INTERSTATE COMMERCE COMMI SSION
WASHINGTON

REPORT NO. 3710
THE PENNSYLVANIA RAILROAD COMPANY
IN RE ACCIDENT

AT ANACOSTIA INTERLOCKING,
WASHINGTON, D. C., ON

OCTOBER 5, 1956




Date:

Rallroad:
Location;

Xind of aocident:

Equipment involved:

Traln number:

Locomotive numbera:

Conalats:
Speeda:
Operation:

Tracka:

Weather:
Tima:
Casunalties:

Causge:

3710

Qctober 5, 1956

Penngylvania

Anacoastla Interloocking, Washington, D. C,
Colliamion

Yard locomotive : Frelght traln
wlth caboose

B,& 0, Extra 944 North

Diesel-electric : 944, {Diesel-electric

unit 5583 units 9434, 297X,

and 959A)
Caboose : 113 cars, caboose
Standing : Undetermined
Interlocking

Double; 1°30' curve; 0,62 percent
agcending grade northward

Clear

6:58 p. m,

1 killed; 3 injured

Fallure to properly line a routle
through an 1nterlocking and fallure

to control speed of train aa requlred
by slgnal indieatlon
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INTERSTATE COMMERCE COMMISSION

REPORT NO. 3710

IN THE MATTER OF MAKING ACCIDENT INVESTIGATION REPORTS
UNDER THE ACCIDENT REPORTS ACT OF MAY 6, 1910.

THE PENNSYLVANIA RAILROAD COMPANY

November 19, 1956

Accldent at Anacostla Interlocking, Washingteon, D, C., on
Cetober 5, 1956, caused by fallure to properly llne
a route through an interlocking and fallure to control
the speed of a train as requlred by signal indlcatlon,

REPORT OF THE COMMISSIONL
CLARKE, Commissioner:

On October 5, 1956, there was a colllslon between a
yard locomotive wlith caboose and a frelght trailn on the
Pennsylvanla Rallroad at Anacostla Interlocking, Washington,
D. C., which resulted in the death of one employee, and
the injury of three employees.,

1l

Under authority of Section 17 (2) of the Interatate Com-
merce Act the above-entltled proceeding was referred by the
Commlgslon to Commigsloner Clarke for conslderation and
dlsposition,
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Location of Accident and Method of Operation

This accident occurred on that part of the Maryland
District of the Chesapeake Reglon extending between Region
Post, near Potomac Yard, Va., and Landover, Md,, 9,9 mlles.
In the vicinity of the polint of accident thles lg a double-
track line, over which tralne moving with the current of
trafflc are operated by slgnal lndications, A catenary
system 1s provided for the electric propulsion of trains.
From east to west the maln tracks are deslgnated as No. 2,
northward frelght, and No, 3, southward frelght. Between
Anacoatlia, 3.7 miles north of Reglon Pogt, and a point a
conslderable distance rerth of Anacostlia a secondary track
deslgnated as track No. 1 parallels track No, 2 on the east.
The south end of thles track connects with track No, 2 at
swltch 14, North of this swlteh a track dilverges from
track No, 1 toward the east at swltch 12 and extends to a
Junction with a double-track line of the Baltimore and
Chio Rallroad., Swltches 14 and 12, which are facing-polnt
for north-bound movements, are within interlocking limits
at Anacostia., They are located, respectively, 102 feet
and 434 feet north of the lnterlocking station. Treilns of
the Baltimore and Ohio Rallroad regularly are operated over
the portion of the P.R.R. extending hetween Region Post and
Anacostla. The accident occurred on track No. 1 at a point
781 feet north of the interlocking station and 199 feet
north of the north limits of the interlocking at Anacostia,
Track No, 2 1s tangent throughout a distance of 3,886 feet
immediately south of swltch 14 and 160 feet northward,
North of thls tangent there is a 1°30' curve to the left
2,257 feet 1n length, Between polnts approximately 2,250
feet and 2,450 feet south of the point of accldent the grade
for north-bound tralns varies between 0.09 percent and 1,02
percent descending, Between the latter polnt and a point
550 feet south of the polnt of accident it varles between
Q.11 percent ascending and 0,15 percent descendlng, and
north of the latter point it 1s 0,63 percent ascending to
the point of acecldent,

Interlockling signal 2D, governing south-bound movements
on track No. 1, 18 located 199 feet south of the point of
accldent. Semi-automatic lnterlocking signals 38R and 22,
governing north-hound movements on track No. 2, are located,
respectively, 1,38 mlles and 2,518 feet south of the point
of accldent. These slgnals are of the posltlon-1light type.
Aspects applicable to this investigation and the corres-
ponding indications and names are as follows:
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Signal Aspeot Indication Name
2D Two white lights Stop Stop~algnal
in horizontal
posltion
38R Three amber lights Proceed pre- Approach,
in diagonal posi- paring to
tion te the right stop at next
slgnal, Traln
exceeding Me-
dlum speed must
at once reduce
to that apsed.
22 Three amber lights Proceed at Re- Regtricting.
in horizontal posltion stricted speed,

above three amber lights
1n dlagonal positlon to
the left

The controlling circults are so arranged that when the route
1a lined for movement from track No. 2 to the eastward maln
track of the B.% O. and the block of signal 22 1g clear, the
glgnal lndicates Slow-approach., If the block of the slgnal
1e occupled, the slgnal indicates IJtop-and-proceed. When
the route 1s lined for movement from track No. 2 elther to
the weatward main track of the B.& O, or to track No, 1,
signal 22 indicates Restriocting., Signal 38 R indlcates
Approach under any of these conditions 1f the block of the
Blgnal 1ls clear,

