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Railroad: 

D a t e : 

L o c a t i o n : 

Kind o f a c c i d e n t : 

T r a i n s i n v o l v e d : 

T r a i n numbers: 

Engine numbers: 

C o n s i s t : 

Speed : 

O p e r a t i o n : 

T r a c k : 

Weather* 

T ime ' 

C a s u a l t i e s : 

C a u s e : 

New York C e n t r a l 

J u l y 3 1 , 1938 

Rocky R i d g e , Ohio 

R e s r - e n d c o l l i s i o n 

P a s s e n g e r 

76 

4917 

9 c a r s 

S t a n d i n g 

p a s s e n g e r 

F i r s t 68 

5418 

14 c a r s 

7 - 1 0 m . p . h . 

T i m e t a b l e , t r a i n o r d e r s and a u t o m a t i c 
b l o c k - s i g n a l and au toma t i c t r a i n - s t o p 
s y s t e m . 

Four t r a c k s ; t a n g e n t ; p r a c t i c a l l y l e v e l . 

Ra in 

7 :06 p . m . ; t w i l i g h t . 

1 k i l l e d , 55 i n j u r e d . 

F a i l u r e to o p e r a t e F i r s t 68 i n a c c o r d a n c e 
w i t h s i g n a l i n d i c a t i o n s and f a i l u r e 
to p r o v i d e adequa te f l a g p r o t e c t i o n f o r 
No. 7 6 . 
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September 9, 1938. 

To the Commission: 
On July 31, 1938, there VQS a read-end collision be­

tween t wo passenger trains on the New York Central Railroad 
near Roc'ky Ridge, Ohio, which resulted in the death of 1 passen­
ger and the injury of 23 passengers, 31 dining car employees 
and 1 coach porter. The investigation of this accident was 
made in conjunction ^ith a representative of the Public 
Utilities Commission of Ohio. 

Location and method o^ operation 

This accident occurred on that part of the Toledo 
Division ^hich extends between Toledo and Cleveland, Ohio, 
a distance of 106.62 miles. In the vicinity of the point of 
accident this Is a 4-track line over which trains are operated 
by timetable, train orderf, ,jnd an automatic block-signal and 
automatic train-stop system. The tracks from north to south 
erel No. 3, westward freight; No. 1, westward passenger; No. 2, 
eastward passenger;"and No. 4, eastward freight. The accident 
occurred on track No. 2 at a point 2,706 feet east of the 
station at Rocky Ridge. Apprnachlng from the ^est the track 
is tangent for more than 8 miles to the point cf accident and 
for several miles beyond. The grade is practically level, being 
0.04 percent descending for east-bound trains at the point of 
a cci dent. 

The signals involved are automatic signals 62.2 and 
61.2 located 6,030 feet and 230 feet, respectively, ^est of the 
point of accident. These signals are of the 2-arm, 2 position, 
lo^er-qupdrent, semaphore type and are approach lighted. 

Night aspects and Indications of these signals are 
as follows: 

Green-over-green Proceed. 
Green-over-yello*" .... Proceed preparing to stop 

at next signal; train ex­
ceeding medium speed must 
at once reduce to that speed. 

Red-over-yello^ Stoo,* then proceed at re­
stricted speed. 

Medium speed is defined as, "a epeed not exceeding thirty miles 
per hour". Restricted speed Is defined as, "a speed not ex­
ceeding that w h i c h ™111 enable a train to stop short of train 
ahead, obstruction, or switch not properly Mnpd, and look out 
for broken rail". 

The maximum speed for passenger trains on track No. 2 
is 80 miles per hour. 
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The automatic train-stop system is of the inter­
mittent Inductive type, with forestalling device. Rule 6 
of the rules for the operation of the automatic train stop 
reads: 

"Enginemen must not forestall until after 
signal Indication ha? been observed and is being 
obeyed," 

Rule 35, o^ the operating ^-ules, reads: 

"The following signals n h be used by 
flagmen: 

Day signals- A red fl^g, Nicrht signals-^ red light, 
Torpedoes, A ™hite light; 
Purees. Torpedoes, 

Fusees.» 

Rule 99 reads In pn^t: 

"When a train stops under circumstances in which 
It may be overtaken by another train, the flagman must 
£0 back immediately \ith flagman's cIenalr a sufficient 
distance to insure full protection, placing t^o torpedoes, 
and when necessary, in addition, displpying lighted fusees. 
When recalled and ffa^ety to the train "'111 permit, he may 
return . *** 

"When d^y signals cannot be plainly seen, ô 'ine* to 
leather or oth^r conditions, night signals? must also be 
used." 

The sunset time on the d a y and at the point of the 
accident v r a s approximately 7:22 p.m., according to the United 
States Weather Bureau. It ^ar raining at the time of the ac­
cident, i"Mch occurred about 7:06 p.m. 

