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SUMMARY

Pennsylvaniag

October 31, 1942

Landover, Md.

Rear-end colllsion

Freignt ¢ Freignt

Extra 4759 Soutn : Extra 4786 South _

4759 4786

55 cars, caboose : 70 cars, caboose
Standing ¢+ 8-20 m. p. n.

Automatic block and cab-signal
system

Double; tangent; 0.44 percent
descending grade southward

Clear
0:25 a. m.
1 killed

Accldent caused by fallure to

provide flag protection for

preceding trailn, and by fallure
properly to control speed of ‘
following train 1in accordance

with eignal indlcations



INTERSTATE COMMERCE COMMISSION

INVESTIGATION NO. 2644

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

THE PENNSYLVANTA RAILROAD COMPANY

December 16, 1942.

Accldent near Landover, Md., on October 31, 1942, caused
by fallure to provide flag protection for preceding
train, and by feilure properly to control speed of
following trsin in accordance witn signal indicetions.

1
REPCORT OF THE COMMISSTION

PATTERSON, Commissioner:

Cn Cctober 31, 1942, there was a rear-end colllsion
between two freignt trains on the Pennsylvania Railroad

near Laadover, }Md., which resulted in tne death of one
employee.

lynger autnority of section 17 (2) of tne Interstate Com-
nerce Act tne above-entitled proceeding was referred by tne

Commission to Commissioner Patterson for consideration and
disposition.



Landover, MMd, !

r 2,60 mi, ’
X Point of acc1dentz
(D. C.) !

7,46 mi. |
South End, Va, |

Inv—26L1,
Pennsylvania Railroad

Landover, Md.
October 31, 19L2



- 5 - Lo44

Locetlon of Accident and llethod of Oneration

This accident occurred on tnat part of tne lMaryland Divi-
sion wnicn extends between Landover, Md., and South ZInd, Va.,
a distence of 10.1 miles. The line 1is equipped witn an over-
nead catensary syetem for the electric oropulsion of trains.
In the vicinity of the point ol accident thls is a double-track
line over wnicn trains are onerated witn the current of traffic
by an automatic block-signal snd cab-signal system, tne indlca-
tions of wnich supersede time-table superiority. Thne main
tracks from east to west are No. 2, nortnward main, and Yo. 3,
southward main. The accident occurred in tne District of
Columbia on track No. 3, at a point 2.64 miles soutn of thne
tover at Landover. Avproacning from tne nortn there are, in
succession, a tengent 1.07 miles in lengtn, a l-degree curve
to tne left 2,070 feet, and a tangent 71 feet to tne point of
accldent and a considerable distance beyond. Tne grade for
south-bound traing is, successively, 0.49 percent descending
3,19C feet, 0.48 percent ascending 3,750 feet, and 0.44 percent
descending 550 feet to tne moint of accident and 295 feet beyond.

Signals F1301 and F1313, wanicn govern soutn-bound movements
on track Yco. 3, sre located, respectively, 7,278 and 540 feet
nortn of the point of accident. Thnese signals are of the auto-
matic, tiree-indication, position-lignt type, and are convinu-
ously lighted. Tne involved aspect and corresconding indiceation
and name of fTnege signals are as follows:

Agpect Indication Name
Horizontal Stop; tnen proceed Stop-and-proceed
at restricted

speed.

Operating rules read in part as follows:
SPEEDS

* % 4

RESTRICTED SPEED--lTot exceeding 15 miles per
nour prepared to stop snort of train, obstruction
or switcn not properly lined end to look out for
broken rail.

35. Tne following signals willl be used by flagmen:

Day signals--A red flag, torpedoes and fusees.
#* % %

99. Vaen a train stops under circumstances in wnich
it may be overtaken by anotner train, tne flagman

must go back immediately with flagman's signals a
suf.'icient distance to insure full protection, placing
two torpedoes, and when necessary, in addition, dis-
playing lignted fusees.
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Wnen recalled and safety tc tne trainm will
permit, ne may return.

33 3

103. Wnen cars are pusned by an englne and the

conditions require, a trainman must take a con-

splcuous position on the leading car; under sucn .
circumstances if signals from the trainmen cannot

be recelved by the engine crew, the movement must

be stopped immediately unless a breke valve and

an alarm wnistle on the leeding car ars being used.

CAB SIGNALS

297. Cab signals will not indicate conditions
anead wnen engine is:

(b) Pushing cars.

Tne ENGINEMAN'S TNSTRUCTION BOOK reacds 1n prrt as
follows:

oy

Hauling Dead Engine

On =2 "dead" engine in 2 troin, tne deed en-
gilne cap snould be cnhnanged to dead engine position
in walch thne word "DEAD" on the cap is over the
word "ENG" on the distributing velve body. The
double neading cock snould be closed, and the
nandles of independent snd automatic brake velves
carried end keyed in running position.

