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TNTERSTATZ COILERCE COMMISSION
REPCRT OF TRE DIRECTOR OF THE BUREAU OF SAFETY COUJCERNIIG AN

5CCTOENT O THE IEW YORK CENTRAL RATLROAD AT CRUGERS,
.Y, , O AUGUST 31, 1934.

October 19, 1934,
To the Cormigsicn:

On Aucast 31, 1934, there wes a rear—-end ccllision vectween
two psssenfer trsine on the Jeu Yorl Cenirsl Reilroed at Crugers,

N.Y., vi.ch res.lted in trhe desth of 1 emplovee and tone injury
0L £95 raacen_ers, the majority of whom susteoined only minor
IMiurLed, ne 1nveshtiration ol tnig acceident was held 1n

gonjunchbion with 2 renrc-c .vative of the Wew Yor< Public Bervice
Coumignion,

Locatinon and method of operation

Trzis accicent occuarred on that perc of the Hudson Division
extending betrven Croton-on~-Hadson and Signal Station 28,l1located
0.08 mile east of Rensgelaer, N.Y., s distance of 107.17 milen,
in the viciaity of the point of accident this 1s a 4-track 1l:ine
over wua.ch trains are opersted by tine table, train orderg, and
an autonatic vwlock-sigaal snd train-gtoo syster, the latuier
peing of the intermivient-induction tyne. The gerersgl direction
0T the iracZs 1g novtn onc couth, hut tire-table directiong cre
er~t =16 we-t and the lotter directions are used in thip revort,.
The trac4s arc numbered, frow gouth to nortn, 4, 2, 1 anc 3, .nd
the accrdent cecocurred on track 1 21 a point anvroximately o0 feet
west of the station st Crusers. Approaching this point from troe
cast, tnere 1s o 19 10! curve to the lert 1,956 Teet in leagth
and tnen tne track js tangent for a distance of 3,766 Jeet,
Tollow>d Uy e 29 46 corve to the riget 5, 182 feeh 1n lunghh,
tie accraeat ccowrng on tais latter curve at a point 2,787
fect fron 1ue castern cnd. Tue gradc b tne point of accident
12 0,326 pereent asconding for west-oound troins,

voratic signals 1.avolved arc sinals 3541, 3641 nnd
e 10,705 feet, 3,260 fcet and 1ol fcet, reshcctively,
111 of acecident. Tre f_rot two signels are nounted
on si.asl bridpcs end ore of the I-srn, &=poslition, uppor-
guacrant tyre, while sign. 3741 18 riodanted con a highwry oridge
ana 1s of trce coloi=ligh. 1y e, nignt tndicetions of these
sign~ls cre freen, yollow ond red, for proceed, proceed at
rcilazed specd prepared to stop at next signel, ¢ stop and then
nroceew, rrapectivells, From trains esoprocching from the east
the vzew of ecigrals 354, nd 3841 18 unobstructed, but on

accouat of the lrack nasciag through o slopiag 4£0-Toot cut the
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view of cignal 3741 1s restricted to abort 820 fset. Tae naximun
aulhorized speec for tne trainc involved 18 60 niles per hour

The weather was clesr at the tine o the accident, whicn
weurred aboat 10340 pa.m.

Degcripuion

West—couand passenger Traii Fourt.n No. 29 consisted of 1

Pullnan clib cer aad 1t Pullian slecpinsg care, &ll o steel
congtracticn, rauled oy engine £309, and wac 37 cliasge of

Concuctor A‘C&]ef and ZInginemen Crum. Tris trei1: left Croton-
on-Hudsgen, 2,72 miles east of Cragers, at 101729 »o.m., 14 rin’ces
late, ajter ..eviay cragaed over from track 3 to trecw 1 ot Laat
po1nt, passad signal Sotl unter o yellow ndicetio.r, passed gz .nal
S641 wucler o green indrcation and pogsed clenel 37:1 under a
yellow "ndicetion; trhe enciieran friled fc operste the forestolling
device of t1¢ train-gtdn system waen Jas01a-. 53¢ qu E7AL, recult-
g 11 an cutowatic ooslicsticon of the crr brokes, tae trein
stovpr, «2tn 1ts reer end about 152 feet boyoad tne signal. As
gnon as tne brakes were releaced the treoin started, and 2t -wc
moviazy at - low rote oFf opeed whenl tze rear end was gt~uck oy
Troain Firsi o, 71,

