasing, and by nermitting the train to drift the
speed would be reduced of 1ts own accord on the¢ ascending gradc,
He, the fireman, and the head brakeman maintained a lookout
from the left side of the cab. As soon as the train ahead was
seen, about twenty car lengths distant, a warning wnas callcd and
the engincman applied the air brakes in emergency, at which time
the speed was about 15 to 18 milecs per hour, but 1t was then
too latc to avert the accident. The only flagman he saw was a
man immedintely behind the tank of helper cngine 4619 who began
to wave a red flag when Extra 4469 came in s ight, and the only
torpedo explodcd was onc just east of the wye switch. About onc
hour aftcr the accident he inquired why proper protecction was
not afforded and the helper flagman said that he wglked back
as far as the tool house, about 160 feet west of the wyc-sidi :
switch, ~nd when Extra 4449 startced up the hill he went forwar
and got on the second helper engine, It is the regular practice,
when helper engines have a flagman, for the helper flagman to
protect as long as the hclper engine 1s coupled to or standing
behind a train., It was hils obscrvation that signal indications
in general wcrc obeyed by cnginemen, except this particular
signal, at vhich indlcations have not becn obeyed on account of



the heavy ascending grade and the 7-minute snacing rule. Xnov-
ing that the preceding train has pasced at least 7 minutcs
before the signal can be given for a following movement, yhlch
provides amnle time to afford propcr rear-cnd protection }f

the train axhcad 1s stopped, enginemen have not becn reduclng
specd at this point. When the following train is closer than

7 minutes it is held at the signnl west of the tunnel,

Engincman Hanes, of helper engine 4629, stated that the
rear end of the traln stopped gradually, the same as a normal
stop.

The st-~tement of Fireman Best, of hclper'engine 45829, did
not devclop anything additional of importancc.

Conductor Halstend and Flagmnn Ncosc, of Extra 4469, werc
in the cabcose and their first knowledze of anythlng wrong was
when thc air br-okecs became apprlizd. Tney cstimatced the speed
en routc tn have been between 25 and 30 miles per hour,

Opcrator Stouffer, at "KG" interlocking towver, statcd thnt
he wondered what wns wrong when Extra 4449 stopped oppocite the
fower, which was at 9:47 a.,m,, and he informed the dismatcher
of the occurrence. Somecone telephoned and said the air control
had gonc down on cngine 4449, The train driftcd back and an
unsuccessful attempt was made to start up the hill., Arftcr the
operator asccertailned tia~t thcere wns no train out of Brunswick
he gave pernission for Extra 4449 to make a back-up movement
to the tunncl and take a run for the hill, which was dnne.
While the train was passing the tower this time the opoerator
informed the dispatcher that it was not moving very fast, and
arrangements were then made to »nut helner enszine 4619 behind
and assist the train up the hill to Frederick Junction. At
10:49 a. m. someonc teclephoned and was told to put helper
engine 4619 behind. The operator rcported to the dispatcher
that Extra 4449 and helpcer cngine 4477 werce by at 10:48 a. m.,
and second nclper engine 4619 was out of the wye-siding switch
at 10:50 a. l. Extra 4469 left Brunswick at 10:45 a. n. He
operated the distant signal at 10:53 a. me The indicator saowc
that Extra 4469 camc to the tunnel at 10:56 or 10:57 a. m., ana
the cngince vnssed the tower at 11:02 a.m. Had he felt any
concern about Extra 4469 following Extra 4449 he would have hel
Extra 4469 at the distant signal and have talken a chance on
belng ccnsorcd for holding it twerc, but he theught that Extra
4449 had gonc and was half-way up the hill,

