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stopped by emerzency avpnllicatlon
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INTERSTATE COMMERCE COMMISSION

REPORT NO. 3371

IN THE MATTER OF MAKING ACCIDENT INVESTIGATION REPORTH
UNDER THE ACCIDENT REPCRTS ACT OF MAY 6, 1910,

THE NEW YORK CENTRAL RAILKOAD COMPANY

December 1, 1950

Accldent at Erie, Pa., on October 5, 1950, caused by
failure to provide protectlion on an adjacent
track after the traln was stopped by an emergency
apvllication of the brakes,

1
REPCRT OF THE COMMISSIOW

PATTER3SON, Commissloner:

On October 5, 1950, a derailed car of a frelght train
was struck by a passenger traln on the New York Central
Reilroad at Erie, Pa. As a result 17 passengers, & Pullnqan
employees, © dining-car employees and 5 traln-service
enployees were injured, This accident was investlcated 1in
conjunction with a representsative of the Pennsylvanla
Public Utility Commisslon.

—

-1

Under authority of sectlon 17 (2) of the Interstate Com-—
merce Act the above-entitled proceeding was referred by the
Commisslon to Commissioner Patterson for conslderation and
dispogcitlon.
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Location of Accident and Method of Operation

This zceldent occurred on that part of the Erie
Division eutending between BR interlocking station near
Cl-veland, Ohio, and Bay View, N, Y., 16&.39 miles, In
the vicinlty of the polint of sceldent this 1s a four-track
line, over which trains moving with the current of traffilc
are operacpq by slanal indications supplemented by an
automatic traln-stop system. The maln tracks from south %o
north sre~ desipnated as No, 4, eastward frelght; No. 2,
eastward passenger; No. 1, westward pasSsenzer; and Mo, 3,
westward freight., At Erie, Pa., £4.49 mlles east of BR
Interlocxing stetion, an auxiliary track parsllels track
No. 4 on the south. The east swliteh of a crossover, which
connecta track Mo, 4 and the auxiliary truck, 1s located
2,200 feet east of the station. This switeh ls trailins
polnt for ecast-bound movements on track No. 4., The initi2l
derallment occurred on track No, 4 at a polnt 947 feet eact
of the statlon at Erie, and the gencral derallment occurred
1,160 feet eastward., The collislon occurred on track No., 1
at a point 1,120 fert east of fthe point of general derallment.
From the west on track No, 4 there are, in svccesslon, a
tanpient 878 feet in length, a 1¢ curve to the left 375 feet,
a ta .ent 117 feet to the point of the initial derailment
and 211 feet eastward, a 0°22' curve to the right 318 feet,
and & tanrent 631 tpct to the polnt of general derallment
and 554 fcet castward. From the east track Mo, 1 1s tangent
a cousilderable dlstunce and tren there 1s a 0°32' curve 1o
the right 15 feet to the point of collislon and 566 feet
westward., In the vicinity of the point of accldent the grade
ls practically level,

The track structure of track No. 4 conslsts of 127-nound
rail, 30 Teet 1n length, lald on an average of 24 tles to
the Pdi, length., It ig’ fully tleplated, double-splked,
provided with 8-hole Joint bars and an averdﬂw of 12 rail
anchors per rall length, It 1s ballasted wlith slag to a
deptl of 12 inches below the bottoms of the ties.

Autouatic esignal BR,1l, covernine w:ist-bound movemewts
on *%rack No, 1, 1s locatod 485 fect east of the point of

col’lﬁion The signal is approach-lishtzd and dilsplays Tlve
aspoects.

This carrier's operatine rules rezd in part as follows:

&s
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25, The followlne signals will be used by flagron:?

LA Night signals--A red 1linht, |
B A white light,
Terpedoces, '
Fusees.

90, When a traln stops under clrcumstances in
which 1t may be overtaken by another train, the
Tlagman must go back immeAiately wlth rflagman's

' simnals a sufficient distance to insure full
protection, placing two torpedoes, and when
necessary, in addition, displaying 1lighted fusees.
When recalled and safety to the train will permlt,
he may return,

* % *

The front of *the bLtrain must be protrcted in the
snme way when neceesary by the head brekeman,
bazzareman or f{ireman.

s #

102a, When a train is * * * gtopped suddenly bty
an emergency application of the brakes * # #
.adjacent trrcks * * % that are 1llable to be
orgtructed rmust at once be protected until 1t 1is
ascertalned they are safe and clear for the movement
of tralns,

The maximum authorlized speed for the freleht train
involved was 50 miles per honr. The maximum authorized sneed
for the passenger traln involved was 8L miles per hour,