West—pcound nascenper Troun Firet To. 71 congroteld of 1
naggaL cor, 1 reirrigarator car, 1 baggege ¢rr, 3 cocaldtreg ani 4
Pullman slecpiag cacs, all of ateel COAStflCthH execeut tae
refrizeretor cer woieh ved 01 steel—tncerframe construction,
heulet Ly engpine 5331, -nd wec in charce of Co nuuo* r btcplbtow
oné Eapireman Cummines, Tain trein oasscd Croton-on-Zudson b
10:35 p.m., 6 minates late, passeld sicnals 3

.J

8 304] cncd 3341 dirgv _ay_ng
Jellow irdacetlons, massed ripnal 3741 ¢isnloyiwny. a rod indicznion
and shortiy cfterwvards colizided 1th Trein Fourts No. 29 ullc
traveling at a speed of about 23 miles per hour, accordin” Lo

tre speed .eceorder with woaten thie enmiiae wag equipoed,

Ag o result of toe coliigion tac rear c¢nd of tne terndes of
ne

en’ 1 2209 ené all oF the cars n Troin Fourth Wo. 29 wore woce
or l.o=g ﬂdierJ, the reor truckt of tne last car oein., der-rlcc,
The uariving vhel2ls of engine 5331 alsc were deroiled. ond tnﬂ
Engirs was belly camaned, and tne ficst tvo cors 1n Trsin Fairgt
No. 7L ”LPS slightly dana@\o The eunloyee killec wog tue "ord
braken of Trein Fourts Jdo. 29,

Sumn o 07 eVIAniCe

Lralaerea Crum, of Train Fourtn IMx, 29, stated toot lus train
Lefy seormon on the Elcetric Drvirion, on track 3 under a yellow
signal 1alze:tion and gtomoed ot JSrotoa~on~Hedscn for a red crincl.
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Upon receiving o ycllow signal indicatlion the train entcered trock
1l and proceeded to siznel 3541 at o swmeed of about 20 miles ner
hour. This signal also was displaying o yellow 1adicstion, but .
gignal 3641 was dlsplaying a green indiecatlon ana tke treoin
vassed it at a speed of about 35 niles per hour. Whilelpproacning
slgn.l 3741 he observed that it was yellow and closed the tarottle
but neglected vo opernte the forestalling device, resultinz in

the br-kes being apvlied and stopping the train. The firemeon

then got off ond operated the reset button of the autonatic troine
stop syetem, cand after teoking tae slack tulec the train was
gterted, but moved a distance of only about one-~half car leagtih
when the bralies were apnlied in emergency and the train stopied;
Englnenan Crim did nati know at that tdme that a eocllision khad
cecurred as Trein Second No. 71 was prnegiof hls cun train on

track 3. He estinated thrt axs trein and becn stonding cboul 2
ninutes before 1t started chesd ond s-14 thnt he €1d not wnistle
for flag protecetion until the train stowped the scecond time,

Conductor Ziegler,of Train Fourth Ho. 29, stated tuot rne
dié nov notice cayihi.g unusuel about the operation of the troiln
until trcro une a heavy breke appllicotion, stovping tae trein o
short distrnce west of Crugoers station. he was in the seventh
cor nnd as goon as the brakes were applied he arosc from his
seat, put on his coat and hat, nnd hod rcached the door vhen
the cr-sh occurred. Hec did not know whether hig treiln vas
moving at tne tine of tre secidont, and was unable to estilante
how long 1t had been standing before the accident occurrcd.

