INTERSTATE COMMERCE COMMISBIOW
WASHINGTON

REPOAT NO. 3598
THE DELAWARE AND HUDSCN RATLROAD GORPCRATION
IN RT ACCIDENT
NEAR PORT HENRY, N, Y., ON
OCTOBER 24, 1954




Date-

Rallroad:
Location:

Kind of accldent:
Treling involved:
Traln numbers:

Engine numbers:

Conglsts.

Speeds:

Operatlon:

Track:
Weather:
Time:
Casualties.

Cause:

-2 - Report No. 3598

SUMMARY

October 24, 1954
Delavere and Hudson
Port Henry, N, Y.

Head—end collislon

Paesenger : Freight

34 : Extra 4123 Yorth

Diesel~electric + Diesel-electric

unit 4012 units 4123 and
4077

9 cars 113 cars,
caboosge

Standing : 37 m. p. h,

T metable, train orders, and autoratlc
block-slenal system

Single; 3°30' curve, level

Clear

12:45 p. m,

1 killed; 63 1njured

Failure 1, (21livor meet order to
supsz.tic - -, v o5 failare to operate

Inf2ricr oL 21l acuordance +1th
slgnal indicatlions

®
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INTERSTATE COMMERCE COMMISSION

REPORT NO. 3598

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

THE DELAWARE AND HUDSON RATLROAD CORPORATION

December 17, 1954

Accident near Port Henry, M. Y,, on October 24, 1954,
cauged by fallure to dellver a mect order to ths
superlor train and fallure to operate the inferlor
traln 1n accordance wlth slghnal ilndlcatlons.

- 1
REPORT CF THE COMMISSION

CLARKE, Commissionszr:

On October 24, 13954, there was a head-end colllslon
between a passenger traln and a frelght traln on the Delaware
and Hudson Rallreoad near Port Penry, N. Y., which resulted
ln the death of 1 tralin-service employee, and the injury of
93 passengers, 1 Pullman Company employee, 4 &ining-car
employees, and 5 traln-service employeg¢s. Thls accldent was
Investigated 1n conjunction wlth represcntatives of the New
York Publlic Service Commlssion,

1

Under authority of section 17 (2} of the Interstate Com-
merce Act the above-entitled proceedling was referred by the
Commigelon %o Commissioner Clarke for consideration and
dlsposltion,
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Locatlion of Accldent and Method of Operation

This accildent occurred on that part of the Saratoga-
Champlaln Divislon extending between Rouses Point and Whitehall
N. Y., 113.5 mlles. In the vicinity of the point of accldent
this 38 a single-track line, over which tralns are operated
by timetable, traln orders, and an automatic blockw~slgnal sys—
tem. Within' vard limite at%t Port Henry, 74.1 miles south of
Rouses Polnt, a slding deslgnated as Sherman parallels the
maln track on the west. The north and the south swlitches of
thls slding are, respectively, 2,968 feet and 1.29 miles south
of the station at Port Henry. The accldent occurred on the
maln track at a point 1,E7 miles south of the south siding-
swltch at Sherman. From the north there are, in successicn,

a tangent 1,527 feet in length, and a 3°30' curve to the

left 727 Teet to the point of aceldent and 1,330 feet south-
ward. From the south there are, 1n succession, a tangent 1.84
miles in length, and the curve on vhlch the acecident occurred.
The grade for south~bound trailne 1g practically level through-
out a considerable digtance immedintely north of the point of
accident., From the sputh the grade 1s, successlvely, 0,67
percent descending 4,400 feet, 0.62 nercent descerding 1,000
feet, 0,44 percent descending BOO feet, 0,20 vercent descend-
ing 400 feet, and proctically level 2,797 feet %o the polnt

of acclcent,

Automatic elgnale 115,2 and 114.2, pgoverning south-bound
movements, are locecatcd, »espectively, 1,63 miles and 1,685
feet north of the point of rccldent, Automatlc sipnels 110.1,
11,1, 112.1, 113,1, 115,1, and 118.1, egoverning north-bound
movementa, are located, respectively, 3,85 mlles south, 1.85
miles south, 1.33 mlles south, 1,567 feet south, 1.53 mlles
north, and 2,93 mlles north ol the polnt of saccldent. These
siznals are of the searchlight type. BSienals 112,1, 115.2,
and 116.1 are contlinuously lighted, and the other slgnals are
opproach llghted, Aspects aDDchable to this 1nvest*pation
and the corresponding indicatlions and names are as follows.