Description 

No, 76, known a e "The Mercury", an east-bound passenger 
train, consisted of one combination baggage and smoking car, 
three coaches, one kitchen car, onf dining car, one lounge car, 
one parlor car, and one club-observation car, in the order named, 
of all-steel or metal-alloy construction, hauled by engine 4917, 
and < ^ R 6 in charge of Conductor Green and Engineman Bellner, 
The engine, ™hlch was of the 4-6-2 type, equipped ^ith ET-6 
type brake equipment and the o p t s ^ith UC-12 type brake equip­
ment. This train deported from Toledo, 19.44 miles "est of 
Rocky Ridge, at 6*35 p.m. , according to the train sheet, on 
time, passed Millbury Junction, the la°t open office, 11.95 miles 
from Rocky Ridge, rt 5:46 p.m., one minute late, and struck an 
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automoblle at a highway crossing located 1,496 feet east 
of the station at Rocky Ridge. The train stopped p-t a point 
more than 1 mile beyond the crossing and then backed, stopping 
with its rear end 1,210 feet east of the crossing and 230 
feet east of signal 61.2; while standing at this point it 
"•ps struck by First 68. 

First 68, kno^n as "The Commodore VanderblIt", an 
east-bound passenger train, consisted of one bargage car, two 
Pullman sleeping cars, one lounge car, t mo Pullman sleeping 
cars, one dining oar, one lounge car, five Pullman sleeping 
cars, and one dining car, in the order named, all of all-steel 
construction, hauled by engine 5418, and WRB ±xx charge of 
Conductor Lenz and Engineman Callan. The engine, which was of 
the 4-6-4 type, ^as equipped vith ET-8 brake equipment and 
the cars were equipp?d as follows: 2 UC-12, 1 PC, 1 UC-12, 1 PC, 
3 UC-12, 4 D-22-A, and 2 UC-12. This train departed from 
Toledo at 6:43 p.m., according to the train sheet, on time, 
passed Millbury Junction at 6:55 p.m., on time, passed slenal 
62,2 displaying P green-ov-^r-yello'' aspect, passed signal 61.2 
displaying P red-over-yellow aspect, and collided «lth No. 76 
while traveling at a speed estimated to have been between 7 
and 10 miles per hour. 

No. 76 was shoved ahead about 5 fee£; the engine 
became detached and stopped 15 feet from the first csr; the rear 
truck of the rear car vas derailed and the car ^as badly 
damaged; all of the oth«=r cars were more or less damaged. The 
engine of First 68 WRS not derailed but the front end WPF con­
siderably damaged; the draft gears of the seventh end eighth 
cars were broken; none of the remaining equipment in this train 
was derailed or damaged. 

Summary of evidence 

Engineman Bellner, of No. 76, stated thflt soon after 
passing Rocky Ridge he ea^ a n automobile proceed uDon e high­
way crossing and stop In the center of track No. 2, following 
which it backed up and apparently became stalled. The train 
then struck the front end of the automobile, taking off the 
front fenders. He made a heavy service application of the air 
brakes and the train stopped at a point more thRn 1 mile 
beyond, just west of signal 59.2. After informing the con- m 

dutftor that the engine had struck an automobile, he WPB in- ^ 
structed by the conductor to back the train. He backed to within 
2 car lengths of signal 61.2, and the conductor signaled him to 
back farther, but he would not go beyond signal 61.2. In making 
this beck-up movement, which he thought consumed pbout 3 or 4 
minutes, he was depending upon the protection of the block 
signml. He relepsed the brakes on the trpin and applied the 
independent brake and saw the flagman going back to flag and the 
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conductor talking to mnrd the crossing. After the train stood 
there about a minute or two he apv the headlight of First 
66 vest of Rocky Ridge. The fireman, r h o had left the engine 
and started back, called a naming Ha en about 4 car lengths 
from the engine and then the collision occurred. The engine-
man thought his train had stood there a total of 4 or 5 minutes 
' hen the accident occurred. It ™as twilight and rain ™as 
falling, and at times it ^as difficult to see any great distance; 
however, he said the visibility ^as such that he could have 
stopped at any signal displaying a ston indication. 

Fireman Heidt, of No. 76, stated that he had talked 
back along the right side aDout three or four car lengths Hien 
he saw First 63 approachlnr, and he thought It T S then npar 
Grayto^n, 2.69 miles fr->n Rocky Ridge He apw the flagman wave 
his red flag hut could no* tell ho*' far back he ^ P S . When 
First 68 passed signal 61.2 he called a '"arnlnr to his engine-
man. He said it r?s r M ning au 1 te h*rd Just previous to and 
at the tine of the accident. 