necr Breokeman Shayne, of Train Fourth No., 29, gtated ta~t
he rode on the rear platform of the train fron Croton-on-Hudson
and vhile tac traln vas stonping at Crugers he tarcw off a
lighted fusee, vhich was about 20 fect fror the rear end wnen
the tr-in stonned; he then went back and placed two torpedoes
east of the fusee, An east-bound freight trein vas pessln, on
track 4, Trodn Second No. 71 was npproaching -on frock 3, rnd o
few sceconas leter e sov tho noodlighi of Troin First Ho. 71
~pproaching on track 1, rnd in ordecr to avoid being struck 1¢
Junped over “he ater-tracl: fenee loe~tcd between treocks 1 -nd
2, ond tien gave stop sighals with o lantern welle runaing ol
track 2 towards the opprosching train; aec seid he had roeched
a poiat rooroximately 10 or 15 fect cast of signat 3741 before
Troin First Ho. 71 passed him, travelins at a specd of about 15
nilcs per hour. The fusce wag still burnlng when ihe eq.ine
passed over 1t, but none of his warning signals worce ackunwlcedged
by thc coproachlng train.

Engincann Cummings, of Trein Frrpt Mo, 71, stated thet the
automatic trroin-gtop dcviee wos tested at Hormon, 1.18 niles
cast of Crolon—on-Hudson, and functioncd properly, thot nis
troin loft on ¢ yollov signal indicetion, ondé thol o running test
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of the brekes wos mgode aiter leaving that point, vhile speed was
recuce . et Croton-orn~Hudson for another yellov signal. He tzen
worked sterm, Dut signsls 3541 and 3641 algo were displaying
yellow indications, and he closed the throttle sbout the time ne
nasced the latter gignal, made a slight brake-pipe reductlon
before reacn.ng taie curve on waich sighal 3741 15 locatec, and
then noved the orcoke-valve nsndle to lav positicn. Due to a
freigat train moving eastward on track 4 and Trein Second Ho, 71
passin, him west~bound on track 3, the view of signal 3741 was
ovgeared Ly snoke and stearn and tae firet he hmew of anytarag
wrons, was wnen he saw  the reacs end of the train ahead, before
passing over tne automatic train—-stop inductor located 7C fecot
n rears of “ne sigral, and then he saw thae signal, et 2lop;
heAapplied the braxes 1n emergency immedictely, without having
rileased the previous brake cpplicetion, He did aol see the
flagman of Train Fourth ITo. 29 but neard torpedces explode and
sav & Ivsez, which vas still burning under hig engine after 1t
gaLoppel, Engineman Cunminge estuvingted the speed of nis train
at the tine of pacsing Crotor-on-Hudson to neve been aboat 05
miles per aovr, and saild 1t weg 35 or 58 miles per hour when he
savt off, apnut 355 mileg per hour when the first application of
the brrizes was made, and between 20 sno 25 miles w»or hour wnen
he gpolzed tae brakes in emecgenzy, the latter spplication
waving little effect on account of the short distarce we the
poirt or sceident, He sg1d that ne was faniliar wite the location
of sg1enpl s741 and had becn instricted on several occasions
about o0 12Xipnce 1aita the rulcere, with perviéular regard to the
observance oS signal 1ndicationg, but that ane had peen running
on the yellow and expected wo fiad s vellow signsl at signal
3741, m¢ aen ne could not locste the signal he was about Lo
apnly the vrakes jost as he saw the rear eni of tne train snead,
He sa1l re Lsad operated trains in a sonewat similar msnner on
nreviois occaslong, but never wnen an ofifilcial was riding with
him,

Fireman Colbert, of Train First No. 71, stated that the
brakes vorzied pronerly vhen tne running test was made after
leaviag Haroon, ae called the yellow signal indications en route,
an¢ the en.ineman repeated them and operatea t.e forestalling
device of the automatic train stop, which functioned oroperly.
The flremanelso wractically corroborated tne engiueman'sg
statements concerning the sveed of the train but was not sure
as to wrere tae bHrakes were first eppliec between signals 3641
and 3741, He thought the speed wac a little hign, but at the
some time thougant the engineman was goi.g to slow down and stop
at signal 3741, TFrom als nosition on the oulside of tue curve
1t was 1.30g91ble for the fireman to sce signal 3741 and he éia
not sec the fusec, although he saw tae flagman on track 2 a
snoct distance weet of the signal, swinging a red Lantern, and
he also zeard the explosion of torpedoes just before the accident
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occurred,