Tne meximum autnorized speed for freignt tralns moving on
track No. & ic 40 miles ver hour.

Degcription of Accident

Ex* ~ 4752 South, & soutn-bound frelgnt train, consisted
of electric engine 4759, 49 loaded and 6 empty cears and a ca-
boose. Thles troin departed from Landover, 2.64 miles nortn of "
the point of accldent and the last open office, at 4:27 a. m.,
eccording to tne dispatcher's record of mcvement of trains.
Becauce of congestion, tris train wes neld out of tne yards and
stopped about 4:30 ¢. m. with ite rear end standing about 3,000
feet nortn of tne point where the accident occurred. Tne crew
wag relieved at 6:59 a. m. Aboutv 8:10 a. m. this train, witn
aniotner crew, proceeded and, after trrversing o aictence of
n t

- ? . - .
about 3,550 feet, stopped nt 8:20 . m. with ite recr end
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standing 540 feet soutn of signal F1313. At 9:28 a. m. tne
rear end was struck by Extra 4786 Soutn.

Extra 4786 Soutnh, a south-bound freight train, consisted

of electric engine 4786, 64 loaded and 6 empty cars and a ca-
boose. This train deDarted from Landover at 5:07 a. m., accord-

_______ . P P - |

i’ng to thne ulspaucner s record of movement of train 5, SLO0PDEQ

[
" |

at signal Fl301, wnich diswlayed stop-and-proceed, proceeded
armA ctAarnrmed s+ the naoh Twvtne ATRO ahatit B+20 o At this
Aallll D LUPKTECW dau LI L 'odl U.L X8 €700 4A00UuV T.50U 8. il fT Y il o
time the engine of Extra 4786 was standlng at a point about
4,000 feet nortn of the point where tne acclident occurred.
After Extra 4759 departed at 8:20 a. m., the eir compressor of
engine 4786 fa2iled and two engineg of Extra 4731 South were

iy T — e Telmsi o W

!
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coupled to the rear of Extra 4786 South to provide agssigtance.
About 92:15 a. m. Extra 4786 proceeded, passed signal F1313,
wnichn displayed stop-and-proceed, and wnile moving at an esti-
mated speed of 8 to 20 miles per nour collided witn the rear
end of Extra 4759. Tne brakes of Extra 4786 nad been tested
and nad functioned properly at all points wnere used en route.

Extra 4731 South, a soutn-bound freight train, departed
from Landover at 5:51 a. m. and stopped at tne res r of Extra
4786 about 6:05 a, m., Tnis trasin was nauled by two electric
engines, coupled, and in the charge of one engineer, wno was
in tne control compartment of the first engine. These enginee

were coupled to fthe rear of Exitra 4786 and were pusaing that
train at tne time of tane collision.

Because of track curvature and of cars stending on a
adAdAine aaat AT +n nlin tronlra fram e aantral aomnasrtment
DJ.\.A..L-LJ.,D rCro v L U.L.I.D UlCl,J.l& v (.L\JJLD’ U 8 0% Wil LA I A WAL TR Vil W
of a south-bound engine the view of signal F1313 was restricted
to about 1,000 feet, and of tne point of accident, to about
1,800 feet,

Tne caboose of Extra 4759 was demollsned. Tne rear six
cars were derailed and badly damaged. Engine 4786 was derailed
and stopped uprignt and in line witn tne track, witn tne front
end of the engine 245 feet soutn of the point of accident. Tne
front end was demolisned a digtance of 19 feet, tne main trans-
former and switcn group were demolisned, and the front-end frame
casting was broken.

It was clear at tne time of the accident, wnicn occurred
at 9:25 . m.

The employee killed was the flagman of Extra 4759.

Data

Electric engine 4786 1s provided witn a motor-driven
cross-compound alr compressor. The brake equipment is No.
8A-EL naving = K-6-KPD brake valve mounted on o pedestal and

naving a No. 8 distributing valve. An emergency relay vent
valve, mounted on tne pedestal, 1is connected with tne brake
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pipe and functione wnen tne double-neading cock is cloged. The
double-neading cock ies so located that an emergeLcy spplicetion
cen be mede wnen tne cock 1s in closed position. A brake- Dipe
vent valve is loceted on tne brake pipe at a dictance ot less
tnen 20 feet from the brake valve. Wnen the automatic brake-

velve is moved to emergency positlon, the relay vent velve znd g
tne trrke-pipe vent valve insure rapid provsgaticn of quick ‘
Attt A A AAdSmAmamt Thralra vy o Maana AS at I hitdrnay valwre 3 a

