INTERSTATE COMMERCE COMMISSION

WASHINGTCN

TNVESTIGATION MO. 2848

THE PENNSYLVANTA RATLROAD COMPANY
REPORT TN RE ACCTDENT
NEAR DUNDALK, MD., ON

DECEMBER 2, 1944




Railroad:
Date:

Location:

Kind of accident:

Trains involved:
Engine numbers:
Consist:
Estimated speed:
Operation:

Track:

Weather:
Time:
Caglualties:

Cause:

Recommendation:

- 2 - Inv-2848

SUMMARY ‘.’

Pennsylvania
December 2, 1944
Dundalk, M4.
Rear-end collision

Engine and cars : Engine and cars

3897 : 1222
58 cars, caboose @ 25 cars, caboose
tanding : 10 m. p. h.

Operating rules

Two; tangent; 0.22 percent
descendling grade nortnward

Clear
6120 p. m.
1 killed; 1 injured

Fallure of the Pennsylvania Railroad
Company %o provide adequate protec-
tion for movements on the line
involved

That the carrier establish and

mailntaln a metnod of operation

on 1ts Sparrow's Point Branch .
that will provide adequate pro-
tectlon for movements over said

breanch



INTERSTATE COMMEZRCE COMMISSION

IMVESTIGATION NO. 2848

IM THE TATTT= O™ IIAKING ACCIDENT INVESTIGATION REPORTS
UNDER THY ACCIDENT REPCRTS ACT OF MAY &, 1910.

)

THE PENTSYLVANTA RAILROAD COMPANY

February 20, 1945.

Accident near Dundalk, Md., on December 2, 19244, caused
by fallure of the Pennsylvaria Reilroed Company to
provide adequate protection for movements on tne
line involved.

1
REPORT OF THT COMIIZSION

PATTERSCN, Commissioner:

On December 2, 1944, there was a rear-end collision
between two engines pulling cers on tne Pennsylvanis Rail-
road near Dundalk, Md., wnicn resulted in tne Ceatn of one
employee and tne injury of one erployee.

1Under autnority of section 17 (2) of the Interstate Com-
merce Act tne above-entitled wroceeding was referred by tne
Commissiorn to Commissioner Patterson for consideration and
disposition.
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Location of Accident and Method of Operaftion

Tnis accident occurred on that part of the Maryland Divi-
slon designated as the Sparrow's Point Branch and extending
nortnward from Canton Junction %o Sparrow's Point, Md., 8.8
miles. ZEetween 1€th Street, 2.6 miles north of Canton Junction,
and Sollers, 3.8 miles, thls was a two-track lire. The tracks
were designated as secondary tracks, and aré hereinafter re-
ferred to, from east to west, as track No. 1 and track No. 2.
Movements in either direction on these tracks were autnorized
in accordance witn operating rules applicablzs to secondary
tracks and time-table special instructions.: Tnere were no
time-tavle:scnedules in effect and there was no block system
i use. Tne accident occurred 2.06 miles north of 1l€tn $treet
on track No. 2, at a point 0.36 mile north of the station at
Dundalk. The tracks were tangent tarougnout a distance of
0.73 mile scutn of thnls point and 0.292 mile nortnward. The
crade was 0.22 percent descendlirg northward.

Operating rules read in part as follows:
DEFINITINIS

L

Reduced Speed---Prepared to stop snort of traln
or obstruction.

* s 3

Secondary Track---A designated track uvon winich
trains and engines may be operated without time-
table eutnority, train orders or block signals.

%o R

19. The following signals will be displayed,
one on eacn side of the rear of every traln, as
markers, to indicate tne resr of tne train:

* W %

By night, on engines and cars, marker lamps
lignted snowing red to tne rear except in manual
block system territory wnen clear of main track,
marker lamps: lighted showlng yellow to tne rear.

1%a. A traln not egquioned to display tne
markers prescribed by Rule 19, will display on
rear of train, by day, a red flsg; by nignt, a
red light except 1n manual block system territory
wnen clear of main track, a white lignt.



108. When cars are pusned by an engine and thne
conditions require, a tralnman must take a conspi-
cuous position or the leading car; under such cir-
cumstancee 1f signals from $he tralnmen cennot be
recelved by thne engine crew, the movement must be
stopped immediately unless a brake valve and an
alarm wnhlstle on the leading car are being used.

105a. Unless otherwise provided; trains and
engines using a secondary track mus% proceed at
reduced speed unless the track upon wilcn thne move-
ment is to be made 1s seen or krnown to be clear
and switches properly lined.

A secondary track upon which tralns and engines
are operated in botn dirsctions must not be used
without permission of the =mploye in crarge of
sucn track. ¥ % %

105b. Unless otherwlse vrovided, trains and
engines using s secondary track or a siding will
not protect against following movenants on such
tracks.
Time~table special instructions read in part as followe:

2204. Secondsry Tracks of No Aseigned Direction.

Track Between And Controllad by # * #*
% W 9

Sparrow's Point Canton Sparrow's Sixteentn % 3 3
Brancn Tracks Junction Point Street

® % %

Tne maximum autnorized speed for the movements involved was
3C miles per nour.

Description of Accident

Engine 3597, proceeding northward but headed scutaward,
pusning a cabecose and pulling 58 csers, passed 16th Stre=t, t‘
lzst open office, at 5:83 p. m., and stopped on track No. 2
about 6:10 p. m., witn the rear end standing 0.36 mile north
of tne station at Dundalk. About 10 minutes later the rear end
was struck by the csboose wnich was belng pusiaed by engine 1222.