Signal Aspect Indlcation lame
110.1 Green Proceed, Clear.
111.1

112.1

110.1 Yellor Proceed prepering Approach.
111.1 to stcp at next

11z,1 slgnal, Traln

113.1 exceeding medlium

115,2 spced must at once

reduce tc that apced.
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112.1 Hed Stop: then proceed Stop and
113.1 at restricted proceed.
114.2 speed,

1.5.1

The controlling circults are so arranged that when a south-
tound train 1s in the block between slgnals 1158.1 ~nd 115.1,

the blocks of the other signals are unoccupled, and the south
slding=-switch at Sherman 1s 17 normal position, signals 110.1,

111.1, and 112.1 each indicate Proaaed—preparlng—to—stcp-at—
next slgnal and slgnals 113.1 a2nd 115.1 each indicate Stop-

thenrproceed-at=-restricted-epeed. Under the same conditlons,

1T’ the south sldlng-switeh at Sherman is lined for entry to
the slding the i1ndicatlions of elgnale 110,31, 111.1, snd
112.1 change to' Proceed amd thes indlcotion bf sianal 113.1
changes to Proceed-preparing-to-stop-at-next-slimal, After
a south—bound train passes algnal 115.1, slgnals 112.1 and
113.1 each indlcats Stop-then—prncsed—at—restricteﬂ—sneed.
After a north-mound tr2ln passes a pcint 298 feet north of
signal 111,11, signal 115.2 indicates Proceed-prepering-*to-
stop-at-next~sienal, and signml 114.2 indicetes Stop—~then~
proceed=-at-restricted-speed.

This carrier's operating'rules read in part as follows:

DEFINITIONS
Hestrlicted Sneed.-~—A speed not exceedinc that which
will enable a qtop to be male short ¢f traln ahead,
obgtruction, sritch not nroperly lined, look out for
btroken rrill, and not exceedlnc slow spaed,

fedium Speed.--4A speed not exceedinz thirty miles
per hour, unless aotherwlse provided,

Sloiwr Speed.——A speed not exceedineg f1ftsen miles
per hour, unless otherwise provided.

&4, A1l members of engine and train crews must,
hen oractlicable, communicnate to erch other by its name
tne 1ndlcation of each sicnal affecting the movemnent of
thelr train or engine,
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73, Extra tralns are inferlor to regular tralns.

S-87. An inferior traln must keep out sf the way
of opposlng superior tralns and faillng to clear the
main track by the time reguired oy rule must be proe
tected *

Extra traine must clear the tlme of opposling regular
tralng not less than five minutes, unless stherwlse
provided # ¥ #

204, Traln orders must be addressed to thcse who
are to execute them, naming the place at whlch each 1s
to recelve hls copy. Thpse for a traln must be addresged
to the conductor and engineman * * #

* W

205, Each train order must be written 1n full in a
book provided for the purpcse at the offlce »f the
Superlntendent; and with 1t recorded the names cf these
who have signed for the order; the time and the signals
which show when and from what cfflces the order was
repeated and the responsee transmitied, and the train
dispatcher's inttials, Theee recnords must be made at
once and never from memory <r memoranda,

206, W W =

When traln orders are transmltted by telegraph, the
traln dispatcher must underscore sach word and flgure
at the time 1t 1s repeated, When transmlitted by tele-
phone, he must wrlite the order as he transmits it and
underscore as prescribed abcve,

20?7, To transmit a train order, the signal "31¥ or
the signal 1a" followed by the directiﬂn must be given
to each office addressed, the number of coples belng
stated, 1f more or less than three--thus, "31, Snuth,
copy 5 " or "19, North, copy 2.7
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211. Vhen a "19" traln order has been transmitfed,
operat~rs must, unless ntherwige directed, repeat it at
once from the manifold copy, in the successlen ln which
the several offices hove been gddresced. Eech operator
receiving the crder must obkserve whether the othéreé
repeat correctly, and 1f repeated ccorrectly * % % by
telephone, will respond "right" followed by name of
office. The response "completyg” and the time, vitr the
inltials of the Superintendent vwill then be glven by
the traln dlspatcher. The operator recelving this
response will then write on each copy the rord "com-
plate," the tlme and his 1lnet name in full ~nd person-
ally dellver a cony to each person addressed wlthout
toking his slrnature. But wien dellvery fto englneman
wlll take the omerator from the immellate vicl-ity of
nis office, the enginsman'a copy 1111 be dellvered by
the conductor.