Descrliption of Accident

Extra 5454 East, an east-bound frelght traln, consisted
of sngline 5454, 76 cars and a caboose, Thils traln passed
Dock Jct,, the last open office, 2,86 miles west of Erie, at :
1:97 a. m., and while moving on track No. 4 at a speed of 45 /
miles per hour the front wheels of the rear truck of the thirty~
sevanth car were deralled, A zeneral derallment occurrsd 1,160
Teet castward, Ths thirty-seventh car stopped on 1ts right ‘_
slde and across track No. 1. About 2 minutes later this car *
was struck by No, 27.
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No, 27, a west-bound flrst-clasgs passenger train,
consleted of Diesel-electric units 4208A and 42094, ooumlcd
in multiple-unit control, one baggage-dormltory car, two
coaches, one dining car, four sleepling cars, one dining car,
four oloaplng cars and one observation car, 1ln the order
named, All cars were of all-~steel construction., This traln
passed Bay View at 12:16 a., m., 10 minutes late, passed
XC interlocking station, the last open office, 1.34 miles cast
of Erie, at 1:14 a. m., and while moving on track No. 1 &t

gpeod of 83 miles Der hour 1t struck the thirty-seventh
car of Extra 5454 East.

Both Diesel-electric units, the first to the teanth cars,
inclusive, and the front truck of the eleventh car of No, 27
were derailed., Separations occurred between all unlts from the
front of the traln to the slxth car, The first Diesel-¢lect.lc
unit stopped on its righkt side and 900 feet west of the point
of collision, The west end stopred on track No., & and the
east end stopped about 20 feet north of trzck No., 3. The
second Dlesel-electric unit stopped upright and 63 feet east
of the first unit. The west end of this unit was 6 feet north
of track No. 3 and the east end was on track No, 3, The first
car stopped upright, east of the recond Dlesel-electric unit
and in line wlth track No. 2. The second car stopped againct
the cust end of the first car and across tracks Nos. 2, 1
and &, It leaned to the north at an angle of about 45 degrees,
The third car stopped upright, against the east end of the
second car and zcross tracks Nos. 3, 1, and1 2, The fourth
car stopped againgt the east end of the third car and across
tracks Nos, 2, 1, and 3, The fifth car stopped upright, to
the rear of the fourth car gnd across tracks Nos. 1 and 3,

The sixth car stopped to the rear of the fifth car and across
tracks Nos, 1 and 3. The seventh and the elghth cars stopped
upright, with the west end of the seventh car on track No, &
and the east end of the eighth car on track No, 1. The other
derailed cars remained upright and in line wlth track No, 1.
The Diesel—-electric unlts and the first to the seventh csr
Inclusive, werc badly damaged. The eighth to the elfventh
carg, ineclusive, were somewhat damaged, The thirty-seventh

to the fifty—third cars, inclusive, of Extra 5454 East were
deralled, These cars stopped in various positlions on or along
the tracks. Nine of the deralled cars were destroyed, and ten
other cars were damaged.

The englneer, the fireman, the conductor, one brakeman
and the bagcdgeman of No, 27 were injured.
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The weather was clear at the time of the accldent,
whlch occurred about 1:15 a. m,

G.,A.T,X. 27520, the thirty-seventh car of Extra 5404
East, wos an all-steel tank car. The cargo conslsted of
10,012 gallons of residual fuel oll, which welghed 74,088
pounds, The trucks were egulpped with integral cast-steel
truck frames. The front wheels of the rear truck were
750-pound single-plate bracketed 33-inch cast-iron wheels,
They were east in 1944,

Enegine 5454 1s equipped with No., B8-ET brake eaqulpment,
an M-3 feed valve, and twvo 8-1/2-inch cross—compound alr
compressors.

Discusgion

As Extre 5454 East was approaching thz point wherec
the accident occurred the speed was 47 mlles per hour. The
brakes of. this traln had been tested and hed functioned
properly when used en route, The engineer, the fireman and
the front brakeman were in the cab of the engine, and the
conductor and the flammen were 1n the caboose. The members
of thc¢ crew ilnspectsd the train on curves en route, and they
did not observe anything defectlve. The brakes were used to
contreol the speed of the train to comply with a slgnal
Indicetion. The gspecd of the traln was reduced to 45 miles
per licur and the brake valve was in lap nosltlon when the
brakes became applled in emergency as a result of the
derailment, When the train stopped, the front brakeman
alighted from the north slde of the englne and proceeded
eastward with & lighted red fusee., The engineer placed the
automatlic brake-~valve handle in running pcsition and obscrved
that the brake-plpe pressure increased to 80 pounds. He then
allighted from the south side of the englne and looked woestword
to inspect the train, He did not observe anythlng defective,
then boarded the engine and observed that the brake-pipe
nressure was belng maintailned at 80 pounds. He sald the
brake-pipe pressure indicated@ that the train had not parted,
The fireman sald that the englneer called his attentlon to
the brake-pipe pressure gauge and instructed him to recnll
the front brakeman, The englneer said hc did not remember
that he instructed the fireman to recall the front brakeman,
The front brakeman said that as he proceeded eastward he
observed the headlight of an approachlng west-bound train,
and was about to glve stop signals when he was recalled by the
fireman., He then extingulshed the fusee and returned to the
engine. No. 27 passed englne 5454 as the front brakeman was
boarding the engine,
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As No, 27 was approaching the point wher~ the collicion
occurred the englnemen were naintalnine o loo“out ahead
from the cocntrol compartment of the first Dlesel-electric
unit, and the membars of the %train crew werc 1in various
locations throughout the cars of the train., The headlisht
was lichted brightly., Sicnal £2.1, the 1-st auftomatic
siznal which No. 27 passed prior to the time of the accldent,
lndicated Froceed, and the iadication was called by the
engingmen, After the en~ing nssced the POﬂ* end of Extra
0454 East, both the ercineer and the fizcman observed the
tank car acronn the track. However, the collislon occurrced
before the ensineer could talke oCuiOﬂ to st~p the train,
Apparently thls car stopped across trecx lic. 1 in such
manner ihet the trogk cireult was not shunt -4,