The interlocklng at Anacostla is of the electro-
mechanlcal type. The interlocking station 1s on the eas?t
slde of the maln tracks, The mechanlcal machine conslsts
of 16 working levers in a 24~lever frame, and the electrical
machine consliets of one lever. Time, route, indlcation, and
mechanleal locking are provided, A track model board is
located above the interlockling machine. All switches are
shown in normal poslition on this board., Indlcator lights
on the board indicate track occupancy. Indlcator liguts also
indicate whether each controlled signal 1s displaylng an
aspect to proceed, but they do not ilndicate the aspect dle-
played. BSwitch 12 must be moved to reverse positlon to
establish a route from track No, 2 to the B,& 0, llne,
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Thle carrier's operating rules read in part as follows:
DEFINITIONS

Medlum Speed--Not exceeding one-half the speed
authorized for passenger traine but not exceeding
30 mlles per hour,

Restricted Speed--Not exceedlng 15 miles per hour
prepared to stop short of train, obatruction or swltch
not properly lined and to look out for broken rail,

The maximum authorlzed epeed for frelght tralns in the
vlielnlty of the point of eccident 1s 30 miles per hour,

Deacription of Accident

Yard locomotive 5583, pushing a caboose, moved eouth-
ward on track No, 1 and stopped about 6:55 p. m, with the
south end of the caboose 199 feel north of elgnal 2D, which
indicated Stop. The locomotive was headed northward, Sev-
eral minutes later the caboose was struck by Extra 944 North,

Extra 944 North, a north-bound B.& O, freight traln,
en route to the line of the B,& O, at Anacostia, oonslsted
of Dlesel-electric units 943X, 297X, and 959A, coupled in
multiple-unit control and designated as locomotive 544,
113 cars, and a caboose., This train passed Virginle Inter-
locking 8tation, 1.7 miles south of Anacoetla, at 6:52 p. m.
It pasged aignai 38R, which indlcated Approach, passed sig-
nal 22, which indicated Restricting, was diverted to track
No. 1 at awltch 14, continued on track No, 1 at switch 12,
where 1t should have been dlverted to the line of the B,& 0.,
and while moving at an undetermined speed it struck the
caboose which was coupled to yard locomotive 6583,

The yard loocomotive and caboose were moved northward
a dlstance of 251 feet to the polnt at which the front of
the locomotive of Extra 944 North gtopped, The rear end
of the yard locomotive was somewhat damaged, the caboose
waa degtroyed, and the front end of the locomotive of Extra
944 North was slightly damaged., With the exception of the
caboose, no 'equipment wae deralled,

One yard brakeman was killed., The engineer, the fire-
man, and one yard brakeman of yard looomotlve 5583 were
injured,

The weather was clear and 1t was dark at the time of
the acclident, which occurred about 6:%8 p, m,

Locomotive 5583 18 of the switcher type. The control
compertment 1s at the rear,
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Discussion

At the time yard loocomotive 5663 moved southward on
track No, 1 1t was lntended that 1t croses to another track
at Anacostla and return northward. The yard conductor 4ld
not accompany the movement. When the movement stopped at
signal 2D the englnemen were 1n the control compartment of
the locomotive., Two yard brakemen were on the platform at
the south end of the caboose. The engineer ssld that he
stopped by use of the independent brake, and after the loco-
motive stopped he left the brake applied, The yard brake—~
men saw Extra 944 North approaching on track No, 2, and one
of them then entered the caboose. Soon afterward the yard
brakeman who remalned on the platform saw that Extra 944
North had been diverted to track No. 1, He celled a warnlng
amd elighted from the caboose immediately before the colll-
elon occurred, The yard brakeman who had entered the caboose
wag killled,

As Extra 944 North was approaching Anacostia the englne-
men and the front brakeman were maintaining a lookout ahead
from thelr respective positions in the control compartment
at the front of the locomotive, The headlight was lighted
brightly. The brakes of the train hed functioned properly
when tested prior to departure from Potomac Yard, 6,6 mlles
south of Anacostla, Slgnal B8R indlcated Approach, and the
indlcation was called by the employees on the locomotlve.

