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Derailment; wreckage struck by
opposing train on adjacent track

Freight : Passenger
Extra 3342 : 65
3542 + 2549
115 cars and E 4 cars
caboocse
About 10 m.p.h. + 25 m.p.h. at
et time of derail-: time of collision
ment

Timetoble, train orders, and automatic
block~signal system,

Double; 2033' curve; 0.76 percent des—
cending for east-bound trains

Dark, foggy and raining
6:55 penle
6 injured

Low ¢oupler
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January 30, 1939.

To the Commission:

On December &, 1938, there was a derailment of a freight
train on the Erie Railroad near Howells Juncivion, N. Y., the
wrecksze of which was struck by a passcnger traln traveling in
the opposite direction en an adjacent track, vhich resulted in
the injury of five passengers and one employee.

Location and llethod of Operation

Tais accicent occurred on that part of the New York Division
which extends between Jersey City, N. J., and Sparrow Bush, N. Y.,
a dilstance of 89.8 miles. In tne vicinity of the point of acci-
dent this is a double-track line over which treins are operated
by timetable, train orders and an automatic block-signal system.
The derailment occurred on the eastward track at a point one-~nalf
mile east of the station at Howells, where one of the derailed
cars was struck by the pe senger train moving in the opposite
direction. Approacning from the west there is a 19331 curve to
the rignt 1,320 feet in length then tangent track a distance of
8,340 feet followed by a 2933' curve to the right 2,750 feet in
1ength the accldent occurred on this 1ast—mentloned curve at a
point epproxinately 616 feet from its western end. Approaching
from tne east there is a 2°04!' curve to the left 1,850 feet in
length followed by tangent track a distance of 2,850 feet and
then the curve on which the accident occurred. Tne grade for
east-bound trains is descending several miles, the grade varying
from 0,06 percent to 1.09 percent, then 0.29 percent ascending
1,121 feet, 0.76 percent descending 4,541 feet to tne point of
derailment and a few feet beyond vhere it changes to 0.24 percent
ascending a distance of 2,087 feet. In the immediste vicinity
of tne p01ﬂt of accident the tracks are laid on a 26-foot fill;
the traclks are well maintained.

A double-track low-grade freight line, known as the Granam
Line, cxtends between Grazham and Newburgh Junction; freight trains
are norrially operated over this line but because of repairs to a
tunnel the freight line wes temporarily out of service and the
freight train involvced vas being operated over the main line.

Tac wveather was dark and foggy and a heavy rain was falling
at the time of the accident which occurrcd about 8:55 p.m.

Decseription

Extra 3342, an east-bound freight train, consisted of 113
(]

loaded cars, 2 cmpty cars and a caboose with 2 pusher enginecs
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and a ridcr caboose at the rear, hauled by engine 3342, and was
in charge of Conductor Skinner and Engineman Weiss. This train
departed from Port Jervis Yard, 18.5 miles west of Howells Junc-—
tion, at 3:45 p.m., stopped at Graham, 7.6 miles beyond, Ffor
train No. 2 to pass, and stopped at Otisville, 5.9 miles west of
Howells Junction, at 6:15 p.m., where the pusher engines and
rider caboose were cut off. At 6:25 p.m. the train proceeded
eastward and when approaching Howells Junction, where a cross—
over novement was to be made to the Graham Line, and while
traveling at a speed of 10 miles per hour preparing to stop, it
parted between the thirty-nintn and fortleth cars and recoupled,
causing the forty-sixth car, N.Y.0.& W. 19123, and the forty-
seventh car, W.M.X. 1995, to become derailed, the forty-sixth
car fouling the westward track.

No. 65, a west-bound passenger train, consisted of four
coaches of all-steel construction, hauled by engine 2542, and was
in charge of Conductor Wynne and Engineman Crane. Thils train
departed from Miadletowm, 2.7 miles east of Howells Junction, at
6:47 D.m., according to the train sheet, 2 minutes late, passed
Howells Junction snortly after Extra 3342 had stopped and was
travellng zt an estimated speed of 25 miles an hour when it
collided with the car which wes fouling the westward track. The
train stopned sbout 1,000 reet beyond the point of accident.

