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New York Central
July 31, 1238
Rocky Ridge, Ohio

Regr-end collision

Pagsenger ! pacdenger
76 : First 68
4217 1 5418

e pars t 14 cars
Standing * 7-10 m.p.h.

Timetsble, train ordere and automatic
tlock-signal and automatic train-stop
systen,.

Four tracks; tangent; practically level.
Rain

7:06 p.m.; twilight.

1 killed, 55 injJured.

Failure to operste First 6& 1n asccordance
with esignal indications and fallure

to provlde adeguate flag protection for .
No. 76.
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September 9, 1938.

To the Commisslon:

On July 31, 1938, there wes » resd-end colllsion be-
twoen two passenger treine on the New York Centrel Railroad
nesr Rocdky Ridge, Ohlo, which resulted in the deeth of 1 passen-
ger and the inJury of 23 pessengers, 31 dining car employees
and 1 coech vorter. The investigation of this accident was
mede in conjunction with & representstlive of the Public
Utilities Commiseion of Ohio.

Location and mettod of operation

This accident occurred on that part of the Toledo
Division —hich extends betreen Toledo esnd Cleveland, Ohio,
a dilgstance of 106.62 mllce. In the vicinity of the point of
accldent this 1is » 4-track line over which trsing are opersted
by timetable, trsin orders, oné sfn sutomatic block-relgnsel and
autometic trasin-stop system, Thks trecks from north to south
sre! No. 3, weatward frelght; No. 1, weetward pesgsenger; No. 2,
eastward peseBenger; and Lo, 4, eastward frelpght. The accldent
occurred on treck No. 2 ot a point 2,706 feet esst of the
8tation et Rocky Ridge. Apprrnaching from the west the track
1s tangent for more than 8 miles to the polnt ¢f sccident and
for seversl mileg beyond. The gredé 18 practically level, belng
0.04 percent descending for esst-bound treins st the noint of
accldent.

The slgnals involved sre automatic slgnals 62,2 end
61.2 locsted 6,080 feet and 230 feet, respectivelv, west of the
point of accildent. These signals are of the 2-arm, 2 position,
lover~quedrant, semsphore type snd are apovrosch lighted.

Night sspects snd Indilcetions of these cignsls are
ag8 follows:

Green-over—-green .... .. Proceed,
Green-over-yellow .... Proceed preparling to stop
rt nexrt sglgnal; trein ex-
ceeding medlium speed must
st once reduce to that speed.
Red-over-yellow ... . .. . Btoo; then proceed at re-
getricted speed.

Medlum speed ie defined as, "a cpeed not exceeding thirty mlles
per hour", Fhestricted speed 1s defined as, "a Speed not ex-
ceedlng thet which =111 ensble a trein to atop short of train
ahead, obstruction, or switch not properly lined, pnd look out
for broken reil",

The meximum speed for pes<enger treaing on treck No. 2
18 80 miles per hour.
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The sutomatlc train-~-stop system 1s of the inter-
mittent inductive type, with forestalllng device. Rule 6
of the rules for the operation of the automatic trein etop

. reads:
"Englnemen muet not forestall until after
slegn~1 indicetion ha® been observed end is belng
obeyed., "

Pule 3&, of the oper~ting rules, reads:

"The following £ignalc will te used by

flagmen:
Day signale- A red f£l:g, Night simeole-A red light,
Torpednss, A white light,
Fureee. Torpedoes,
FPusees. "

Rule 9 resds in part:

"When & trnin stops under clrcumstanceg in which
1t ey be overt.ken by another trein, the flagman must
£0 back 1mmedisately vith flagnan'e =ignalc & gufflclient
distance to insure full protecticn, placing two torpedoes,
and when necessary, in additlon, displsying lighted fusees.
Wh=n recsalled »nc¢ grfety to the trein will permit, he may
return, %##

"When dsy sglenale cannot be pleinly seen, owing to
weather or cther conditioneg, night slgnals must elso be
used,"

The sunset time on the day end st the pcint of the
accldent was approximetely 7:28 v.m,., eccording to the Unlted
States Weather Buresu, It wars raining ot the time of the ac-
cldent, »bich occurred atout 7:06 p.m.