Head Brakeman Butler, of Not 76, stated trnt he '"as 
in the first car ^he^ the train stopped at 6*54 c m . He ^ent 
to the engine, ^as Informed by the engineman that they had 
struck an automobile and hp sa^ that the engine Pteo was bent. 
He Informed th^ conductor, Hao "as at the middle of the train, 
of what had occurred. He f^ked him If they should back and 
the conductor replied in the affirmative and e-pve a back-up 
signal. As'they ^ere moving backward Brakeman Butler rpw an 
automobile pass over the crossing. The train stopped about 
7:02 p.m. and he immediptely startpd back to see If there 
was an automobile In the ditch; th j flagman »pa proceeding 
ahead of him. Signal 61.2 ^PS In the stop position but hp 
coulf" not see the oosition of signal 62.2. When he first 
saT" the approaching train, the engine waa working steam and 
he thought It »?E nerr slrnsl 62.2. Both he m'~ the flagman 
trica to stoo It, the flagman ^a'ing his red flag nnd he saving 
his cap. He thought the engineman ana1' er^d their signals Hnen 
near th* station. The train oassed the crosslnr at a speed of 
about 25 miles per hour, and the speed was rpduced to about 
8 miles per hour at the time of the accident. It ^as daylight 
and it was misting at the tlm° but there ™as nothing to prevent 
the engineman of First 68 from seeing either signal 61.2 or the 
flagman. 

Conductor Green, of No. 76, stated that after his 
train stopped and he had been informed of striking the automobile, 
he looked tack and could see a distance of t"*o signal blocks 
and he sa^ an object on the track at the crossing. He gave a 
back-up signal and rode at the front end of the eighth car end 
could see behind his train by looking through the observation 
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car. The visibility ^ P S rood and. he considered It safe to 
make this movement without having a flagman precede the train; 
the flagman was on the rear end of the r°ar car during the 
hack-up movement. The conductor saw some one remove an object 
from the track, Hiich he observed as they neared It to be an 
automobile and it proceeded over the crossing. As soon as 
the train stopped the flagman and head brakeman ran back and 
he took up a position on the ground near the rear of the 
train, at which time First 68 was not in sight. Looking back 
from his position on the track he could see that signal 61.2 
vas In stop position, siprnal 62.2 was In caution position and 
he could see the faint outline of the next sifnal but could not 
see Its position When he sa^ the headlight of First 68 emerge 
from a rain storm he watched the flagman "ho continued going 
back and he saw him wave his rod flag at a point from 10 to 12 
telegraph-pole spaces to the rear of bis train ^hich he 
estimated to be a distance of about 500 feet. He realized that 
the approaching train mas not geinr to stop ^hen it passed 
over Main Street crossing , ™est of Rocky Ridge, located ap­
proximately 3,675 feet ^e^t of signal 61.2, at which point 
the speed ^PB between 55 and 60 miles per hour and the engine 
was working steam. He turned around to gjve his engineman a 
proceed signal, but sa^ some one on the ground whom he took 
to be the engineman. He did not see any sparks or fire flying 
from the brake shoes of First 68, but there appeared to be con­
siderable dust ^hen the tr»ln passed over the crossing, and 
the engineman closed the throttle before thp collision occurred. 
Conductor Q-reen further stated that his train had bpen standing 
about 3 minutes before the accident occurred and that the 
marker lights on his O T I train "-ere burning. 

Flagman Peterson, of No. 76, stated that as soon as 
his train stopped, following the back-up movement, he and the 
head brakeman ^ent back as fast as they could to the crossing, 
looking for the automobile and expecting to find it in the ditch, 
but it was not there. As they started back the ha^d brakeman 
stated that he saw a headlight a considerable distance to the 
rear, but the flagman could not see it, although he could see 
a distance of 7 or 8 miles; however, he i"ps not concerned about 
the headlight at that time as they were looking for the auto­
mobile. When they reaohed the crossing, the headlight of First 
68 was seen and appeared to be about 1* miles distant. They 
both flagged the train, remaining near the crossing, and the 
engineman finally ans 'ered their signals when about 1,500 feet 
from them. It sounded a a though the engine «ps working steam 
with the brakes applied; the throttle wpe closed, however, be­
fore passing them. He estimated its speed to have been about 
20 miles per hour as it passed them and the sanders were open, 
but the brakes did not appear to be effective. Flagman Peterson 
further stated that he had fusees with him, but did not think It 
necessary to light one, as he thought the engineman had sufficient 
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time to stop his train. He also stated that there was no 
necessity for him to go west of the crossing ae his train 
was headed east; ae far as the automobile was concerned they 
were readv to so. but then First 68 appeared. It had bes?n rain­
ing intermittently, but it was not raining at the time he went 
back to flag. 