Conductor Stapleton, of Train First No. 71, stated that he Aii
was working through tae train and 4id not pay particular attentio
to the speed, except that he thought the train was being operated
alower than usuzl in that locality, estimating the speed to have
been 25 miles per hour. He felt no brrke application sfter
pagsing (roton-on-Hudson until the brakes were aovnlied in
energer.cy prior ito the accldent. After the accident the engine-
man told him that he had been running on yellow signals, but tiat
smoke irom Train Second No. 71 obstructed the view and Pe did not
see the home signal until after Le saw the rear end of the train
abead. Conductor. Shapleton sbated that he wms the Fegular
conductor and Engineman Cummin:gs was thne regular engiueman on
Train No, 71, and that he hed never noticed any inclinatlion on

the engineman's part to exceed speed restr.ctions. Flagman

Arnold sgreed with Conductor Stapleton tnat there was an

ermergency application of the brakes prior to the accident, while
Baggageman Fleilschmann and Head Brakcemen Sweeney did not notice
any such application., Beth the flagman end the head brakeman,
however, ssid speed was reduced sfter passing Oscewana.

Engineman Haslin, of Traian Second No. 71, stated that tne
rear end of Train First WNo. 71 vas apuroximately 10 car lengihs
ahead of .13 train at Croton-on-Hudson ani he passed the engine
of that train when about 7 or 8 car lengtis east of signal
3741 wnile traveling at a speed of about 50 milec per hour,

He was running on clear signal indications and could see the
gignal av Crugers foi' & distance of about 8 or 10 car lengths,
His engiac was rot making heavy smoke o8 the train consisted of
only seven cars and the fireman had not put In a fire afuer
passing t.rough the tunnel, and tnere was no smoke in the
vicinity that obscured his vision. The signal for track 1
displayed a red indicatlion, and a burning fusee was Just west

of the signal, but he did not remember sscing a Tlagman. While N
passing Trszin Feourth No. 29 he felt a jar and stopped his traln
by a service application of the brakes about 12 or 15 car lengths
beyond Train Fourth No. 29,

Fireman Hendricks, of Train Second No. 71, stated that his
train was traveling about 50 miles per hour when 1t passed Train
First No, 71 west of Oscawans and at that time fire was flying -
from the brake shoes of that train, indlecating that the brakes .
were applied. FEe had not put in a fire after passing Cscawsna
and therec was no excessive smokhe from his engine. The signal
at Crugers for nis train on track 3 was green, the signal for
track 1 was red,-there was a burning fusee on track 1 at least
four or five car lengths ecast of the rear end of Train Fourth
No. 29, and the marker lights on that traln were burning.
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Signalman MeDermott was driving home i1n his automobile
and was near Crugers vhen he saw z west~pound train stop at
thet point. ZXnowing that traffiec was rneavy and thinking he
nigns be ¢of some gsslstance he drove to tne station and saw the
train stsadinz on track 1, with & barning fusee aopout 10 Teet
eagst of the train and a flagman wita s lantern about 20 feet
pack of the fusee, Anctaer train wasgs aporcachras on track 3 and
ag soon a7 1t vassed, his attention wes attractecd by & third train
aporoachiag on Lrack l; he heard the sur brages apniy in
energency wren 1t was abont two ¢carc lengtac from the rear cnd
of “he stending train. He did not look -t hls vatch, bui
estimated th-t aboul 3 minutes elansed from tne time the Tirst
train stopned until the followirg train or itrsck 1 collidec with
1t. Fe saxa toc weather vas clear, but efler the train on tracx
3 pascsed it was hazy 1n L. at vicinity.