Description

No, 78, knowmn ee "The MMzrcury", sn esst-bound psesenger
train, consisted of one combinestion baggege snd suoking car,
three coeches, one kitchen car, oné dining car, one lounge car,
one parlor car, snd one club-obeervation c¢sr, in the order named,

. of sll-steel or metal-allsoy construction, hsuled by enegine 4917,
and mae in cherge of Conductor Green and Engineman Bellner,
The engine, which wes of the 4-6-2 type, wag eaqulpped with EZT-6
type breke equlpment and the cerg with UC~12 type brake equip-
ment. This trnin depsrted from Toledo, 12,44 miles wegt of
Rocky Ridge, at 6'35 p.m., according to the trein sheet, on
time, passed Millbury Junction, the lact open office, 11.95 miles
from Rocky Ridge, rt 6:46 p,m., one minute late, #nd struck an



sutomoblile st a highway crossing located 1,496 feet east

of the station at Rncky Ridge. The train stopped st a point
mere than 1 mile beyond the crogsing and then backed, stopping
vith 1te rear end 1,210 feet east of the croesing and 230

feet emst of eignal 61.2; while stending ot thls polnt it

=n8 struck by Flrst 68.

Firgt €8, known as "The Commodére Vanderbilt", an
enet-bounl peasenger trrin, conglsted of one bargege car, tvo
Pullmen sleeping cars, one lounge car, two Pullmen sleeping
cerg, one dlning ear, cne lounge car, five Pullmsn sleeping
cars, and one dining cer, in the order nesmed, All of all-ateel
construction, hauled by engine 5418, and wgs in charge of
Conductor Lenz snd Enginemsn Callan. The engine, vhich was of
the 4~6-4 type, ™eg equlipped with ET-8 brake equipment and
the cars were equipp=d ess follows: 2 UC-12, 1 PG, 1 UC-12, 1 PC,
3 UC-12, 4 D-22-4, and 2 YC-12. This train departed from
Toledo at €:43 p.m., According to the train sheet, on time,
regsed Millbury Juncticn »t €:55 p.m., on time, passged slgnal
62.2 dleplaylng » green-over-yello: nspect, passed gignal 61.2
Alsplaying s red-ovar-yellow esspect, and collided with No, 76
while treavellng at s speed estimated to have been between 7
eand 10 miles per hour.

No. 78 was choved shesd sbout 5 feet; the engine
becnme detrched nnd stopped 15 feet from the first car; the resr
truck of the rerr cer wes deralled anéd the cer was bedly
dameged; ~ll of the other cars were more or less dameged. The
engine of Flrst 68 was not derslled but the front end wee con-
slderably desmaged; the draft gesrs of the seventh end eishth
cers vere broken; none of the remeining equipment in this trein
vag deralled or demaged.

Summery of evldence

Engineman Bellner, of No, 76, stated that scon after
passing Rocky Ricdge he gavw an automobile proceed upon s high-
way croaslng and stop in the center of track No. 2, following
which 1t backed up and apparently became stalled. The train
then struck the front end of the automoblle, teking off the
front fenders. He made = hesvy service appllcation of the ailr
brakes and the trein stopped st & polnt more than 1 mile
beyond, Just west of sipgnal 52.2. After informing the con-
ducdtor thet the engine had struck an automobile, he wss in-
structed by the conductor to basck the trrin. He becked to within
2 car lengths of signal 61.2, end the conductor signaled him to
back farther, but he would not go beyonéd slgnel 61.2. In making
this beck-up movement, which he thought consumed sbout 3 or 4
minutes, he wae depending upon the protection of the block
signel. He relessed the brakes on the train snd applled the
independent brake snd saw the flagman gcoing back to fleg and the
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conductor “slking to~ard the crossinz, After the train stood
there about s minute or tws ke gaw the headlight of First

62 w=2gt of Rockv Ridge. The fireman, ~ho bhad left the encine

snd started back, called a werning —hen about 4 car lengths

from the engine esnd then the ¢21lisilor nccurred. The engine-
man thought his trein had stood there s total of 4 sr & minutes
*hen the accident occurred. It wes trllicht ~nc¢ relin was
falling, and a2t times it was Aifficult to see pny =rest distance;
however, he geld the visibility was such thet hé could have
stopped at any signal displeylng » stoo indleation.