Engineman Gallon, of First 68, stated that an air­
brake teat was made at Toledo and a running test en route 
after leaving that point; the brakes functioned prooerly. 
Cn approaching Rocky Ridge a heavy rain was falling and due to 
the rain blowing in', he had the front window ooen only about 
2 or 3 inches and he was looking anead through the opening, but 
did not see the yellow indication of Pignal 62.2 until he was 
about one-quarter mile from it. He called its indication and 
remarked to tne fireman that a surprise t̂ f-t must be in 
progress. The speed of the train ^as about 75 miles per hour; 
he made an 8-pound brake-pipe reduction, operated the fore­
stalling device of the automatic train-stop system and closed 
the throttle, passing signal 62.2 at a speed of about 70 miles 
per hour. He made a further reduction, but as the brakes did 
not seem to be effective he made a third reduction, making a 
total reduction of 25 pounds. He saw the red aspect of signal 
61.2 when a short distance east of signal 62.2, and was making 
the reductions to atop at signal 61.2 . He then saw the flagman 
and placed the brake valve in emergency position, answered the 
flagman's signals, and then se' ing No. 76 he opened the sandere, 
reversed the engine end opened the throttle slightly. He 
thought the speed hnd been reduced to 7 or 8 miles per hour 
at the time of the accident, and It was his opinion that he 
would have been able to stop hie train within a distance of 2 
more car lengths. He s + ated that '•"he reason he did not see the 
signal indications sooner " A S due to the rain, but he had 
passed out of the shower at the point of the accident. He' said 
that had he known No. 76 ^as standing Just east of signal 61.2 
at the time he first saw the yellow aspect of signal 62.2, 
he would have made heavier brake applications and ^ould have 
been able to stop "'est of signal 61.2. He thought that if he 
had not forestalled at signal 62.2 he would have been able to 
stop short of No. 76 because a full service application of the 
brakes would have occurred automatically and this application 
would have been beyond his control. 

Fireman Warnes, of First 68, also stated that due to 
the heavy rain they "ere unable to see the Indication of signal 
62.2 until less than one-quarter mile from it. The engineman 
immediately applied the air brakes, operated the forestalling 
feature of the automatic train-stop device ^nd they proceeded 
toward the next signal at a rate of speed which he considered 
safe, thinking that they had ample time to stop, when ap­
proximated one-quarter mile from signal 61.2 he saw the stop 
indication and the train ahead, stating that UP to that time he 
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co u Id not see either the signal or the train due to the rain. 
He had his front window open about 4 inches. He ^as unable 
to say how many brake pine reductions the engineman made, but 
the latter applied the brakes in emergency, reversed the 
engine and opened the throttle slightly. He estimated the 
speed to have been about 10 miles per hour at the time of the 
accident. He lndioated that if the engineman had not fore­
stalled, the trrin possibly would have stopped short of No, 76. 

Conductor Lenz, of First 68, stated that he ^as 
in the diner and his train ™ae- traveling at a speed of 65 or 
70 miles per hour ^hen he felt a service application of the 
brakes just ^est of the station at Rjcky Ridge. He thought 
the train then traveled a distance of about three-fourths 
mile ^hen the collision occurred, stating that he talked 
through t^o c^rs from the time he felt the first application 
Until he felt a heavier application et the time of the 
accident, and he did not feel an emergency application. 

Head Brakeman Ga^e, of First 68, stated that he had 
just stepped out upon the re^r platform :>f the reer car "hen-
he felt an application of the air brakes, it mae raining and 
he could not be sure as to their location, but stated that 
without doubt they ^ere west of signal 62.2 Hien the applica­
tion was mad© The flagman threw off a fusee in the vicinity 
of signal 62.2, although the brakeman dir1 not observe the 
signal '̂hen they passed It. The brakes had not been released 
and the speed wps being reduced, but hp did not feel another 
brake ar>nllcatlon until Just before the accident Hien he felt 
an emergency anplic^tlon, at "hich time the speed about 
10 miles per hour. 

Flagman Spanker, of First 68, stated that he was on 
the rear platform of the train and ^hen about halfway between 
Grayto^n and Rocky Rldce, or possibly a little nearer Rocky 
Ridge hp felt an application of the air brakes. After having 
traveled about 1 mile he felt a second application of the 
sir brakes. Repllzlne: that the train ^as going to stop, he 
threw off a lighted fusee Hiich landed near the station. 
He fas of the opinion that the brakes had been released 
after the first application. 

Statements of the t<To enginemen ""ho operated engine 
5418 of First 68 from Chicago to Elkhart and Elkhart to 
Toledo, ^ere to the effect that the automatic train-stop 
and pir-brake equipment functioned satisfactorily en route. 

