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Lelaware and Hudson

Delai.son, N. Y.

Rear-end collision

Freight

Extrg 150Z% South

1503

90 cars, helper
engine, caboose

Standing

Freight

Extra 150C
South

1500

69 cars, cahoose

5 m, p, h,

~ Timetable, train orders and an

antomatic blocx-signal system

Double; &° curve;

0.84 percent

ascending grade southward

Snowing
2.15 a, m,

1 killed

Failure to operate folloving train

in accordance with signal

indications



INTERSTATE COMMERCE COMMISSION

INVESTIGATION NO. 3239

IN THE MATTER OF MAKING ACCIDENT ;NVESfIGATION REPCRTS
UNDER THE ACCIDENT REPORTS aCT OF MAY &, 1910,

THE 'DELAWARE AND HUDSON RAILROAD CORPORATION

o

April 20, 1949

Accident near Delanson, N. Y., on March 13, 1949, caused
by failure to operate the followlng train in
accordance with signal indications.

- 1
REPCRT OF THE COMMISSION

PATTERSCN, Commissioner:

On March 13, 1948, there was a rear-cnd collision
between two freight traine on the line of the Delaware
and Hudson Railroad Corporation near Delanson, N. Y.,
which resulted in ths death of one train-service employee.
This accident was investigoted in conjJuncticn wlth 2 renre-
sentative of the New York Public Service Commission,

1

Under authority of section 17 (2) of the Interstate Com-
merce Act the above-entitled proceeding wes referred by the
Commission to Commissioner Patterson for consideration and
disposition.
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Location of Accicent and Method of Operation

This accident occurred on that portion of the Susquehanna
Divisicn extending between WY Tower, Mechanlcville, and DJ
Cebin, Delanson, N. Y., 30,3 miles, & double-tracx line, over
which trains moving with the current of traffic are operated
by tinetable, train orders and an automatic block-signal
system, Thls accident occurred on the southward main track
at a point 1.46 miles north of the station at Delanson and
0.86 mile north of DJ Cabin. From the north there are, in
succession, a tangent 789 feet in length, a 3° curve to the
left 743 feet, » tangent 714 reet and a 3° curve to the
left 1,538 feet to the point of accildent and 267 feet south-
ward. Throughout a distance of two miles north of the point
of accldent the grade for south-bound trains varles between
0.88 percent and 0.2 percent ascending and 1s 0.84 percent
ascending at the point of accident.

Automatic block signals D11.,2 and D12.2, governing south-
bound movements; are located, respectively, 1.95 miles and
3,507 feet north of the point of accident, Signal D1l.2 is
a color--light signal, which dlsplays thrce aspects. Sign2
Di2.2 1s a two-unit color-light signal, which dlsplays four
aspects, These sipnals are approzch lighted. The involved
aspects and corresponding indications and names arc as follows:

Signal Aspect Indie2tion Name
D11.2 Yellow Proceed preparing to Approach.

stop 2t next signal.
Trrins exceeding
medlum speed must
at once reduce to
thot speed.

Dl2.2 Red-over- Stop; then procecd Stop and
red, at restricted proceed.
staggzered speed.

Thie carrier's operating rules read in part as follows:
DEFINITIONS

Restricted Sperd.--A gpeed not exceedlng that which
7111 enable 2 stop to be mede short of train ahead,
obstruction, switch ot properly lined, lock out for
broken rall, and not exceeding slolW speed.
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Medium Specd.--4 speed not exceeding trirty miles
per hcur, unless octhorwice provided.

2 G

Slow Speed.—-—A ep~cd not excecding fiftecn mil
per hour, unless otherwise provided.

v
[l

SIGNALS .

€, Tre explosion of one or two torpedoe= is &

ignal to reduce speed ~nd lnok out for stop cignal
or track obstructiens, ¥ ¥* ¥

* * W
USE OF SIGNALS

24, All merbsors of engine =ad train crnws mus?t,
when practicable, commuricate to erch other »y its
name the indicatlon of each signal affecting the
movement of thelr train or engine.