The lert side of engine 2549 was considerably damaged and
the four coaches vere slightly damaged; nonc of the equipment in
this train was derailed. The forty-sixth car of Extra 3342 was
practically demolished, its body and contents remaining on the
roadbed; the forty-seventh car stopped down the fill to the south
of the castward track and was considerebly damaged. Erie 51597
the tairty-ninth car in the train, sustained a split draw-hcad on
the 7est or "B" end as a result of the impact which occurred vhen
the train, after parting, recoupled. None of the remaining
equlpment was deraeiled or damaged. The employee injured was the
fireman of No. 65.

Summary of Evidence

Enginemen Welss, of Eitra 3342, stated that at Port Jervis
a test vas made of the air brakes and all brakes were workinge.
Two stops were made en route prior to the accident and the brakes
functioned properly. In the vicinity of Vances Cut, about 1 mile
west of Howells, a 1l0-pound brake-pipe reduction was made, reduc-—
ing tae speed from 35 to 25 miles per hour, and while passing
Howells, 1.2 miles west of Howells Junction, a reduction of 8 or
10 poundsg was made, and when approaching a point about three-
fourths mile east of Howells, a further reduction of 8 or 10
pounds ves made and the brake—pipc exhaust had not ceased wnen



the train stopped about 35 or 40 car lengths west of Howells
Junction. He stated that the second reduction had slowed Gne
speed of the train more than he had anticipated and he did not
release the brakes but made a final reduction to avoid slack .
action at the stop. After the train stopped he moved the brake-
valve So full release for about 15 seconds and then placed it

in running position and noted by the alr gauge that brake-pilpe
pressure vwos beling restored. At no time before the stop did

hie reclezsse the brakes after the first reduction was made in the
vicinity or Vances Cut. On two previous occasions when nandling
similar traing via the main line he had made a 10-pound brake-—
pipe reduction at Vances Cut and, because this resulted in slack
action on the head end, he decided to prevent a rccurrence of
thig naturec and he therefore made the reduction on this trip
shortly ovefore reaching that point and as a result this train
handlec nore smoothly and therc¢ was no unusual surge or glack
action noticed. It ves raining and very foggy when his train
stoppecd at gbout 6:50 p.m. The two brakemen who were on tvhe
cngine got off and went forward to mske the necessary arrange-
ments for The crossover movement to the Graham line. The train
had been standing only 3 or 4 ninutes wnen No. 65 passed his
engine. His first intimation of anycthing wrong was when the
conductor arrived at the head end of the train and informed himn
of the accident.

The statement of Fireman Pound, of Extra 3342, substantiated
that of Engineman Weiss.

Heced Brakeman Carey, of Extra 3342, stated that he and Brale-
man Srilth toarded the engine at Port Jervis. After the trein
left Ctisville the speed was about 35 miles per hour and wnen
about 1 nmile wecst of Howells nhe noticed the engineman make a
brake-pipe reduction and snother was made near Howells station,
the train being stopped about 35 or 40 car lengths west of Howells
Junction. He stated he observed nothing out of the ordinary
about ttl« stop. He believed that there was full brake-—pipe
pressurc throughout the train and he had no reason to belicve
before ne left the cngine that the train had parted. Before ne
ond Brokewen Smith reached the phone boota at Howells Junction
No. 65 possed them.

niddle Brakeman Smith, of Extra 3342, corroborated the
statement of Engineman Welss concerning events up to the time ‘
the train stoppred near Hovells Junction. When he reacned the
telephone it vas in use and he recocnized the voice of nis con-
ductor vio was advising the train dispatcher that there was no
alr on tne caboosgse and that the train might be parted. In the
meantime "o. 65 had passcd the phone boath and shortly thereafter
he heard an unusual noise and his first knowledge of what had
happened was vhen informed some time later by the conductor that
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the train had parted and a deralled car fouling the westward track
had been struck by No, 85. The stop was normal with no unusual
shock; he ¢id not feel that it was necessary to provide protection
for No, 65 as there was no indication of anything being wrong with
his traine.