* ¥ w

221a, Unless othervise vrovided, a fixed signal
must “e usid at esch trein order office, * * ¥

* #

221d. Yhen an opcrator recelves the sisnal "19"
fellowed by the Aireection, 2nd he docs not hold a "31°
order for trrins in toe direction named, hes must
immediately Clsplay the "18" inclcation for the dilrectlon
indicated end tken reply "19 Displayed!" adding the
direction, and untll the orders have been dellvered, or

annulled or tecome void, a Clear lndication must not
be dlsgplayed, % * #

L B
FORMS OF TRAIN QRDERS
S-4A
Flxinz Meeting Polnts for Opposlng Tralns

(1.) # # *
Mo. 5 meet Extra 92 spouth at B,
# oW W

* o %

Tralns recelving these osdcrs will run with respect
tc each other to the desicnated points and there meet
in the manner oprescribed by the rules.
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The maximum authorised speeds are 55 milaq ner hour for
passenser trains and 45 miles per hoar for frelght tralns,

Descrintion of Accident

No. 34, a south-tound first—-clacs passenTer trnin, con-
slsted of Diesel~electrlc unls 4212, threc bagegace cars, two
eccaches, cne¢ dlning car, two coa"heq nnd one ocservotlion-
lounge cor, 1n the order n=aed, Thne first and third cars were
of steel-underframe construction, the alnth ecar rng of lifht-
welzht steel construction, «nd Re other cars vere of conven-
tional all-steel ccnstruction, This train departed Trom Pouses
Poirt at 10:4C a. m., 2 nlnutes 1late, Adeparted “rom ™estport,
62,1 mlles south of Rousee Polat, ot 12:18 », m,, on *ime,
dgnarted fror Port Fanry at ¥£:3¢ p, m., on time, prased sle-
nal 115,2, ttich indlc~ted Proceed-preparing-to- —8tcp-nt-naxt-
signal, and gtoppred at sirmal 124.2, vhien Indlcoted Stop-then-
proceed-at-restrictad-snezd. It then nroce~ded and storm=d a
gsccond time at m polnt 1,685 fart south of simnl 114.2,
Irmediately afterward st weg gbmiek by Extre 41232 YVorth, Tne
crew of No. 04 nad regcelved no treln order which restricted the
nmovement of *nelr train 11th respeet o Extra 4123 Yorth,

Extra 4123 Norta, o north-nound “reight train, conslsted
of Diesgl-elcctric unlts 4125 ond 4077, 2nunled 1n multinle-
unit control, 113 cars, nnd o cabooe~., A% Titchall the crew
recelved, among others, copies of troin crder Yoo 9 rending

in part as follows:
* % W

No 18 ftake gidinge meet Extra 4127% North at Gunnlsons

I'o 34 meet Zxtre 41235 North at Shermen
i i W

Gunnisons 1s locoted 31.5 milez rnorth of Vhitehall, Extra
4123 North departed from Whil*tslall at 11:35 n, m., passed
Fort Ticonaeroge, 22.1 mllee norin of Waltekall »nd the 1agt
open offlce, at 12:19 p, w,, pnsgsed slcnsl 113,1, which indi-
cated Stop—then—orocebd—nthv:stL+uted—soeea, rnd wnlle rcving
at o speced of approximatily Z7 miles ner mour, as lndicated
by the tape of tne speed-recording device, 1t struck Mo, 34
at a peint 1,667 reet nort- of simal 113.1,.
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Trhe locomotive and the first tkree cars of “Mo. 34, and
the locomotive and the first 26 cars of Extra 4123 North were
derailed. The locomotive of No. 34 stopped on its left side,
several feet east of the track and parallel %o it, It was
badly damaged, The first car stopned east of the locomotive
and approximately parallel to it, The second car stopped on
its 1left side with the front end near the rear end of the
locomotive, and wlth the rear ead on the track structure. The
third car stopped upricht and apnroximately in line with the
track. The first car was destroycd, the second car was con-
srderably damaged, and the fourth, fifth, sixth, and s&eventh
cers were somewhat damaged, The flrst Diecel~electric unlt
of Ex*ra 4183 North stonned on 1ts richt slde, approximately
parallel to the tracik, vith the front end agalnst the front
end of the locormotive of No. &4, The gecond Diesel«electric
unit stopped with the front end several feet wes®t of the track
and 20 feet north of the front end of the locometive of Mo.
34, and l1th tre rear end on the track structure. The deralled
care stopped in various pogitions on eor necar trhe tract, The
Tirst Diesel-zlectric unit ras badly dnoaged, %he second
Diesel-eloctric unlt wos considerably damnced, and all the |
derrlied cars were damaged.

The front brnkeman of Extra 412% North wns ki1lled, The
engineer and trne flreman of MNo. 4 and the enplneer, the flre-
man, and %he ging brakeman of Extra 4123 Vorth rrere injured,

/]

The weather vas clezr~ at the tire of the accident, which

occeurred at 12:45 =, m.