clU L LUd] v L','_L‘J (A4 w3 ST WL T UIlL LD LllT Ulobl LWLk Ll VoL vVve Lo
provided witn a dead-engine feature. Wnen tne cep is turned

frar Aeand_erncine nnarntinn hrelra_nidne ir Pl1Aawe thronuen a rmnee

R S & s Gl \Ji&_&_ﬁ._&l\/ UIJUJ- < U-LU‘A, Lo I LJ-J-:/ L—‘yv T J-_ - S L Vadd \J_\Ab-l-d- o U-I-A-'\_J N =
valve, wnichn has a 20-pound recistance spring, and cnarges tne
main reservoirs to a pressure 20 pounds less than the pressure
tnnt 15 maintained in tne brake pipe. If an eir compressor
feils, and the trein brake system 1s cnarged flom anotner com-
pressor, loceted ot any point in a train, by closing tne double-

nending cock on the disabled engine ond by turninb the dead-
engine cap to dead-engine pcsition, tne main reservolirs are
cnerged, wnich permits of the applicetion of the engine brokes
by means of tne indevendent brake velve. If an asutomatics brske-
pipe reduction is desired, 1t cen be obtained by placing tne
automatic breake valve in service nosition and by opening tne
doutle-neading cock. An emergency eaptlication of tne brakes

cen Pe noa by moving the brake valve tc emergency position.

,
i

t tne time of the ~ccident tne alr compressor of engine

47856 was disabled, the dend-engine cap was turned tc dead-
ATE YT A At S mn AT ma mm m AL e mmomlr wr o~ Al A A v A= o~
CillyLlic vj/cdl CLU_LUH., Llile U_UUUJ_U-P.[.LL(JKL_Lilé GO Vol UL ool cllild Vil
breke-pipe pressure was being maintained from englne 4731,
walcn was coupled to the rear of the ceboose of Extra 4786.

After the gccident, inspection of engine 4786 disclosed
tnat tne rcar ecngle cock was open, tne double-ncading cock was
closed, tne breke valve wes in emergency position and tne dead~-

engine cap was turned for deqd—englne operation.

Discussion

Trne rulee governing operation on the line involved provide
thrt wnen ~ train stops under circumstances in wnlcn 1t moy be
overtaken by anotner trsin, the flegman must go back immedintely
a sufficlent distance tc insure full protection. In automatic
block-signal territory, a train which has stopped feor a stop-
and—proceed indication may proceed at a cpﬂed not exceeding 15
miles per nour and be prepared to stop shcrt of train, obstruc-
tion, switcn not provperly lined, or a broken rail. All sur-

es

=rd =r3 P T o W SyvPupiy SR 1 ----l-- A i A A at A AR 4o A i 4..,‘
VL VJ.UE WA yoeos Ul LIIE LITadLll s _L Ivalvelud ulldgl " suvOOl il c J.U(_iL;J..Lw
menta.

Abcut 4:30 a. m. Extra 4789 stopped on track N~. 3 with
its rear end abcut 3,000 feet north of slgnal F1313. About
5:20 a. m., tne flagman cf this train toD ed Extra 4736. At
©:59 a. m. the assigned crew cf Extra 47@9 wag rclieved from
duty by anothner crew. At 8:10 a. m. tnle train proceeded scutn-
ward about 5,580 feet and stecpped witn its resr end 540 feet

sautn of signal F1313., At 9:28 a. m. tne rear end was struck
. by Extra 4736 South.
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Ixtra 4786 Soutn, consisting of engine 4786, 72 cars and
a caboose, stopped at signal F1201 in compliance witn a stop-
and-proceed indication wnich was displayed, and tnen proceeded.
Tnis train was flagged by tne flagman of Extra 4759 and stopped
to the rear of the preceding train. According to the statement
of the engineer of Extra 4785, after Extra 4759 nad agaln pro-
ceeded, ne discovered tnat the alr compressor nad failed as a
regult of a defective bearing. He instructed his conductor to
inform tne dispatcher tnat assistance was necegsary. Tne en-
gineer and tne conductor were instructed that tne two electric
engines of Extra 4731 would couple to the rear of tnelr train
and pusn it into clear at a crogsover about 1.7 milegs fartner
soutn. “he front brakeman was instructed to proceed to tne
rear to couple engines 4731 and 4721 to the rear of tne train
and to inform the englneer of trnose englnes that tne latter
would be in the control of the train air brakes. Tne engineer
of Extra 4786 then placed the nester control switen in "off!
position, closed the double-heading cock, and cnenged tne dead-
engcine cap for dead-engine operstion. Soon afterward tne train
brake system was cnarged from engine 4731, a road traln-brake
test was mede, and Extra 4786 proceeded goutaward. Tne engineer
and the conducter said tnet as thelr train was epproacning the
point wnere tne accident occurred tne speed was about 20 miles
per nour and they were maintaining a lookout anead. DBecauge of
track curvature and carg on tne siding the view anead was re-
stricted to about 1,600 feet. Thne engineer sald tnat wnen tne
engine wes about 400 feet north of signal F1l31l3 ne asked tne
firemsn wnet indication was displayed by tnat signal. The
firemen crlled 1ts indication as being stop-and-proceed. At
tnet time tne conductor alignted and gave stop signels to the
crew of engines 4731 and 4721 =% the rear of tne trein. Thne
engineer of Extra 47886 said tnat ne was startled by receiving
a stop-and-proceed indication snd became confused. Soon after-
ward ne observed the rear of Extra 4759, and alfer tne engine
poeged signal F1313 ne placed tne brake valve in emergency posi-
tion, but the distance was then insufficient to stop nis train
enort of Extr- 47592. The englnemen seid that the speed wos
sbout 15 or 20 miles per hnour at tne time of tne collision.