Assistant Night Foreman Reeves, at Toledo, stated 
that on the rrrival of both No, 76 and First 68 the air brakes 
were tested and all air-brake equipment ^ae In good condition 
and functioned properly. 
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Observations of Commission TB Inspectors 

Examination of the speed-recorder tape T«ith W H I C H 
engine 5416 was equipped Indicated that a soeed of more than 
75 miles per hour had been maintained for more than 7 miles 
to about 2,500 feet west of the point of accident. The tape 
then Indicated a very rapid deceleration at first, denoting 
a heavy brake application, followed by a precipitous decline, 
denoting an emergency application; the valve pilot at this 
point showed a reverse movement of the valve gear. 

Air-brake tests were conducted on August 5, 1938, 
In the vicinity of Rocky Ridge, using a train made up in the 
same order and with the same type of brake eauipment on both 
the engine and the cars as was on First 68 at the time of the 
accident. At the time of these tests the weather was clear 
and the rail dry. The total length of the train, including 
the engine, was 1,237 feet. A test made at Toledo before 
its departure showed the piston travel on the four stream­
lined sleeping cars to vary from '4% to 5$ inches; on the other 
cars It varied from 5 to 7f inches. The tests at signal 62.2 
were as follows; 

First test 

The circuit for the inductor at signal 62.2 was 
opened for test purposes. The train attained a speed of 76 
miles per hour at the inductor and, ae Intended, a full 
service automatic b¥ak.e application W P S made, with the throttle 
wide open, and the train stopped in a distance of 5,107 feet, 
at e point 743 feet west of signal 61.2, and 973 feet west of 
the point of accident. The throttle was not closed until 
after train had stopped. The elapsed time W C > 8 1 minute 6 
seconds. 

Second test 

The circuit for the Inductor at signal 62.2 was 
opened for test purposes. At a point 1>000 feet west of 
signal 62.2, "hen the speed was 76 miles 'per hour, a 9-pound 
service reduction w Ps ,nade, and after forestalling at the 
Inductor the throttle was closed and a further reduction of 8 
pounds was made, making a total of 17 pounds; and after 
brake-pipe exhaust ceased, an attempt was made to make a thir'd 
reduction on passing a white marker, but an emergency ap­
plication was then made at or almost at the same time. The 
white marker was located 2,500 feet west of signal 61.2, 
the location at which the engineman on First 68 stated he 
first observed the flagman of No. 76 and made the emergency 
application; the train stopped in 4,594 feet, which was 
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2 , 2 5 6 f e e t *»eat o f E i s m a l 6 1 . 2 and 2 ,486 f e e t " e s t o f the 
p o i n t o f a c c i d e n t , and the e l a p s e d t ime was 1 minute 8 s e c o n d s . 

T h i r d t e a t 

Tne i n d u c t o r wps r e s t o r e d to normal c o n d i t i o n a t 
s i g n a l 6 2 . 2 , and w i t h the t r a i n a p p r o a c h i n g the s i g n a l a t 82 
m i l e s per hour an emergency a p p l i c a t i o n ""as made ^hen the 
cab o f the eng ine p a s s e d t h e s i g n a l , a f t e r H i l c h the t h r o t t l e 
wae c l o s e d and the t r a i n s topped a t a p o i n t 3 , 1 1 1 f e e t beyond 
the s i g n a l , which '"PS 2 , 7 3 9 f e e t was t o f s i g n a l 6 1 . 2 , and 
2 ,969 f e e t ™pst o f the p o i n t o f a c c i d e n t , t h e e l a p s e d t ime 
b e i n g 43 s e c o n d s . 

A c c o r d i n g to s u r p r i s e - t e s t r e c o r d s , Engineman G a l l o n 
v a s g i v e n s i x t e s t s i n 1 9 3 5 , t h r e e i n 1936 , t"o i n 1 9 3 7 , and 
t^o i n 1938 , and i n a l l I n s t a n c e s h i s pe r fo rmance w P s s a t i s ­
f a c t o r y . He was l a s t g i v e n a v i s i o n e x a m i n a t i o n on J u l y 22 , 
1 9 3 8 , Mi lch i n d i c a t e d t h a t g l a s s e s were not n e c e s s a r y . 

R e l a y and s i g n a l t e s t s made on Augus t 1 , Immedia te ly 
f o l l o w i n g the a c c i d e n t , and t r a c k I n d u c t o r t e s t s made on 
Feb rua ry 7 , At>ri l 27 , and J u l y 1, 1 9 3 3 , showed a l l v a l u e s 
w i t h i n the p r e s c r i b e d l i m i t s s e t by the New York C e n t r a l 
System S i g n a l and T r a i n C o n t r o l Commit tee . 