Conducter Skinner, of Extrs 3342, corroborated the statencnt
cf Engineman Weiss with respect to the movement from Port Jervis
to Otisville. When leaving Otisville he observed that the air
gauge 1 the caboosge registered 65 pounds pressure. In the
vicinity of Vances Cut the speed was zbout 35 miles per nour when
he noted a brake-pipc reduction of 15 pounés, following which
there was a slight run-in but no severe slack action; near Howells
an additional recduction was made, after which the gauge registered
40 pounds. There was no run-in or slack action following the
additional reduction and —when the caboose wWas about opposite
Howells sgstation the trein came to a sudden stop and the indicator
on the air gauge dropped to zero. He immediately called the dis-
patcher from the station phone »and told him that he thougnt the
train had perted and inquired if the head brakceman had reportede.
Shortly . hereafter Brakeann Smith called on the phone and said
that ticrc was full air pressure on the eongine vhen he left 1it.

He went back to the caboose but found that no alr had been restor-
ed, a2nd returning to the phone he informed the brakeman that the
frain had parted and for him to look after the head end; at this
fime he learned that No. 8% had passed Howells Junction. He then
gtarted toward the head end of his train and found that the forty-
seventh car was down the bank, the forty-sixth car had buckled

out of t1ie train to the left, fouling both tracks and that thais
car had odeen slde-swiped by No. 65. When he arrived at tne
fortieth car ne discovered that the train had been parted and

had recoupled; the XkXnuckle lock on the east end ofthis car was

in ralsed position; the coupler head on the west end of the
thirty-ninth car was split or broken and the alir hose was doubled
up witn tne coupling end wedged between the coupler head and
carrier iron in such manner tiiat the discharge of alr was prevent-
ed, therevy allowing the brske-pipe pressure on the forward por-
tion of tne train to be restored and maintsined at full pressure.
He statecd that the slack action was normal in the train as com—
pared to other trains of which he had been in charge over this
line, and 1t was his orinion that the accident was caused by the
lock block in the coupler on the fortieth car hecoming raised.

Tae statement of Flagman llorzan, of Extra 3342, added nothing
of importance.

Engineman Crane, of No. 65, stated that due to rain nnd fog
the visibility of signels was restricted to a distance of 800 or
900 feet ond that the reflection from the headlight of his engine



penetroted the fog a distence of not more than 200 fcet. Approach-
ing Howells Junction his engine exploded two torpedoes; he essed
of f on tne throttle and reduced the speed of hig train from 40 %
285 miles per hour. When passing the jurction he saw a whive lirh
£t dne phone booth and observed the headlight of a ftrain on the
eastiara track but could not say Whether it was moving. Tore last
automatlic signal east of the point of accident was displaying a
proceed iacicatvion and his First intimation of anything wrong tvas
wrnen the alr brakes became appliecd in emergency as a result of the
brakXe pipe on the left side of the engine being broken when the
Geralled car of the train on the adjacent tracz wes struck. He
steted that the throttle was closed at this time as he was pre-—
paring to make the station stop =t Howells. He thought the train
ran about 1,080 feet after the brakes becane applied.

Mireman Colerman, of No. 85, stated that epproaching Hoviells
Junction, une wsg working on the fire and wnen his engineman caglled
a cler dlock-sirnal indication, he left the fire zand got up on
the sect box on the left side, noted the signal indication and
replica "clear". ke corroborated tne statement of his engineman
with respect to the vicibility, the e.plosion of the torpedoes
and the spced. He was maintaining a sharp lookout aneacd from the
left side ond observed the headlight of a train on the eastward
track put could not state whether the train was standiing or
movinz. Duc to trhe curvature to the left he could not see ©the
derailed car of the train on the adjacent track.

Conductor Wynne, of No. 65, stated that when approscning
Howells Junction he was passing trnrougch the vestibules betieen
the third ond fourth coaches and noticed a train on the eastward
track, Ttut wes uncertain whether it was moving. He heard the
exnaust of the air pumps on the engine ofthis train and also
what ne thought to be a slight impact like the slack of a “rain
running in and shortly thereafter the brakes on his own traln
becane applied in emergency as a result of the collision; his
train stopped about 6¢55 p.m,

The strtements of Head Brakeman McKean and Flagman Venturini,
of No. 85, corroborated those made by other members of that crew.