Engine 1222, proceeding nortnward but neaded soutinward,
pusning a caboose and pulling 25 cars, passed 16tn Street at
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€:11 p. m., and wrile moving on track No. 2 at an estimated
speed of 10 miles per nour it struck the rear car which was
being pulled by engine 38587.

Tne caboose, tne taird snd fourth cars and tne front truck
of tne fifth car of engine 1222 were deralled. The engine and
tne first to tne fourth cars, inclusive, were damaged. The
resar car of engine 3597 wss damaged.

Tne weather was clear at the time of the accident, whieh
occurred about 6:20 pn. m.

Tne engineer of engine 1222 was killed, and the conduetor
of tnis engire was injured.

A prake valve and an alarm wnistle were provided at each
end of the coboose 0f engine 1222.

Discyssion

Under tne carrier's rules applicable to ovneraticn on
gecondary tracks, tne crew of enzine 2587 was nct reaquir=d to
vprovide flag protection, and tne speed of engire 1292 was re-
quired to be so controlled that it could be stopped short of
tne preceding moverment. In addition, when cars vere being
pusaned by an engine a member of the crew was required to take
a conspicuous position on the leading car and use the brake
valve to stop tne movement wnen necessary. Opersting officials
sald tnat as the movements in question were not teing made on
a mgin track, no rule covering operation on mein tracks was

“applicable unless special instructions in the timetable so spe-

cified. Trey saild that tne rule requiring the use of markers

on trains moving onr main tracks was not in effect on secondary
tracks, and tnst tnere was no rule or instruction tnat markers
were requlred %o be displayed on movements on secondary tracks.

As engine 1222 was epproaching the point wnere the accident
occurred the members of the traln crew of tnis engine were in-
side the caboose and were maintaining a lookout anead frecm the
caboose windows. Wnen the caboose reached a point about 300
feet souta of tne polnt where the accident occurred one of tne
brakemen saw tne rear end of thne preceding movement, and called
a warning. Then the conductor, wno was in the middle of the
caboose, rushed to the front platform and moved tne brake valve
to emergency position, but the collision occurred before the
action of the brakes could stop the train. The brakes nad veen
tested and had functloned properly. Tne fireman was tending
tne fire, and tne flrst ne knew of anytning being wrong was
wnen tne accident occurred. It could not be determined wnan
the engineer first became awars of anytning being wrong, as he
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woas killed in the accident. All the members of the train crew
of engine 39597 were in the vicinity of tnelr engine wnen tne
accident occurred.

At the time of the accident nignt signels were being used.
Tne rear car of tne precsding movement was not edqulpped to dis-
play marker lamps. No light was displaysd on the rear end of
eitner movement involved. However, tne investigetion disclosed
tnat prior to tne day of tne accident some of the movements on
tnis 1line nad displayed markers. Tne conductor of tne following
movement thougnt a red lignt should have been dilsplayed on the
rear end of the preceding movement, and said that such a lignt
could nave been seen a distance of 1/2 mile. The caboose of
the following movement obstructed the lignt projected by the
rear neadllgnt of tne engine. However, the conductor sa2id that
tne rear end of tne preceding movement could have been seen a
distance of about 500 feet, and that under the circunstances
nis engine snould nave been moving in such manner that it covld
be stopped wilthin a distance of 100 feet in order to comply
witn existing operating rules. If a member of tne crew of the
following movement nad been stationed on the front platform of
the caboose and in position to control the spesed by uce of the
oroke valve, i1t 1s provable tnis accident would nave been
averted.

Thne investigation disclosed that it nad been a long-standing
practice on tnis lire to push tne caboose anead of the engine.
Tne trainmaster said that there was no reason why the caboose
could not be placed benind thne engine or at the rear end, but
that tne nosltion of the caboose in a movement wes loft entirely
to tne option of the crew. TIf the caboose of the following
movement nad not been in front of the engine, the reer neadlight
of the engine would not nave been obstructed, tne engine crew
would nave been able to see tns unlignted rcar end of the pre-
ceding movement a considerable distance farthner than the train
crew were able to see 1t from the ceboose, and probsbly neces-
sary actlon could nave been taken in time to avert the accldent.

Tne line in question was snown in tne front part of the
timetable as the Sparrow's Point Brancn, 8.8 miles long, of
wnicn distance 3.7 miles had one track and 5.1 miles h:d two
tracks. In common railroad practice a line snown in thne over-
ating timetable as a division, a subdivision, or a trancn indi-
cetes tnat at least one main track extends the entire distance
between tne terminal stations, but in the investigation tne '
o0fficlals malntained that there was no main track on tanis line,
and tnat tne only tracks in use were designated as secondary
tracks. Under special instructions in the back part of the
timetable thne tracks of this line were listed as secondary
tracks., Tne officials sald tney considered tness secondsry



-9 - 2848

tracks as merely yard tracks. In view'of the nature of tne
traffic and tne maximum autnorized speed, the operation over
this brancn is equlvalent to main-track everation. Tnerefore,
movements over tnis line snould be gilven as much protection as
movements on otner lines designated by the carrier as main
tracks. TIf the tracks of this brancn nad been operated as main
tracks, block autnority would have indicated tne presence of
tne preceding movement, whicn would have been required to dis-
play a red lignt on the rzar end and also to furnisn flag
protection, and this &ccident would not nave occurred.

Causge
It 1s found tnat tris sccident was caused by fallure of
tne Pennsylvania Rallroad Company to provide adequate protection
for movements on the line involved.

Recommendation

It is recommended that the carrler establisn and maintein
a metnod of operation on its Sperrow's Point Branch tnat will
provide sdequate prectection for movements over sald branch.

Dated at Wasnington, D. C., this twentleth
day of February, 1945.

By the Comnission, Commissioner Patterson.

W. P. BARTEL,
Secretary.

(SEAL)