Teste of gignols 3641 and 3741, tne erignal circuits, and
the autonatic train stop apparatus showed that the relays, siznal
mechanisme and inductors were operating as latended and within
tne opereting reqairements. The automatic train-stop equipmsnt
of each engiac s£lso was tested after the scecident and found to
be 1n proper operating condition,

The speed recorder tape on eagire 5309, of Train Fourth

No, 29, indiceted thet tlie speed was abont 30 miles per hour pass—

g gignel 3541, 30 miles pz2r hour at signal 3641, and about
38 riles per hour just befors the train vseached signal 3741, The
Lape o engine 5331, of Traia First No., 71, indicated taat speed
gradually 1acreased from Harmon to sbout 45 miles ner hour at
a poirant teree~fourth mile west of signnl 0541, was aboat 43
m.les nor houwr at signal 3641, about 33 miles per hour one-half
mile east of sign.l 3741, an” about 23 miles per hour where the
accldent occcurred,

Coriclusions

This accident was caused by the fallurs of Engineman Cumiings,
of Train Pirst .o, 71, properly te obey signal indications.

Unece the rules, when an approach—sgignal indicetion is
dieployed, trains ~rs required to "procced at a specd reduccd to
not execcedias onc-ralfl the weximum authorized at polnt 1nvolved
(not cxcecding 70 milee per hour) propared to stop at tac next
signal", Thecy also provide that cnginemen of wreing running
with the current of traffic nust forestrll vhen pessing over
lriducturs ot signals otner tacn clear or clear-restricting
gignels, but only after tne irdications have ceen opbserved and
are being obeyed. Sipgnal 3741 was displaying an apprcsach
indication and Engineman C.oun, of Train Fourth No. 29, should
have recuced sneed and forestslled waile passing over the
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inductor east of this signel, Tne speed-recorder taps rhowed
that his train was noving at reduced spged as it approached
signal 5741, oub he failed to forestall, with the result thet
the automatic train-stop system functioned and caused an auto-
matic annlicaticn of the brekes, stopping the traln with its
rear end Just beyond the signal, Train First No, 71 was closely
following Train Fourtan o, 29, and according to the statemeats
of Engineman Cummings he had been running on yellow signol
indications Tor several miles aud egpeched o iid & yellow

- indiestion At wimnel 3741, Fé*had gomé aifficilty in locating
the signal, howeves, due posglbly to siwoke and steam from a
frelght train and also {rom *rain Second No. 71, which had Just
overtaken ancd passed ais own traln on treck 5, and he ssld he
was about to apply the brakes when he saw the rear end of the
train anead,snd then saw the signal ot stopn, by late to avert
the mecident, The apeel-recorder tape showed that Engineman
Cummings' trein had been traveling at a speed of about 45 miles
per hour after passling signal 3541, 43 miles per hour at signal
3641, and about 38 miles per Hour when ohe~half mile from
signal 374l. Under the rules governing his movements under an
approach signal, however, the sgpeed of 113 §#din should not
neve exececsded 30 miles zn hour gt any of these points, and in
addition Engineman Cummiizs should have been prevared to stop
at each succeeding signsl locatlion.

The rear brakeman of Trrin Fourth No. 29 said he threw off
& fusee Jjust before hir traln stopped and that afterwards he
went back and placed two torpedoes on the frecek Just east of
the fusee, and vhen he gsav Train First Ho., 71 sporoaching he
Jumped over the inter-track feace in order to avold belng run
down anC then gave stop gignals with & lantern from hils pogition
an track P st énst of sigwel FFEY. There was corrobora’lve
evideunce taat the flagmaa wes oa the ground, and ¢lso thet
torpedoes and ¢ fusee vere used, but they were too closge to
the rear of the standilng treain to provide adequ: te protectilon
because of the limltid vigw had by the eagineman of the following
train and the rate of spsed at which that train was being operated,