D i s c u s s i o n 

No. 76 was s topped d ue t o s t r i k i n g the f r o n t end o f 
an au tomob i l e a t a g rade c r o s s i n g l o c a t e d 1 , 4 9 6 f e e t e a s t o f 
t he s t a t i o n a t Rocky R i d g e , t he t r a i n s t o p p i n g 6,640 f e e t 
beyond the c r o s s i n g . On i n s t r u c t i o n s from the c o n d u c t o r the 
t r a i n ^as then backed a g a i n s t the c u r r e n t o f t r a f f i c to a 
p o i n t 230 f e e t e a s t of s i g n a l 6 1 . 2 and 1 , 2 1 0 f e e t e a s t o f t h e 
c r o s s i n g ; i n making t h i s movement a f lagman w p S no t s en t back 
t o p r o t e c t the t r a i n , i n B p l t e o f the f a c t t h a t t h e s c h e d u l e 
o f N o . 68 a t M l l l b u r y J u n c t i o n , the l a s t o o i n t ' ^ s t o f the 
p o i n t o f a c c i d e n t where t ime i s shown, was o n l y 10 minutes 
l a t e r than t h a t o f No, 7 6 . Under t h e r u l e s when a t r a i n s t o p s 
under c i r c u m s t a n c e s i n which i t may be o v e r t a k e n by ano the r 
t r a i n , the f l agman must go back i m m e d i a t e l y with f l agman*s 
s i g n a l s a s u f f i c i e n t d i s t a n c e t o i n ? u r e f u l l o r o t e c t i o n , 
p l a c i n g two t o r p e d o e s , and when n e c e s s a r y , i n a d d i t i o n , 
l i g h t e d f u s e e s , and when day e i g r m l s cannot be p l a i n l y s e e n 
owing to w e a t h e r c o n d i t i o n s n i g h t s i g n a l s must a l s o be u s e d . 
Under t h e s e c i r c u m s t a n c e s t h e f lagman s h o u l d have been s e n t 
b a c k a s u f f i c i e n t d i s t a n c e to I n s u r e f u l l p r o t e o t l o n b e f o r e 
the b a c k - u o movement was made, but I n s t e a d t h e t r a i n backed 
up Immed ia t e ly w i t h the f lagman on I t . As soon ae I t s topped 
he went back t o the c r o s s i n g e x p e c t i n g t o f i n d a damaged 
a u t o m o b i l e bu t i t wps no t t h e r e . He "'ae accompanied by the 
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head brakeman and when they r eached the c r o s s i n g t h e y saw 
t h e h e a d l i g h t o f F i r s t 68 wh ich appea red to be abou t 1 * m i l e s 
d i s t a n t . He t hen w ? v e d a r e d f l a g bu t h i s s i g n a l s *ere not 
answered u n t i l the app roach ing t r a i n was about 1 ,500 f e e t 
from him. A c c o r d i n g to h i e own s t a t e m e n t s he c o u l d have gone 
f a r t h e r w e s t but he s t a t e d t h a t t h e r e was no n e c e s s i t y for 
him t o go wes t o f the c r o s s i n g / w h e n t h e y were headed e a s t . 
The f a c t t h a t t h e engineman of? F i r s t 68 did not answer h i s 
e i c n a l s shou ld have i n d i c a t e d t o the f lagman t h a t the engineman 
d i d not see him and s h o u l d have I n f l u e n c e d him to t a k e f u r t h e r 
a c t i o n by l i g h t i n g a f u s e e Whi le t he s t a t e m e n t s v a r i e d as 
t o whe the r i t ?'aS r a i n i n g a t the t ime o f t h e a c c i d e n t and 
whe the r v i s i b i l i t y was o b s c u r e d by the r a i n , showers were 
o c c u r r i n g I n t e r m i t t e n t l y and the sun s e t about s i x t e e n minutes 
l a t e r w i t h the r e s u l t t h a t i t ^as t w i l i g h t . H i s own engineman 
s t a t e d t h a t a t t i m e s I t "-as d i f f i c u l t to see any g r e a t d i s t a n c e , 
and t h e eng ine c rew o f F i r s t 68 s t a t e d t h a t t h e i r v i e w ahead 
was r e s t r i c t e d by the r a i n . Under such c o n d i t i o n s , t h e r e i s 
no doubt t h a t a l i g h t e d fusee would have been seen a t a g r e a t e r 
d i s t a n c e than a r ed f l a g . A c c o r d i n g t o the e v i d e n c e the 
h e a d l i g h t on F i r s t 68 and the markers on No. 76 were b u r n i n g 
which i n d i c a t e s t h a t c e r t a i n members of bo th c r e ^ s r e c o g n i z e d 
the f a c t t h a t w e a t h e r c o n d i t i o n s war ran ted the use o f n i g h t 
s l g h a l s , but the f lagman o f No. 76 d i d no t t a k e a r ed l a n t e r n 
and a Mai te l a n t e r f t w i t h him, ^ h l c h was r e q u i r e d under the 
p r o v i s i o n s o f r u l e 3 5 . Hed the f lagman used a r ed l a n t e r n 
I n s t e p d o f a r e d f l a g I n f l a g g i n g F i r s t 68, I t i s n r o b a b l e 
t h a t the engineman would have seen the hand s i g n a l s e a r l i e r , 
^ h i c h would have g l ^ e n him a g r e a t e r d i s t a n c e i n wh ich to 
s t o p h i s t r a i n . 