Shop Superintendent Nitrauer, wno arrived at tne scene of
accident at 9:20 p.m., inspected the rear portion of Extra 342,
including the fortieth car, and stated that the train had appar-
ently parted immediately ahead of this car. Erie 51597, a
gondola, and Erie 32216, a hoppur, the thirty-ninth and fortieth
cars, respectively, loaded with coal, were set aside Tor further
inspection vhich disclosed that the thirty-ninth car was equipped
on tne vest or "B" end with an A.A,R. type "D" coupler with a
standard "D" type knuckle and liinor A-18 draft gear. There vas
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no excess free slad& in this gear; the distance from top of

snhank of the coupler to bottom of the striking casting measured
three-fourths inch and a shim had been welded to the carrier iron
to maintain proper coupler height which measured 33-3/8 ianches.
The coupler vas broken, the coupler nead being split in the
center through the lock-pin hole. Erle 32216 was equipped on

the east or "A" end with an A.A.R. type "D" coupler complete and
Farlor Sessions draft gear which had 1-9/16 inches of free slack
and a clearance of 1% inches between the coupler shank znd bottom
of the striking casting. The coupler height measured 30-3/16
inches nigh, 1-5/16 inches lovwer than the standard height pre-
scribed for couplers. Both cagg vere ecuipped 'ith cross keys

in the draft gear which were in vroper position and in good con-
dition, as were also the truck snrings and other parts of the
cars ‘mich would affect coupler heignts. N.Y.0.& W. 19123, a
hopper car loaded with cogl, was built in October, 1916; its
capacity was 110,000 pounds, load limit 132,600, light weignt
36,400, and cublec-foot capncity 1,800. The center-sill con-
struccion concisted of 15-inch channels, 3-inch flangs and three-
eighte inca web, extending from the ouftside of the body holsters
at eacn end of the car; the pressed steel draft irons ere
attached to center sills with 1x15-inch steel plate being riveted
and estending ap roximately 8 inches back of the bolster; tne
cover nlate on the top of the center sills on each end of tne

car extended 8% inches back of the center pin-hole. The sills

in gencral were in good condition. He believed that this car

had not tuckled as a result of eny weakness in its construction.
He furiher stated that there were no othner defects found on any
of thc eouipnent that would have contributed to the accident.

It was nis opinion that the cause of the train parting wss a low
coupler oan the fortieth car together with the free slack in the
draft gear and clcarance between the coupler shan's end the bottom
of the striking casting, s2lso the vieathcr conditions preveiling
at the time. Tne broken counler on tae thirty-ninth car was a
rcsult of the impact which occurred vhen the train recoupled after
rarting, and the initial cause of ‘derallment was the train parting.

Cbservations of Commission's Inspcectors

AN cexamination made by the Commission's inspectors in company
with o Ticials of the railrosd revealed that there were definite
scars on the top of the counler knuckle on the cast endi of Erie
52216, ond also on the bottom of the coupler knuckle on the west
end ol Erie 51597, which clecarly indicated thet tre one had
slippzd cver the other, causing the train to part 2% this point.
No otner defects were found cn these cars that would contribute
to the Train parting; an inspection of the track failed to dis-
close any marks or indications of derailment vest of the point of
accident. The general condition of the track was good. An
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inspection of N.Y.0.& W. 19123, which was destroyed as a result

of the accident, indicated that in general this car had been in
good condition prior to the accident; the center sills wvere

badly bent but not broken. The general condition of this car ‘
and the damaged condition of M,W.X. 1995 indicated that they

were knocked off the track and crushed by the impact when the

rear portion of the train ran-in following the parting; the

further demage to N.Y.0.& W. 12123 and II,W.X., 1995 resulted from
being struck by the engine of No. 65.

Diﬁgussion

The evidence indicates tant about 2 miles west of the point
of accident Extra 3342 was traveling at a speed of about 35 miles
per hour vhen the engineman made a 1lO-pound brake-pipe reduction,
reducing the speed to about 25 niles per hour; about 1 mile ecast
thercof anotner reduction of 8 or 1.0 pounds was made, reducing
the speed to about 10 miles per hour. The speed of the train was
reduced more than the engineman had anticipated and a reclcase of
the braizes was not nracticeble. To avoid a run of slack at the
stop, ne made g further reducticn which vwrs still in progress and
tne brake-pipe exhaust wns still blowing when the train stopped
about 35 car lengths short of the desired point. The brake-—pipe
preasure ves restored on the head end and according to the state-
ment of one engineman there was no indication of a breakX in the
brake-pipe line; after the train brakes wvere applied in the
vicinity of Vances Cut, no release was made until after tne train
stopped. There was no slack action noted and the engineman did
not kno~ of his train having parted and of the accident “mich
folloved until the conductor told him. The two brakenen 'no
wvere on Gthe engine noticed nothing unusual about the 8“>0 and
immediately left the engine for the phone bcoth at Hovwells Junc—
tion to rnake arrsngements for a cross—-over movement; cbout the
time tney arrived at the phone booth No. 65 passed theme The
middlc brakeman found the phonc vas in use and overncard the
conductor rcporting to the dispatcher that possibly their train
was partced as there was no air on tne caboosce. A fcew seconds
later the brakeman heard an unusual noisc from the vicinity of
his train snd immcdiately went out to flag the vestward track.