The englineer gald that the speed was ebout 20 miles per hour
when the locomotive passed the elgnal, Signal 22 indloated
Restricting when 1t came into view, and the employees on the
locomotive called the indicatlion, The englneer said that he
applied the independent brake and afterward made a brake-
plpe reduction of slx or seven pounds with the automatlc
brake valve before the looomotive passed signal 22, He did
not look at the speed indicator, but he estimated that the
speed was reduced to about 8 miles per hour, He sald that
after seeing the aspect displayed by signal 22 he expected
to recelve train orders at Anacostia and to operate agalnst
the current of traffic beyond that point, as he had on the
previous north-bound trip. As he approached the interlock-
ing station he saw that the tral---order signal was not dls-
played and that trus operator waa not on the ground to dellver
traln orders. He sald that he made an emergency appllcation
of the brakes asm the locomotive wae closely approaching the
interlocking station, He then paw that swltch 12 was llned
for movement on track No. 1, and he first saw the caboose
when his locomotive was in the viecinlty of the switoh., He
sald that the speed was reduced by the emergency brake appll-
cation but the retardation was less than normal, He left
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Lie seat and entered the engine compartment before the
colliaslon occurred. The fireman and the front brakeman
gald they saw that switch 12 was not properly llined at
approximately the same time that the brakes were applled

in emergency. The fireman immedlately copened hls emergency
brake valve, but brake-plpe pressure had slready been de-
pleted and there was no exhaust from the valve. He estl-
mzted that the locomotive was 100 feet north of the inter-
lockling station 2t this time, The front brakemsn estimated
that the locomotive was 200 feet north of the inteérlocking
station. Both the fireman and the front brakeman remained
11 the contrecl compartment. They estimated that the speed
was about 10 miles per hour when the brakes were appllied
in emergency and that 1t was reduced to about 3 miles per
hour before the colllslon occcurred.

Examination ¢f the tape of the speed-recording device
taken from the locomotive of Extra 944 North, as interpreted
by an official of the B,& 0., indlcateg that the speed of
tnis traln was 21 miles per hour at the time the brakes
va2re applied 1n emergency. It further indlcates that the
tral? aes stovped by this emergency application of the
brekes Lln a dietance of 664 feet. From thle it appeare
that the englneer of this traln was mlgstaken as to the
gpeed of his train and the point at which the brakes were
applled in emergency.

The brakes of the equipment of Extra 944 North werse
tested al Anacostis after the accident oocurred, and no
exceptions were taken. Thie traln then proceeded to Beltl-
more. The brakes functioned properly when used en route.

The operator at Anacostla sald that as Extra 244 North
wasg passing Virginia 21¢ communlcated with the B.& O. train
dispatcher and recelved lnetructlons to route the traln for
normal movement wlth the current of traffic, He then llined
what he thought was the proper route for the movement. When
the route 18 lined for movement from track No. 2 to the east-
ward main track of the B,& 0., levers 11, 12, 13, 14, 15,
and 22 are in reverse positlon. In lining the route for
Extra 944 North the operator falled to place 1n reverse
pesition lever 12, which operates swltch 12, Thls resulted
in the treln belng routed teo track No, 1. The operator
estimated that the speed of the traln waea about 15 miles
per hour as the locomotive passed the interlocking station,
After the operator learned that the front end of the traln
had entered track No. 1 he agaln checked the posltion of
the levers, He then found that when he lined the route he
had overlooked plascing lever 12 1n reverse posltion.
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The signal apparatus involved waa tested after the
accident oocurred and it functioned as intended, Inspec-
tion of the interloocking and signal apparatus dieclosed
no defsotive sondition,

On the day of the accldent the regularly assigned
gecond-trick operator at Anacostla was on vacation., The
operator who was on daty was asslgned to perform rellef
gervice at various interlockings on the Maryland District,
He had been qualified to operate the interlocking at
Anacostia in Janaary 19565 after operating it under the
direction of the regularly assigned operator during a perioed
of about 10 days, but before the day of the accident he had
not operated 1t alone, On that day he reported for duty
at 2: 30 p. m, Between the time he reported for duty and
the time the accldent occurred two south-bound B.& O. trains
and a number of P.R.R, movements 1n both directions pasesed
through the interlocking, and he experlenced no difficulty
in lining the proper routes. Extra 944 North was the first
north-bound B.& O. traln to reach Anscostia after 2:30 p. m,

When Extra 944 North approached Anacostla 1t was in-
tended that the traln be routed from track No, £ to the line
of the B,& 0., and the orew of the traln expected to move
via thls roate. The operator unintentlonally lined & route
for the traln to move from track No. 2 to track No. 1.

When this route 1s lined, elgnal 22 indicates Restrloling.
This indication required that the gpeed of Extra 944 North
be regtricted to 15 milee per hour and be so controlled
that the traln could be stopped short of another train or
a switch not properly lined,

Cause
This accident was cauged by fallure to properly line
a route through an interlocking and fallure to control the
speed of a treln as requlred by signsl indleatlon,

Dated at Washington thia nineteenth

D. c.,
day of November, 1956.
By the Commlsglon, Commisgioner Clarke.

( SEAL) HARCLD D, McCOY,

Secretary.