The Dies=zl-cleciric units of both trains were of the
rosod-switcher type.

Discusslon

The ruleg governing operation on this line reoulre that
train orders must Le zddressed to thez conductors and the
enginecavs of the traing affeceted. At the time of trengmission
the train dlspaitcher rust write tne crders in full in a book
provicded for trat purpose. Operators receiving an order rust
wrlte 1t duringe transmlselon, then reveat 1t to the dispatcher
in trne suecession in which thelr offlces were addregsed. Zach
operator recelving the order must observe whether the other
onerators reprat cerrectly. Turinz repetition, the dlsgpatcher
must underscore 1n kis trein-ordce kook each word and figure
in tre order. The digpatcher and thc opcrators concerned in
thlis lnvestlsation undcrstood *these repulrements.
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Traln orcder No. 9 established Gunnisons s2s the meetling
point between No. 18, a south-bound first-class passenger
train, and Extra 4123 North, and establlshed Sherman as the
meeting polnt btetween No, 34 and Extra 4123 North. When thls
train order was transmitted, at 10:58 a, m., the train dls-
patcher intended that it would be addresszd to both No. 18 and
No. 34 at Westport. The order wag dellvared to tne crew of YNo.
18 et Westport, but copvies were not delivered to the crew of
No., 4. Thls resulted 1n an overiapping of authority between
No, 34 and Extra 4123 North. The crew of Extra 4123 Morth
held coples of the order, which authorized their traln to pro-
ceed to Sherman to meet Fo. 34, but the crew of No. 34 held
no train order which restricted the movement of thelr train
with respcct to Extra 4123 North.

Trne traln dispatcner sald that about 10,55 a. m. he
called the opcrator at Westport and the operator informed him
that No., 18 had arrived at 10 42 a. m. FHe said that he esked
the operator fto copy a Form 15 ftraln order for No. 18 and that
the operator replicd, "1S displayed south." He sald he in-
strvcted the operator to make five coples of the order. He
then colled the operator ot Whitehsell 2nd transmlitted traln
order No. 9 to the two operateors sirulteneously. He szid that
when he trangmitted the order he addressed it to both No. 18
and No. 34 at Wesgtport ond that the operotor reveated the
aﬂdress and the body of the order correctly. WWhen the operator
reported the departure of No. 18, 2t 11 20 2, m.; and the
arrival and departure of lo. 34, the dispatcher agsumed that
the crew of each traln had received coplieg of the order. The
record 1n the dlspatcher's train-ordcr book incdicates that
the order was addresscd to both No. 18 and Mo, 34 ~t Yestport
and that the complete addross and the body of the ordor vere
repeated by the operator. Another traln dlspatcher and an
assistant traln master werce in the Al spotcher's offlce at the
time order No, 9 was transrltted, but nclther of these persons
was positive as to the address tvansmitted to the opcrator at
Westport or repested by him.

The operator at Westport said that when he renorted the
arrival of No. 18 to the dispatcher, the dlspatcher agked him
1f he enuld accept a Forn 12 train nrder for that train. At
thls tlme the conductor of Mo. 18 was in the office. The con-
ducsor placed the train-order signal in "19" position, and the
operator then informed the dispatcher that he could accept the
order. He sald that the qiSpatcher dld not mention the number
of coples which he was to meke., The dispatcher then called
the operator at "hitehall and issued train order No. 9. The
operator at Westport sald that the dlspatcher addressed the
order to No, 18 but not to No, 34, and that when he repeated
the order he repeated the add“ess as he had recelved it, After
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the order was made complete the operator dellvered two coples
to the conducteor of No. 18 and as No, 18 was lesving the
statlon he restored the traln-order signal to proceed position.

He sald he was aware that No., 34 wans affected by the order, .
34

but since the dispatcher had not addressed the order to No.
at Westport he anssumed that the crew of that train would
recelve the order at some other station. The carbon copy of
the order which the operator retalned in hls flle indicates
that the order was addressed only te MNo. 18,

The opcrator at Wnltehall sald that he did not herr
the dispatecher instruet the operator at Westport to copy the
order and he did not know whether the dispatcher instructed
him as to the aumber of copiles which were to be made, He sald
that after the order wos fransmitted ho checked the repetition
by the operator at Westport and that the number of the order
and the btody of the order were repented correctly. However,
slnce he made no record of the address which wes transmltted
to the operator at “estport, he dld not check the repetition
of that portion of the order.