A c c o r d i n g to t h e engineman o f F i r s t 68, he was o p e r a t i n g 
h i s t r a i n a t a speed o f abou t 75 m i l e s pe r hour when he sew 
the g r e e n - o v e r - y e l l o w a s p e c t a t s i g n a l 6 2 . 2 , but he d id not 
a t once r e d u c e the s p e e d to n o t i n e x c e s s o f 30 m i l e s p e r hour 
as r e q u i r e d by t h a t s i g n a l I n d i c a t i o n ; he made an 8-pound Drake-
p i p e r e d u c t i o n when he saw the s i g n a l , o p e r a t e d the f o r e s t a l l i n g 
f e a t u r e o f the a u t o m a t i c t r a i n - s t o p d e v i c e and c l o s e d the 
t h r o t t l e , p a s s i n g t h a t s i g n a l a t a speed o f about 70 m i l e s pe r 
h o u r . He then made f u r t h e r r e d u c t i o n s , making a t o t a l o f 25 
pounds , and when he saw the f lagman he p l a c e d the b rake v a l v e 
i n emergency p o s i t i o n , opened the s a n d e r s , r e v e r s e d the eng ine 
and opened the t h r o t t l e s l i g h t l y . The s p e e d - r e c o r d e r t ape w i t h 
which eng ine 5418 ^ a s e q u i p p e d , however , i n d i c a t e s t h a t a speed 
o f 75 m i l e s pe r hour ^as m a i n t a i n e d to a p o i n t a p p r o x i m a t e l y 
2,500 f e e t from the p o i n t o f a c c i d e n t . The t a p e then i n d i c a t e d 
a v e r y r a p i d r a t e o f d e c e l e r a t i o n , d e n o t i n g a heavy b r a k e a p ­
p l i c a t i o n , f o l l o w e d by a p r e c i p i t o u s d e c l i n e , d e n o t i n g an emer­
gency a p p l i c a t i o n , and the v a l v e p i l o t a t t h i s p o i n t sho^s a 
r e v e r s e movement o f the v a l v e g e a r . Due to the s m a l l s c a l e o f 
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tbe r e c o r d e r t a p e , which i s o n e - h a l f inciv t o 1 m i l e , the 
d i s t a n c e can he o n l y a p p r o x i m a t e d . However, t h e r e c o r d o f the 
s p e e d - r e c o r d e r t ape I s c o r r o b o r a t e d by employees on b o t h 
t r a i n s i n v o l v e d ; a c c o r d i n g t o the c o n d u c t o r and f lagman of 
No. 76 the e n g i n e o f F i r s t 68 was w o r k i n g steam and I t was 
r u n n i n g a t h i g h speed as i t c l o s e l y approached t h e i r t r a i n , 
and the c o n d u c t o r and head brakeman o f F i r s t 68 f e l t e s e r v i c e 
a p p l i c a t i o n o f the b r a k e s when a p o r o a c h l n g the p o i n t o f a c ­
c i d e n t , f o l l o w e d s h o r t l y by a h e a v i e r a p p l i c a t i o n a t o r about 
t h e t ime o f the c o l l i s i o n . 