Firenan Heidt, >f No. 7€, stated that he hac walked
tack amlong the rizht ricée rpout three or four car lengsths ~hen
he sev First €8 spproesching, sn’ he thourght 1t =28 then near
Graytown, 2.62 niles fr~1n Rocky Ridze  He gaw the flagman wave
hig red flag tut could no* tell how frr hack he meg. When
First 68 prssed slgnnl 61.2 he colled s warninge to hls engine-
nman, He gr1d 1t was raining gudte herd Just previous to and
st the time of the ~ccident.

Hempd Brekemsn Butler, of No. 7%, #tated that he vas
1n the firat copr wvhen the train stopped at €54 p.m. He went
t2 the engine, wepe informcd by the englnensn thet they had
struck an sutomoblle and he saw that the engine rtep —sg Dent,
He inforuaed th- conductor, who masat the midile of the trein,
of what hnd sccurred. He raksd him 1f thev gh>uld back end
the conductor replied in the affirmetive and geve o back-up
8lgnal, As -they were moving backward Brekemen Butler ¢eow an
automoblle pase ovar the crosgsing. The treoin atopped sbout
7102 p.1u. ond he immedistely sterted brek to aee 1f there
wes asn sutomobile in the diteh; th- flegmen was prozeeding
ahead of him. Signsl 1.2 wes 1in the stop position but he
ccul® not see the voslition of eignal 82.2. When he first
gaw the approachingz ftrain, the engine we=s vorking steam ond
he thoucht 1t was nerr gifnsl 62.2. Eoth he n the flagman
trica to ston 1t, the flagman meving his red flag =and he weving
his cep. He thought the enginemsn aneverré their signals when
near th- etation. The traln passed the croegine at » epeed of
about 25 miles per hour, snc the speed wes reduced to sbout
€ nlles per hour s% the time of the sccildent. It was daylight
end 1t was mistineg at the tiwne but there was nothing to prevent
the enginemen of First 88 from seelng either signal 61.2 or the
flagman.

Confuctor Green, of No. 76, stated that ~fter his
traln etoppad and he hed bheen informed¢ »f strikines the sutomobils,
he looked tack and couldl see s fistance of two signel blocks
end he ss™ an objleet on the track st the crossing. He gave a
back-up signal snd rode =t the front end of the elrhth cer and
could see behind his trein by looking through the obeervation



car. The visibillity wes good and he conslcered 1t sefe to

make this movement ™ithout having a flagman precede the traln;
the flagman was on the rerr end of the rear cser during the
back~up movement., The conductor saw some one remove &n oblect
from the track, =hich he observed as they neared 1%t to be an
automoblile and it proceeded over the crossing, Ag soon A8

the trein stopped the flagman and hesd brakeman ran back and

he took up a position on the ground nesr the resr of the
train, st which time Firet 68 was not in sight. Looking back
from his position on the track he could see thet slgnal 6l.2
vas in stop posltion, eignal 62.2 was 1n ceutlon position and
he could see the falnt outline of the next slfndl but could not
gee 1ts posiltion When he saw the heedlight of First 68 emerge
from a rain storm he watched the flseman ~ho contlnued goling
back and he saw him weve hils rcd flag at & point from 10 to 12
telegraph-pole epaces to the resr of his train =hich he
estimated to be s distance of ebout 500 feet., He realized thet
the approsching trein was not grine to stop wien 1t psssed

over Main Street c¢rosein,, west of Rocky Rldge, loceted ap-
proximately 3,675 feet mect of sipgnnal 61.2, st which polnt

the speed wag between 55 and 60 miles per hour end the engine
va8 worklng steam, He turned around to give his englneman a
proceed eignal, but saw sore one on the ground whom he tock

to be the englneman. He dlA not sce any sperks or fire flylmne
from the brake shoes of First 68, but there appesred to be con-
sideratle dust when the trein passed over the crossing, and

the engineman closed the throttle before the collision occurred,
Conductor Green furth=r stated that his trein had been atanding
about 3 minutes before the accident occurred sné that the
marker lights on his o™n trein were burning.