35. The followins signale will e used by fl-gmen:

%

Night signals-—A red llgnt,
A write 1ight
Torpedoes aond
Fusces.

MCVIZMENT OF TEAIIS

99. Wren a_train stops under circums*7nces in
which 1%t m:y bz overtezen by encrther train, the
flogman must go back immedilrtely with flagm"n s
signnls a suffieclent Aistance to insure full
protectisn, place and leave two torpadoes on the
rall, and -hen ncocessary, in edaition, displaying
lichted fusecs. When recnlled and su;ety to ths
train wlll permit, hs may return.

* O %

AUTOMATIC bLOCK SYSTEH
RULES

505, Block signels * * * govern the use of the
blocks, but, unless otherwise provid-d, dc not
Suoersede the authority of trains, nor dlspense with
the usz or the otservence of other signals whenever
and wkerever they may b: required.
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The maximum authorized spzed for the troins involved
was 45 miles per hour.

Dascription of Aceident

Extra 1503 South, a socuth~bound freight train, ccnsisted
of engine 1203, 90 cars, helper encine 1118 and a cabcose, 1in
the order nzmed. This troin departed from Mohawk, the last
opea olffice, 16.9 miles north of Delanson, st 1:10 a. m., and
stopped at 1:57 a, m,, with the cabonge standing &,507 freet
south of signal D12.2 ond 1.46 miles north of the station at
Delanson. About 18 minutes later the rear e¢nd was struck by
Extra 1500 South.

Extra 1500 South, 2 south-boun? freight trein, consisting
of engine 1500, 89 czars 9ond o caboose, passed Mohawk ¢t 1:41
a. m., passed signal D11.2, which indlcatesd Approach, passed
signal D12,2, which indicnted Stop-and-proceed, and wrile
moviag at on estimated speed of & milesg per hour it struck
the rear end of Extra 1503 South,

The englne truck and the first peir of driving wheels
of engine 1ENO were derailed to the leff, and the front
end of the engine was badly damaged. The caboose of Extra
1503 South was demolished. he rear truck of the tonder of
the helper engine was derniled ond domsged.

The conductor of Extra 1503 South wos killed.

It was snowing at the time of the accident, whkich
occurred at 2:15 a, m,

Discussion

, The rules zoverning operaticn on this line provide that
when a train stops under circumstances in which 1t may be
overtaken by another train the flogman must go back immediately
with flagman's sicnals a sufficlent distance to insure full
protecticn, and, when receszary, must display lighkted fuseces.

A train must stop at a signal indicating Stop~and-proceed,

then it may proceed out the speed rtust b= so controlled that
the train cazn be stopped short of a »receding train.

Extra 18503 South storped at Lelanson at 1:87 a. m,
The englneer, the fireman and the front brekeman were on
the first engine. The engineer and the fireman of the
helper engine 'vere in the cab of that enzine, and the
conductor, the swing brakem-n and the flagman wers in the
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caboose., After the traln stopped, the engine puvlled the
first car southward to p=rform switching and to supply the
tender with water. The swing brakecman proceeded to the
helper engine, which was to be detached and supplicd with
water after the train had proceeded farther south. The
flegman proceeded northward to provide protection. When he .
recached a point about 700 fert north of the cebocse he

placed two torpcdoes on the raii. He sald that he then

heard an engine whistle signal from the south. He thought
this was o signal recalling him to his train, ‘and 'he proceeded
toward the caboose. He d1d not leave a lighted fusee. He
stopped when he was about 400 feet north of the caboose,
Shortly afterward he saw the reflection of the headlight of
an approaching north-bound train, and he agoin proceeded
toward the cabocse. He had reached a peint about 100 feet
north of his caboose when the rsar end of the north-bound
frelght train passed him. At that time he observed the
headlicht of an approacking south-bouné train, heard the’
exhaust of the engine, and heard the torpedoes exploded.