A f t e r the a c c i d e n t t h r e e b r a k e t e s t s were conduc ted 
a t Rooky R i d g e , u s i n g s i m i l a r make-up o f t r a i n w i t h the same 
t y p e of a i r - b r a k e equipment as was employed i n F i r s t 6 3 . I n 
one t e s t w i t h t h e t r a i n t r a v e l i n g a t 76 m i l e s p e r hour the 
b r a k e s were a l l o w e d to a p p l y In s e r v i c e a u t o m a t i c a l l y a t the 
a u t o m a t i c t r a i n - s t o p I n d u c t o r a t s i g n a l 6 2 . 2 , and t h e t ^ s i n 
s t o p p e d In a d i s t a n c e of 5 , 1 0 7 f e e t , which was 973 f e e t w e s t 
o f t h e p o i n t o f a c c i d e n t . In a n o t h e r t e s t , w i t h the t r a i n 
t r a v e l i n g a t a speed o f 82 m i l e s pe r hour an emergency a p p l i c a ­
t i o n was made by means o f the eng ineman 'e brake v a l v e when the 
e n g i n e cab p a s s e d the s i g n a l , and t h e t h r o t t l e was c l o s e d ; 
the' t r a i n s t o p p e d In 3 , 1 1 1 f e e t , which was 2 ,969 f e e t w e s t 
o f t h e p o i n t o f a c c i d e n t . A t e s t was a l s o conduc t ed i n an 
a t t e m p t to d u p l i c a t e the b r a k e - p i p e r e d u c t i o n s on the n i g h t o f 
the a c c i d e n t , as s t a t e d by t h e engineman. A t a p o i n t ap ­
p r o x i m a t e l y 1,000 f e e t w e s t o f the s i g n a l , a 9r-pound s e r v i c e 
r e d u c t i o n was made, and a f t e r f o r e a t a l l l n e r a t t h e I n d u c t o r the 
t h r o t t l e Tms c l o s e d * a n d a f u r t h e r r e d u c t i o n o f 0 pounds was 
made; and a f t e r the b r a k e Dlpe e x h a u s t c e a s e d a t h i r d s e r v i c e 
r e d u c t i o n was s t a r t e d , f o l l o w e d i m m e d i a t e l y by an emergency 
a p p l i c a t i o n , the t r a i n b e i n g s t o p p e d 4 , 5 9 4 f e e t from the p o i n t 
where t h e f i r s t r e d u c t i o n was made, w h i c h was 2 ,486 f e e t wes t 
o f t h e p o i n t o f a c c i d e n t . I t was r a i n i n g a t t h e t i m e o f the 
a c c i d e n t bu t the t e s t s were conduc ted d u r i n g dry w e a t h e r ; how­
e v e r , t h e s e t e s t s Phow c o n c l u s i v e l y t h a t had t h e engineman 
made the s e r v i c e r e d u c t i o n s and emergency a p p l i c a t i o n as s t a t e d 
by him, h i s t r a i n would have s t o p p e d s h o r t o f s i g n a l 6 1 . 2 . These 
t e s t e demons t ra ted t h a t had the engineman not o p e r a t e d the f o r e ­
s t a l l i n g d e v i c e o f the a u t o m a t i c t r a i n - s t o p s y s t e m , t h e r e b y 
a l l o w i n g the b r a k e s to b e a p p l i e d a u t o m a t i c a l l y a t s i g n a l 6 2 . 2 , 
o r had t h e engineman h i m s e l f p r o p e r l y o p e r a t e d the t r a i n b rake 
equ ipment , the a u t o m a t i c t r a i n - s t o p b r a k e a p p l i c a t i o n b e i n g 
f o r e s t a l l e d , the speed o f t h i s t r a i n c o u l d have been c o n t r o l l e d ^ 
ae r e q u i r e d by t h e s i g n a l i n d i c a t i o n s which were d i s p l a y e d , 
and the t r a i n c o u l d have been s topped i n t ime t o a v o i d o v e r ­
runn ing the s t o p s i g n a l and to a v e r t t he a c c i d e n t . 

I n p r e v i o u s a c c i d e n t I n v e s t i g a t i o n r e p o r t s a t t e n t i o n 
has baen c a l l e d t o the f a i l u r e o f enginemen p r p o e r l y to c o n t r o l 
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the speed OF their trains after operating1 automatic train stop 
forestalling devices. The rules of the Ne* York Central 
Railroad specifically require that enginemen must not fore­
stall an automatic bfake application until after a restrictive 
signal indication has teen observed and is being obeyed. In 
the reports covering the accidents which occurred at Crugers, 
N. Y. , on August 317 1934, and at North G-ermantom, N, Y., on 
April 17, 1938, the attention of officers of the New York 
Central Railroad was directed to the dangerous practice of 
running on yellow signals without reducing speed as required 
by the rules, and It was stated that consideration should be 
given the question whether forestalling devices should be 
continued as a part of the automatic train-stop system. If 
supervising officers cannot enforce compliance ^ith the rules 
for the control of spepd and the operation of the automatic 
train-stoo devices, in the interest of safety serious con­
sideration should be given to such modification of the automatic 
train-stop devices as fill insurt that the speed of trains will 
be automatically controlled in conformity ™ith restrictive 
signal indications. 

Conclusion 

This accident was caused by failure to operate First 
68 in accordance ^ith si;nal Indications and by failure to 
provide adequate fine- protection for No. 76. 

Reeomnendat icn 
0 

It is recommended that responsible officials of the 
New York Central Railroad give consideration to further means 
of insuring that the speed of trains operating" under restric­
tive signal Indications "'ill be properly controlled. 

Respectfully submitted, 

W. J . PATTERSON 

Director. 