®

Flagman Peterson, of No, 76, 8tated thet ps soon os
his train stopped, follo™ine the beck-un movement, he snd the
heaé brakeman went back gs fast as thev could to the crossing,
looking for the automobile end expecting to find 1t in the ditch,
but it was not there. As they started teck the hesd brakeman
steted thet he gav » heedlipght a considersble dilatsnce to the
resr, but the flagman could not see 1t, although he could see
a dlstance of 7 or 8 miles; however, he wmpg not concerned shout
the headlight =t that time as they were looking for the suto-
moblle. When they resched the croseing, the hesdlight of First
68 was seen mnd appearcd to be about li mlles dletent. They
both fleagged the train, remsining nesr the crossing, and the
engineman finslly sns ered thelr efignsls when about 1,500 feet .
frem them, It sounded sa thoush the engine =os vorking steam
wlth the brekes appliec; the throttle wee closed, however, be-
fore pessing them., He estimsted 1ts epsed to have been about
20 miles per hour as it paseed them and the ssnders were ppen,
but the brakes 4i¢ not appear to be effective. Flagmen Peterszon
further stated thset he had fusees with him, but d1d not think it
necessary to light one, as he thought the engineman had sufficlent
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time to stopr his train. He algo stated thet there wss no
necessity for him to go west of the croesing as hils treain
was headed eset; as Tar as the automobile was concerned they
were readv to o, but then First 68 appeared. It haé been raln-
ing intermittentiy, but it waes not rainipe at the time he went
back to flag.

Engineman Callon, of First 68, stated that sn alr-
brake test was made at Toledo and & running test en route
after leaving that point; the brakes functioned proverly.
Cn aspproaching Rocky Ridge 2 hesvy rain wes falllng and due to
the rgin blowing in, he had the front window oven only ebout
2 or 3 inches and he wss lookine anesd through the opening, but
d1d not see the yvellow indication of 2lgnal 62,2 untll he was
sbout one-quarter mile from 1t. He called 1ts indicetlon and
remarked to tne flremen that a surprise teet must be in
progress, The speed of the train was sbout 75 mliles per hour;
he made an 8-pound brake-pipe rcduction, operated the fore-
stalling device of the sutomatlc traln-stop system end closed
the tbrottle, peesing cignal 62.2 at » speed of about 70 mlles
per hour. He made a further reduction, but as the brakes did
not seem to be effectlve he made a third reduction, meking a
total reduction of 25 pounds. He sam the red snspect of cignel
61.2 when # ghort distsnce east of signal €2.2, end was maklng
the reductions to etop at signal 61.2. Fe then ssw the flagman
and placed the breske valve in emergency uosition, answered the
flegmen'e 8ignals, and thoen se ing No, 76 he onened the sanders,
reversed the englne #nd opened the throttle slightly. He
thought the gpeed hnd been reduced to 7 or 2 miles per hour
at the time of the rceident, and 1t was his opinion thet he
would have been sble to stop his trein within a di-~tence of 2
more car lengthe, He stated that the rescon he did not see the
gignal indicatione sooner was due to the rain, but he had
passed out of the shower at the voint of the acecident. FHe gald
that had he known No. 78 wes gtending jJust east of gignal 81.2
8t the time he first sasw the yellow eanect of signal 62,2,
he would have made heavicr breke applications and +ould heve
been able to stop west of signel 61.2. Me thought thet 1f he
had not forestalled at signal 62.2 he would hsve been sble to
gtop ghort of No. 7€ becsufe a full =ervice spplicatlion cf the
brekes would heve occurred automaticelly end this appllcetion
would hsve been beyond his control.,

Fireman Warnes, of First 68, rlso eteted thet due to
the hesvy rain they mors unable to see the indication of signrl
2.2 untll less than one-quarter mile from it. The engineman
immedlately applied the oir brakee, overeted the forestalling
Terture of the autometic train-stop device and they proceeded
toverd the next signal st a rete of soneed which he consldered
8afe, thinking thet they had ample time to stor. When ap-
proximatelv one~quarter mile from signel A1.2 he gaw the stop
lndleation snd the trailn ashesd, steting theat up to thst tlme he
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could not see atther the signal or the trein due to the railn.
He had hig front window open about 4 inchea, He wss unable

to say how meny brake plpe reductions the englnemen macde, but
the latter spplied the braskes 1n emergency, reversed the

engine and opened the throttle eslichtly. He estimeted the
epeed to heve been sabhout 10 miles per hour at the time of the
accident, He indloated thet if the engineman hed not fore-
stalled, the trrin possibly would have stopped short of No, 76.