S SR

Examiration o? track No, 4 after the sccident occurred
disclosed no indication of draggina eqguloment or of any
obstructlon havlng been on the track. Starting at a p011t
2,080 Tfeet west of the polnt of accident a series of merks
appeared on the gage side of the north rall. About & nieces
of the Tlange of a wheel were found betwecen the firet mark on
the zage side of the north rall and ths voint of dsrailment,
At the point of derallmeni marke on the rorth raill and on the
t;es infllcated that one pair of wheels had hecn dernziled
to theo north, The ?enural dersilment occurrsd at *he freoe
of the eact turnout of *%he croesover to the auxiliary t-ack,

Incpectlon of G,A.T.X 27520 after tre accident occurred
disclosed that appreximately 5% vnercont of the flange wags
broken from the north front wheel of ths rzar truck. All
breaxs wcre new. Tre remainines portion of tir flanze was worn,
However, 1t was not worn to the eondeanirg limit of the

carrier, gnd 1t could not be determined if any vart of tre

broken flange was worn tno the condernine 1imit, The compaznion !
wheel had conslderatly legs Flanss wear, Tie flangc of the d
north reqr wheel of the rear ftruck slso was considerably vorn,
Each of the north whezls of this truci w2c two ftape sizes

smaller than 1ts companion wheerl, As 2 result, the rear truck
of thls car kad a tendency to bear hfavily srainst the north

c
]

v CL L
rall, A laboratory analysis of the wheel with the broken
flanwe indlcatcd trat the metzl in tr.= wreel was nnrmal and
that the chill wos nnt exccagivs,

After the accideznt occurred teste were rade of the alr-
brake sysvems of two frelght trains. The engines of thesc
traing werc egquipped wilth No., 2-~ZT brake eaulpaent, an M-S
feerd valve, and two 8—1/2—inch crosgs—compount air compressors,
the came as enpgine H454, In each test the braces ware ap“ ied
In emcrgency by cpening the zngle cock at the rear end of the

V
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thirty-eichth car. The avtomatlic brake-valve handle was
then placed in lap position. After 75 seconds the automatlc
brake-valwe hendle was pleced in running nositlion., The
brake~pipe pressure as indicated on the Lrake-pipe pressure
gruce in the ceb of the engine was restored tn 77 pounds in
1 minute in the first test, and to 78 psunds in 1 minute in
the second test. The anglﬁ cock %t the rear end of the
thirty-cightn cer remained on-en thrrugiont =2ach test.,

When Extra 2474 Enst stonpted, the front br-xeman
immedi-~tcly proceeded sustward witn 2 lighted fusee to
provide protection on 2dtaceat tracks. The air-crake
eguipment of engine 5404 wes of sufflcilent cacacity to

build urp tr+ _e-plpe pre«urs of 80 pcunds with th2 train
parted at the th 1rty—soantH car and with the braxe valve
opcrated as stoted by the Cnﬁineer As & regult, the

engineer assw-ed trut tae trdin had not perted and the

front brakeman was rec~1led. However, the rules require
that when 2 traln 1is s%onpcd by an emergency npplication of
the trakee, adjlacent tracks which might be obstructed ast

be proteeted until it is nscertained that they are safe nnd
clear for the movement o7 trains. An inspection ol tne ftrain
and adjlacent tracks was not .ace orior to tine recail of the
front orokeman.

Czuse
It is found th-t tric accldent w.s conserl tv failur
to pro-ide prot=ection nn an adjacent trecky after the tralin

was stopped by sn em~raency applic: tlon of the brakes,

Dated at Washinzton, D. C., this first day orf
Decenmber, 1950.

By the Commission, Commiseioner Patterson,