As thoere vwes a full brake-pipe pressure at the time he and the
head brakcman left the cagine he did not fcel that it was neces-
sary to protect for No. 585. The conductor's scatement with
respect o the manner in vhich his train was onecrated dom the ‘
gradc as practically the sesme ae the engineman's; hovever, after
fhe scecond brake-pipe reduction the caboosc air gauge rezistered
40 pounds pressure and tnis was suddenly depleted as the train
came to a sudden rough stop. The caboosc stopped at 6:50 p.m.
and hc immediately went to the telephone ncar by to inform the
dispatcaer that he thought the train had parted. He rechecked
the alr gauge in the caboose and rcturned to the telephone and
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was informed by the brakeman that No. 65 had passed Howells
Junction; ne proceeded at once toward the head end and found
that the forty—-seventh car of his train was down the bank and
the forty-sixth car was fouling both tracks and that it had veen
struck by No. 65. The conductor discovered that the train had
parted and recoupled between the thilrtr-ninth and fortieth cars.
The locx 1ift on the east end of the fortieth car vas in raisecd
position and the coupler on the west end of the thirty-nintn car
was gplite. The alr hose on the west end of the thirty-ninth car
was kinked in such manner that the hose coupling end was wedged
between the coupling shank and the striking casting of the car,
shutting off the discharge of air znd allowing the brake pipe

on tne nead end to be rccharged.

Tne last automatic block signal east of the point of acci-
dent was displaying a proceed indication for No. 65 which shows
that tne derailed car had not disturbed the track circuits. When
tne engine exploded two torpedoes a short distance east of the
point of accident the speed vies reduced from 40 to 25 miles per
hour. The foggy wWeather and the track curvature restricted the
fireman's view from the left side of the engine and neilther he
nor tae engineman had any warring of the impending danger until
their engine collided with the derailed car.

Measurencnts of the coupler and coupler attachments on the
east end of the fortieth car of the freight train developed that
the height of the coupler was 30-3/16 inches, or 1-5/6 inches
lower tihan the minimum standard; there were 1-9/16 inches of free
slack in the draft gear and 1% inches czlearance between the top
of the coupler shank and the bottom of the striking castinge
The heirht of the coupler on the west end of the thirty-ninth
car vias 053-3/8 inches. There wes no free slack in the draft
gear and the distance between the shank and the striking casting
was thrce~fourths inch. There were dcfinite scars on the bottom
of the xnuckle of the thirty-ninth car and on the top of the
knuckle of the fortieth car which established that the Xknuckle
of' the latter car had slipped under the bottom of the knuckle of
the former, causing the parting of the train. The investigation
indicated that the separation occurred at a point where the grad-
ient changed from 0.76 percent descending to 0.24 percent ascend-
ing. The physical characteristics of the grade contributed to
the force of the impact when the detached portion of 74 cars of
coal and 1 empty descended a grade of 0.76 percent and collided

with tne front portion which was on a 0.24 percent ascending grade,

As a result of the impact fthe coupler head on the west end of the
thirty-ninth car was split; apparently this condition permitted
the two portions to recouple. Evidently the raised position of
the lock Tlock was caused by the impact.
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Conclusion

This eccldent was caused by Extra 3342 parting between the
thirty-ninth and fortieth cars, due primarily to a low coupler
and a contributing factor being free slack in the draft gear,
and the collision of the two portions of the train causing the
train to buckle and foul an adjacent track where it was struck
by a passenger train.

Respectfully submitted,

W. J. PATTERSON,

Director.