Conductcr Lenz, of Firet 88, ftated thet he was
in the diner =nd his train wee traveling at e speed of 65 or
70 mileg ver hiur vhen he felt a service sppllication of the
brakes Just west of the stetlon at Rucky Ridge. He thought
the trein then treveled a dlstance of about three-fourths
mile ~hen the collision occurred, asteting thet he walked
through two cers from the time he felt the firet apolicetlon
until he felt a heavier applicstion et the time of the
geeldent, and he 413 not feel an encrgeney epplicetion,

Heerd Brekeman Gege, of First 68, atated that he head
just stepped out u»on the re=r vletform >f the reer csr when-
he felt en application of the air brekes., I% mas Tsinlng end
he could not be sure a8 to their location, but stated that
vi1thout doubt they were west of =lgnsl 62.2 when the spplice-
tion wes mace The flagmen threw off s fufee in the vieclnity
of slgnal 62.2, =lthough the brekeman 417 nct obrerve the
signel =hen they pesced it. The brakesa had not been relsased
rnd the speed wes being recfuced, but he ¢1ad not feel enother
brake annlication until Juet before the sceldent when he felt
an emergency snplicstion, et which time the epeed was sbout
10 miles per hour.

Flefuen Swanker, of First 68, etated thet he was on
the rear nlatform of the trein end when sbout hslfway between
Graytown and Rocky Ridee, or noesibly s little neesrer Rocky
Ridge he felt an applicetion of the esir brekes. After heving
treveled sbout 1 mile he felt » geecnd epnliention of the
slr btrekes. Reerlizinc thet the train wsg golng te stop, he
threw off » lighted fusee mhich landed nerr the stetion.

He wag of the oninion thsat the brakes had been relensed
after the first epplicetion.

SBtatements of the t'c englnemen who cwersted engine
9418 of First €8 from Chicego to Elkhert and Elkhart to
Tolefo, mere to the effect thet the sutomatic train-stop
and eir-breke equilpment functioned smtisfectorily en route.

Assistant Night Foremen Reeves, at Toledo, stated
that on the srrival of both No, 78 and First €8 the sir brakes
vere tested snd all air-hreke eguipment wee An goof candition
and functioned properly.
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Observations of Comnisslon's Inspectors

Examination of the speed~recorder tane with which
engine 5416 was equipped indicsted that » speed of more than
75 miles per hour hed been maintelned for more than 7 mlles
to about 2,500 feet weat of the polnt of sccident. The tape
then indicated s very rapid deceleration at firet, dencting
& heavy breke application, followed by a precipitous decline,
dencting an emergency application; the valve pilot at this
point showed a reverse movement of the velve gear.

Alr-brake teats were conducted on August 5, 1238,
in the vlcinlty of Roecky Ridge, using a traln mesde up 1n the
gsame order and with the same type of brake equlipment on both
the engine and the cars as wag on First 68 at the time cf the
accident. At the time of these tests the weather was clear
and the rell dry. The totel length of the traln, including
the engine, was 1,237 feet. A test made ot Toledo before
ite departure showed the riston travel on the four stream-
lined sleeping cars to very from 4% to 5% inches; on the other
cars 1t veried from £ to 72 inches. The tests at signal 62.2
were as followe!

Firet test

The eclrcult for the inductor ot signel 62.2 was
opened for teet purposes. The train attalned a speed of 76
miles ver hour at the inductor and, es intended, a full
service automastic Mlake sopplication res made, with the throttle
mide opeén, and the tresin stopped in a distence of 5,107 feet,
at 2 point 743 feet west of signal 61.2, and 973 feet west of
the point of acecident. The throttle wag not closed until
after trein had stopped. The elavsed time was 1 minute &
seconds,

Second test

The circuit for the inductor at signsl 62.2 was
onened for test purposes. At » polint 1,000 feet west of
slpnal 62.2, when the speed was 76 miles mer hour, & S-pound
service reduction wes amade, and after forestsllinc st the
Incductor the throttle was cloged ancé e further reduction of 8
pounds wes made, meking a total of 17 pounds; end after
brake-oipe exhaust ceared, an attempt wee mede to meke a third
reduction on pessing a white marker, but an emergency ap-
Pllcation was then made »t or almost st the same time. The
whlte marker wss located 2,500 feet west of signal 61,2,
the location et which the enginemen on First 68 stated he
first observed the flagman of No. 76 snd made the emergency
application; the train stopoved in 4,594 feet, which was
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2,256 fcet west of silennl 61.2 and 2,486 feet »est of the
point of sccident, and the elapsedi tlme wag 1 minute 8 seconds.