Signal Maintainer Stunkle statcd thnt when he gave the
signal from the station platform at Point of Rocks to indicate
that Extra 4469 was closely following Extra 4449, he tunought
that Extra 4449 had a sufficient lead and it did not occur to
him to wave stop signnls.
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Master Mechanic Hines stated that after the acclident
engine 4449 was placed on the inspection pit at Riverside,
Baltimore, Md., and nothing wrong with the automatic train-

stop equipment was found. .
Discussion

The investigation disclosed that Extra 4449 stalled on
the grade just east of Point of Rocks because of an automatic
application of the brakes due to a failure of the automatic
train-stop apparatus. Two attempts to proceed were made but
thils train was unable to proceed up the grade until an addition-
al helper engine had been coupled to the rear end. Extra 4449
had started up the grade and had moved a distance of several
car lengths when the collision occurred.

When the additional helper engine was coupled to the rear
of Extra 4449, in accordance with the practice on thils road,
the helper flagman took over the duty of providing flag pro-
tection for this train. According to his statement he started
back with full flagging equipment to provide rcar-end proftection
and eontinued to walk back until he saw the following train
approaching, Although a period of 10 or 12 minutes clapscd
between the time the additional helper engine was coupled to
the rear of Extra 4449 and the time of the accident, according
to his own statement the helper flagman went back a distance
of only about 10 car lengths from the wye switch, while othcr
evidence indicates that he went back only a very short distance
and then returned to his train when it started just prior to
the accident. The statements of employces who were on the
engine of Extra 4469 werc to the effect thet the flagman was
at or ncar the rear end of Extra 4449 immediately prior to
the collision. The investigation clecarly established the fact
that adequate flag protection was not provided. Ample time
was avallable to permit the flagman to go back around the curve
to a point on tangent track where his stop signals could have
been seen a sufficient distance to permit Extra 4469 to be
stopped short of the point of accident.

The investigation also disclosed that Extra 4469 was not
operated 1n accordsgnce with the interlocking signal indications
which were displayed for that train. Approaching Point of Rocks,
an approach indication was received at the distant signal and a
slow-spced indication at the home signal, which indications re—-.
quired that spced should be reduced to not cxceeding 15 and 73
miles per hour, respectively. The evidence indicates that the
speed of this train was about 30 miles per hour when approaching
Point of Rocks and that i1t was 20 or 25 miles per hour when the
engine passed the home signal., When the rear cend of the pre-
ceding train came into view, the cngincman of Extra 4469 madc
an emergency application of the bragkes but on account of the
speed at which this train was being operated it was then too latc



- 13 = Inv-2339

to avert the accident. Had this train been operated 1in accord-
ance with the requirements of the rules and the signal indi-
cations ‘waich were displaycd, this accident would no doubt
hgve becn averted.

This investlgation disclosed a dangerous condition which
should be corrected immedistely. While there is a manual block
system in cffcet on this line, under a current time=-table rulc
extras arc permitted to follow extras or helpers eastward {rom
Point of Rocks at intervals not less than 7 minutes apart; so
far as these trains are concerned, this rule practically nulli-
fies the block system. Beccausec of the accendlng grade cast of
Point of Rocks, 1t 1s common practice for heavy eastbound
freight trains to be operatecd at specds materially in excess
of the rates nermitted by the rules under restrictive signal
indications. That practice was followed in this case, and
according to the evidence the assistant road foreman of cengines
who was on Extra 4469 was fully aware of the fact that trains
were not being operated in accordance with the interlocking
signal indications at this point. Responsible operating officcr
of this railroad should promotly takc neccssary measurcs to
insure that ecxisting rules arc properly enforced and obayed, or
that rulecs and practices in effect at tnis point arc so modificd
as to provide adequate protection for the operation of trains
at this point.

Conclusions

This accident was caused by failure to providc proper
flag protection for Extra 4449, and by failurc to operate
Extra 4469 in accordance with intcrlocking signal indications.

Recommendation

It is recommendcd that responsible officials immedintely
take meacurcs to correct the dangerous practices as disclosed
in this investigation.

Respeetfully submitted,
W. J. PATTZRSON,

Director.