Tywo very importsnt points are involved in this accident; on.
is the natter of strlet observance of the rules particularly . 2
the practice known as "running on the yellow', and the other is
the usc of the forestalling ferture of the automatlc trein-stop
device. Engineman Cummings hod been running on yellow indicatlons
for a distance of about 4 milles, operating the forestalling lever
at the vorlous signal locations, and he oxpgcted to receive
another yellow irdication at eignel 3741. Thils, lu gubstance,
was the underlying factor leading to his frilure to obey the
signal indleotion which he uhcxpectedly found in the stop 5
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position. Strict observence of the rules, whica 1rn tills case
wovld have involved reducing speed to o maximum of 30 miles per
hour and avoroaching the next signal prepared to stop, would
have enaoled Engiremen Cummings to stop his trein in time to
avold the sccident. Obecience to the rules 1n nost cases would
result eventuelly in the signals clearing up aneacd of the trein,
whereas when running on the yellow an engineman msy allow the
speed of l11e trein to exceed the maximum authorized speed on
the thecry that the preceding train will keep moving, and then
when tne preceding truin mskes an uncxpected stop the following
enginemen JTinds himself waprepared for tne situstion wkich
confronts hamw, In this respect this accident is very sinllarc
to the one which occuried on tane Cleveland, Cincinnati, Chicago
& St. Louis Reilway et Danville, Ind., on April 7, 19335 1n
that case also there was an automatic stop device in use 1n
connecticn with the automatic olock signals and tke train sneet
showed thet the engineman of the following trsin ned coperated
~1g trein o distance of 18,7 miles at an average speed of &6
miles per hour elthoush the last 7.5 miles nad been under yellow
1r.dicetions, Runnlng on the yellow without reducing speed o5
recuired oy rulc 1s a dongerous praciice and sunerviging
officials rniould give close attention te this feature of

train opcration and toke such atcps as may be nccessery to
insurce tha’ 1t 1g discontinued.

Foilare properiy to coutrol speed after operoting the
Torest:1lin. c¢evice aof resulted in several gcceidents 1n
autometic trein stop territory and nost rosde, including the
New York Central, now neve 1p efrect o rale that on engineman
rivst not forestall -n automatic broke w»Hplicetion until after
the restriciive signal indication has been observed and 1s being
obeyed. Thet rule wng not being obeyec 1n thig case, and the
continued occurrence of accidents of tris co.reacter indicotes
that taere 1s nced for i1mprovement in the onforcement of this
rule 1T forestolling devices ore to be continucd in use.
Attention was c¢rllcd to this matter very definitely in the
report covering the naccident on the Chicago, St.Paul, Minnecpolis
& Omoha Roilway at Cnaup Douglas, Wis., on February 28, 1931,
vhcrein tne following statement ves maded

By the order of June 15, 1922, prescribing
gpecitications aud reguircments for autonatic
troin-stop devices, 1t was reqazred that the
device bring the trazn to a ston, after wnich
the engraemen could restore the apparatus to
normnl conditinn and the trerin »e permitted to
proceed. At tac solicit~tion of the carriers,
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however, this requirement wes modified by tho
order of July 18, 1924, by permitting the use of
& forestelling device by means of which the
engineman could forestall an automatic application
of the alr brakes and then "control his train

in the usual manner 1n accordance with hand
s1gnals or under limits fixed by train order

or prescribed by the-eperating rules-of the
ccmpany”". The use of » forestalling device 1s
not required, and the statement was made in the
goncurring opinion in the proeeeding upon which
the order of July 18, 1924, was based, that "IT
experience shows that the permissive feature
does not fulfill its purpose we can at any time
regulre its eliminsation',

The functions of the forestnlling lever are closely
allied with proper observance of signal indications, end when
an engineman forestalls wilthout having reduced speed in
accordance with signal indientions sueh action affords
opportunity for the occurrence of an aocident of the very type
which an automatic train stop is intended to prevent. Too
much emphasis cen not be leid on the necessity for strict
obedience to signal indleatlons; if supervising officlals
are unable to accomplish talg result further consideration should
be glven the gquestlon as to vhether forestalling devices shall
be continued as a part of an automatic train stop system.

Respectfully aabmltted,

PEoy AARFE LR e o

W. J. PATTERSON,

Director,