Urnder tne rules, the crew of Extrn 4758 was required to
provide flag protection. Tne conductor, who was on engine 475¢,
ned instructed hig flagman to relieve the regular flagman and
to protect tne trein. No member of tne crsw of tne following
trein neard eny torpedo exploded, or saw either the flpogmen or
e lignted fueee. Tne engineer of Extra 4786 said tnet if proper
flag protection nad been provided the accident would neve been
prevented. Since the flegman was killed in the accident, it
coula not be determined wiiyy ne friled to provide flag protection.

After tne derd-engine cep of engine 4736 wag chienged for
dend-engine oper~tion, tne double-neading cock wos closed, end
the train-brske system was charged from engine 4731. Tae en-
gineer of engine 4786 could ecpply the englne brakes by meens
of tne independent brake valve and the cutomatic brake velve
could be used to meke an emergency application of thne train



2644

I
=
(@]

)

trekes. If it wes desircd to make a service -~uvplicetion of the
tradis hﬁnb‘.s f‘rﬁu t’.'\e -F'ilnot gr\mfﬂ' nae 1Y wannlA o namnpcanmry T

vl Lail L NG 4 s 1t P L (=) o L&l_LALD S S ¥ PLML L G E V'Y [N 1t VT ool v
ploce tne automatic breke velve in gervice position and to open
tne deouble_nendinge nnrﬂr- MALIAITaN nrndey thia arvoncormeant +ha
kN N WS LA R Ll Ll ‘,L\A-J.ALFJ e A UJ-!-, kAl VUL WO WL ] AL dNd st Vil L o Cid WA O ‘L\:-‘.;IA;V;L w 3 vailo
broke aopplication would be retrrded becausge or air being suv-
plied from engine 4731. Tne conductor stated thrt tine ez.glueure
gold tne brrkes could not be controlled from encine 473¢. The
enginecr g¢old ne understood theot he could contrcl the train
prake gystem, but becruse of the gpeed at wiich sngines 4731

~nd 4721 were pushing the train, ne becrme c-nfused r~nd did not
moeke an emergency aprllicetion in time to avert tne cccildent.

Tne engineer of engines 4731 ~nd 4721 underctend thot the br-kes
could be controlled from engine 4786. He s:ld thst nic con-

treller wes in the fourtn noten end, 1f the independent broke
cnoenoine 4786 hnd been npplied, the lncreased tr-in recletonce
would n- ¢ been indicnted on thie emmetere ond ne would nave
redvced tne power.

Under the rulcs, after Extra 4788 poescd siznel FL301,
wnlicn wos disploying stop-rnad-procced, tnie troin wos rcqu1rcd
to move preprred to stop sanrt of trein or cbhstruction until
o morc fovorable sign~l indicstlien wes received. Because tne
mester control switch of tae firet engine wosg in "off" pogi-
tion, the cob eignele were incoperctive. If tnle trein nod been
opernted prepored to ¢ top ~t elgnal F131&8, tne ~ccident would
nove been prevented. The front brokemon snd tne flrgmen of
Extre 47386 were in the caboose at tne timz of tae r~ccident.
Because of tne overnesd crtcrary system, tr-in-cervice employees
are pronibited from ctotioning tnemselves on tihe tope of cearg.
Under tne rules, wnen o breke valve and wnietle are provided on
tue Tiret cer, tae enginemen of ~n engine pusning cors ~re not
required to stop csuca movement 1f treainmen ore not in view.

Cauce
It ig found tnet this rccident was cerused by fallure to

provide fl=g protection for the preceding trein, snd by faillure
properly %To control speed of following tr-in 11 rccordence witn
gignal indlcations.
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