After the conductor of No, 18 recelved coples of train
order No. 9 at Westport he dglivered one copy to the englneer
and showed the other covy to the front brakeman and the flag-
man, He could not recall aftertard whether the order was
addressed to both No, 18 and Mo. 34 or to No. 18 only. MNelther
the front brakeman ror the flagman could recall how the order
was addressed, DBoth the encineer and the flreman said they
were posltive that the order wag addresged to both Mo. 18 and
No. 34, Both the conductor and the engineer destroyed thelr
coples of the order after the trip was completed and before
they lgarned that an accldent had ocecurred., Durlng thls investl-
gatlon there wns no copy of the order raecelved by the operator
at Westport avallable except the copy retalned in the operatoer's
file.

The members of the crew of No. &4 sald that the traln-
order slgnals at all traln-order offices between Rouses Polnt
and the point of accident Indlcated Procecd and that they
recelved no train orders between these polnts., Ag this traln
was approachlng the polnt where the accldent occurred the
enginemen were malntalning a lookout ahead from the control
compartment of the locomotive. The members of the trrin crew
wers in the cars of the train, The enginemen sald that slgnal
115,2 1lndlcated Proceed-preparing-to-stop-at-next-elgnal and
slgnal 114.2 indlcated Ston=then~proceed-at-restrlicted-speed.
They called the lndication of each sipgnal, and the traln was
stopped at slgnal 114.2, It then proceeded southward, Because
of trees and brush east of the track on the curve on which the
accldent occcurred, the range of vlision between opposling move-
ments was reatrlicted to a dlstance of between 850 and 950 feet.
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When the fireman observed Extra 4123 North approaching he
called a warning., The englneer immedlately made an emergency
application of the brakes, Xembers of the crew thought that
the train had stopped when the collision occurred.

As Extra 4123 North was approaching the point where the
accident occurred the enginemen and the front brekeman were
in the control compartment of the first Diesel-clectric unit,
the swing brakeman was in the control compartment of the sccond
unit, and the conductor and the flagman were in the caboose.
The englnemen sald that signal 110,1 indlecated Proceed and that
slgnals 111.1 and 112.,1 each indicated Proceed-preparing-to-stop-
at-next-signal, They called the indicotion of each signal.
The fireman sold that when signal 113.,1 became lighted 1t
indlicated Proceed-preparing—to~stop-at-next-slignal and that
the indlcation did not change while the sicnal was visible
to him, After the front of the traln renched a point about
200 feet south of the sighnal his view of the signal was
obstructed by the front end of the locomotive, Heo soid that
at approxlimately the time that his view of the signal became
obstructed the engineer called that the aspect of the signal
had changed from yellow to red, The englneer seld that the
aspect of the slgnal was yellow from the tlme it became lighted
untll the front of the traln reached a polnt about 200 feet
south of the signal and that the aspect then changed from
yellow to red. He said that when the aspect of the slgnal
changed he initlated a service applicstion of the brakes and
before the application hod becn completzd he observed No, 34
approachlng and moved the brake valve to emerpgency position.
The swing brakeman entered the control compartment of the
first Diegel-electric unlt several seconds before the colllslon
occurred, He sald he d1d not observe the aspect of signal
112,1 or signal 113.1, According to the tape of the speed-
recording device, thc speed was approximately 25 mlles per
hour at a point 1.75 mlles south of the polnt of accident and
was gradually increased to approximately 37 miles per hour at
the point of accident. The tape indlcates no appreclable
reduction in speed before the accldent occurrecd.

No, 34 passed signal 116,1 and stopped at the station
at Port Henry about 12 37 p. m., approximstely B8 minutes before
the accldent occurred. After No. 34 passed signal 116.1,
signals 110,1, 111.1, and 112.1 should each have 1lndicated
Proceed-preparing-to-stop—at-next-signal and signal 113.1
should have indicrted Stoo-then-oroceed-at-restricted-speed,
After No, 34 passed signal 115.1, the indication of sicnal
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112,1 should have changed to Stop~then-proceed-st-restricted-
speed. The track was torn up and the lire wires of the sig-
nal syatem were damaged throvgrout a dlstanse of about 480
fert ac a result of the accident. After the track and the
wires were repalred, inspectlons and tests of the slgnal sys-—
ten were made. No condition was found whish would have caused
an imcroper operation of the signals,

gauge
This accldent was caused by fallure to deliver a mect
order to the superlor train and fallure to operate the Inferlor
train in gaccordance vith sircnal indleetions,

Dated at Washlngton, D, C., thls ceventeenth
day of December, 1954,

By thes Commiealon, Conriasioner Clarke,

(2EAL) GEORGE W. LATRD,

Secretary,