Third test

The inductor was restored to normel conditlon st
slegnal 82.2, and with the train approaching the gignal at 82
miles per hour an emergency spplication was made ~hen the
eab of the engine pssesed the signasl, sfter vhich the throttle
wae c¢losed and the trein stopped at a polnt 3,111 feet beyond
the signal, which wea 2,739 feet wegt of slgnal 61.2, end
2,969 feet wegt of the point of ascecident, the elapsed tinme
belng 43 seconds.

According to surprise-test records, Engineman Callon
wng gliven six teaste in 1935, three in 1936, tro in 1937, and
tro in 1638, snd in =11 instarces his performance was gatle-
factory. He wes last clven a viesion expmination on July 22,
1938, vhich iIndiceted that glasses were not necesgsary.

Reley ond signal tests mede on August 1, immediately
following the sccident, ond track inductor tests made on
February 7, Aoril 27, »nd July 1, 18938, showed =11 velues
within the prescribed limits set by the New York Central
System Signel and Train Contrnl Committee.

Discuesgion

No. 76 was stopped Aue to striking the front end of
an automoblle at & gracde orossing located 1,496 feet east of
the station at Rocky Ridge, the train stopping 6,640 feet
beyond the crossing, On instructions from the conductor the
train was then backed agrinst the current »f traffic to o
point 230 feet eaet of gional 61.2 and 1,210 feet eeat of the
crossling; in making this movement a flagmen a8 not sent back
to protect the train, in spite of the fect that the schedule
of No. 68 at Millbury Junction, the 1lsst noint west of the
polnt of accident where time is ehovm, was only 10 uinutes
later than that of No. 78. Under the rules vhen o trasln stops
under circumstances in which it may be overtaken by another
train, the flagmsen must §o back 1mmedlstely =ith flagman's
elgnals A sufflcient distance to infure full orotection,
placing two torpedoes, and when necessery, in addition,
lighted fusees, and when dny signels cannot be plainly seen
owlng to meather conditions night eignals must also bs used.
Under these circumstances the flegman should heve been sent
back a sufficient ¢ietsnce to insure full proteotion hefore
the back-up movement was nacde, but inetesd the trsln backed
up immediastely =ith the flagman on 1t. As soon s 1t stopped
he went back to the croesirg expecting to find a demaged
automobile but it wss not there. He mas accompanied by the
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head brakemen and when they reached the crossing they saw

the Heesdlight of First 68 which appesred to be about 1 miles
distant. He then waved a red rlag but his signsls rere not
answered until the aprroaching trein was about 1,500 feet

from him. According to his own etatements he could have pgone
farther west but he etated that there was no necesslty for

him to go west cf the croesin%fwhen they were headed east.

The fact that the engineman ofl First 68 did not answer his
8lrmnals should have indicated to the flagman that the engineman
did not see him end shsuld have influenced him to tske further
action by lighting a fusee While the statements varlied as

to whether it vps raining at the time of the accident and
whether vigibility wes obscured by the rain, showers were
occurring intermittently snd the sun set about eixteen minutes
later with the result that 1t was twilight. His own engineman
stated thet at times 1t was difficult to gee any great dlstance,
and the engine crew of First 88 stated thet their view ahead
was restricted by the rain. Under such condltions, there 1s

no doubt that a lighted fusec would have Been seen at a greater
distance than a red flag. According to the evidence the
headlight on First 68 and the markers on No. 7€ were burnlng
which indicates that certain members of both crews recognlzed
the fact that weather conditions warranted the use of night
slghals, but the flagmnan of No. 76 di1d not take a red lantern
and a white lsnterp with him, which was required under the
provisions of rule 35. Hed the flegman used 2 red lantern
instesd of a red flag in flagging Firet 68, it 18 probable

that the enginemsan would have seen the hend slgnals earlier,
which would have gi¥en him a greater distence in which to

stop his train.