He gave stop signals to the approaching train wilth lighted
red and white lanterns, both held in tihe same kand. He sald
the following train was so close to him that he did not have
time to light a fusee. When he reslized that the approaching
train was moving at a speed too high to be stopped short of
Extra 1503 Bouth, he procezded toward his caboose 1n an
attempt to warn the employees on the rear end,

Extra 1800 South passed eignal D11.2 at a speed of abnout
£5 miles per hour. The englneer, the fireman and the front
brakeman were in the cab of the envine, and the other members
of the train crewv were in the caboose. The headlight wes
lighted brightly. The brakes of this train had been tested
and had functioned properly where used en route. The engineer
observed that signal D11.2 indicated approach. Neither the
fireman nor the front.brakeman observced the signal but they
heard the engineer call the indication, which they ansgwered.
It was snowing and thcre was a strong westerly wind. All
windows of the engine cab wers closad and the engineer was
malntaining a lookout ahead through the front window. The
engineer said fhat steam and smoke from the stack and
swirling snow intermittently obstructed his view ahedd. He
sald that he was prepared to stop the train short of eignal
D12.2. This signal 1s located on tangent track near the
south end of a curve to the right. When he observed the
signal at a distance of about 600 feet he thought that the r.
aspect was yellow over red, therefore he did not stop the
train, He did not call the indication, and neither the
fireman nor the front brakeman observed the aspect displayed
by the signal. After the engine passed signal D12.2, the
engineer partially closed the throttie, and the speed was
reduced to about 20 miles per hour. This speed vas maintained
until the engine was about 700 feet north of the caboose of
Extra 1503 South. Prior to that time the view of the-track
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ahead was obstructed by the ncrth-bound train, because of
track curvature to the left. When the rear end of that train
was opposite the engine of Extraz 1500 South, the fireman
observed the lighted red marker lamps on the caboose of Extra
1503 South and the flagman of that train giving stop .signals
with a white light from & point about 50 feet north of the
caboose., He crossed to the right side of the cab and placed
the brake valve in the emergency position. None of the
employees on the englhe of Extra 1500 South heard the
explosion of torp=doss,

The front brakeman of the north-bound train was ssated
on the left side of the engine. He said that the flagmen
of Extra 1503 South was atout 50 feet north of the caboose,
that he had both a red light and a white light, and that
engine 1500 was working steam. The conductor of the north-
bound train sald ke was stending in the rear door-way of the
caboose. He sald the flegman of Extra 1503 South was abtout
100 feet north of the catonse and that he proceeded toward
the northward main treck after the caboose passed him, The
engine of Extra 1500 South met the caboose of the north-bound
train about £00 feet north of the cabncse of Extra 1503 South.
He did not hear the explosion of torpedoes. The swing
brakeman of the north-tound train was in the cupola of the
caboose on the left side. He sald that the flagman of Extra
1503 South was about 10C feet north of the caboose and that
he had a red light and s white ligkt. He said thet he heard
the explosion of two torpesdoes by the engine of Extra 1500
South, and the brakes of thast train became applied in emergency
immediately afterwvard.

Tests of the automatic block-signal system were begun
by forces of the signal department of the carrier about 5
a. m, on the day of the accident., These tests incdicated that
signals D11.2 and D12.2 were functioning oroperly at the time
Extra 1500 South passed them. The engineer of the helper
engine of Extra 1503 South sa2id that each of these signals
Indicated Stop-snd-proceed when his engine passed them. After
the accident 2nd before the track circuilt was cleared, the
engineer of Extra 1500 South, accompanied by a road foreman
of engines, inspected signal D12.2. At that time 1t wss
indicating Stop-end-procesd. However, they sald that there
was an accumulation of snow on the lower psart of the top unit,
but no snow had accumulatsd on the bottom unit. The engineer
sald he thought the accumulaticn of snow on the top unit
resulted in that unit displaying an aspect less brilliant
than the lower unit, therefore, in controst with the red
aspect displayed by the lower unit, i1t appeared to be
displaylng yellow instead of red.
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Cause
It is found that this accident was caused by failure
to operate the following train in accordance with signal
indications.

Dated at Washington, D, C,, this twenticth
day of April, 1949,

By the Commission, Commissioner Patterson,

( SEAL) W. P. BARTEL,

Secretary.