According to the engineman of First 88, he was operating
his train at & speed of about 75 miles per hour when he ssw
the green~over-yellow aspect at signal 62.2, but he did not
at once reduce the speed to not in excess of 30 miles per hour
a8 required by that signal indicstion; he mede sn 8-pound brake-
pipe reduction when he saw the signel, operated the forestalling
Teature of the automatic train-stop device snd closed the
throttle, peesing that eignel at 2 speed of ebout 70 mliles per
hour. He then meade further reductions, making a total of 25
pounde, and when he saw the flagman he placed the brake valve
in emergency position, opened the sanders, reversed the engine
and opened the throttle elightly. The speed-reccrder tepe with
which encine 5418 wgs equipped, however, indicetes that a speed
of 75 miles per hour wag nmaintalned to a point approximately
2,500 feet from the point of accident. The tepe then indiceted
& very rapld rate of deceleration, denoting a heavy breke ap-
plication, followed by a precipitous decline, denoting an emer-
gency spplication, sné¢ the valve pilot st this noint shows a
reverse movement of the valve gear. Due to the small scale of
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the recorder tape, which 1s One-half incr to 1 mile, the
distance can be only approximated. However, the record of the
speed-recorfier tape is corroborated by employees on both
trains involved; according to the conductor snd flagman of

No. 76 the engine of First 68 was working steam anc 1t was
running at high speed as it closely approached their train,
and the conductor and heed brakeman of First 68 felt o service
application of the hraksse when gporoaching the point of ac-
cldent, followed shortly by & heavier application at or sbout
the time of the collision. '

After the acocident three brake teets were conducted
at Rocky Ridge, using similar make-up of train with the same
type of alr-brake equipment ns was employed in First 68. In
one test with the train treveling at 76 miles per hour the
brekes were allowed to apply 1n service automstlically at the
eutomatic traln-stop inductor st signsel 6£.2, and the train
stopped 1n a dlstance of 5,107 feet, which wes 873 feet west
of the point of scetdent. In enother test, with the traln
traveling at s speed of 82 miles per hour sn emergency appllca-
tion wes made by mesns of the engineman'e brake valve when the
engine ceb passed the signal, snd the throttle wag closed;
the train stopped in 3,111 feet, which wes 2,960 Teet west
of the point of accident. A test was slso comducted in an
attempt to duplicate the brake-pipe reductions on the night of
the accident, as stated by the engineman. A%t a point av-
proximately 1,000 feet west of the Bignel, a S-pound service
reduction was made, snd after foreastalling st the inductor the
throttle was closed®and a further reduction of 8 pounds was
made; and after the brake pipe exhaust ceased a third service
reduction was started, followed immedistely by mn emergency
application, the train keing stopped 4,594 feet from the point
where the firast reduction was made, mhich was 2,486 feet west
of the peint of accident, It was raining at the time of the
aceident but the tests were conducted during dry westher; how-
ever, theee tests chow conclusively thst had the engineman
made the gervice reductionsf and emergency application as stated
by him, his train would have stopped short of signal 61.2., These
teste demonstrated that had the engineman not opersted the fore-
stalling device of the autamatic train-stop system, thereby
allowing the brakes to be applied automstically at signal 62.2,
or had the engineman himself properly operated the train brake
equipment, the automatie train-stop brske applicsetion being
foresftalled, the speed of this train could have been controlled .
a8 reduired by the eilgnal indications which were displayed,
and the train could have been stopped in time to avold over-
rumming the stop signal and to avert the accident.

In previous accident investigation reports attention
has bgen called to the fallure of snglnemén properly to control
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the specd of their treine after onersting sutomatic trein stov
forestnlline devices. The rules cof the New York Central
Reilrosd specifically require that enginemen must not fore—
6tell sn sutometic bPfake apnlication until after » restrictive
gignal Indicetinn hag8 teen observed snd ie belng cbeyed, In
the reports covarinz the accidents which nccurred at Crugers,
N. Y., on August 31, 1934, ané at North Germsntorm, N, Y., cn
April 17, 1938, the attention of cfficers of the New York
Central Rallroad was directed to the dangerous prsctlce of
running cn yellow gignals without reducing svneed ss requlred

Ty the rules, andé 1t wes stated that consideration shcould be
given the queetion whether forestelling devices should te
continued a8 a mart of the automatic train-stop system. If
supervisging officers coannot enfarce compllsnce with the rules
for the control of gneed end the operetion of the sutomatlc
train-stonp devices, 1n the interest of esfety serisus con-
slcderation should be glven to such mnéification of the automatic
traln-~-ston devices as 111 insur: that the speed of trelns will
be automaticelly controlled in conformity —ith restrictive
glgnal indicetions.

Conclusion

Thls accident was caused by failure to operate Firet
€8 In eccordence with eiznal indications ané by failure to
provide acdequate fler nrotection for No. 76,

Recomnendeticn
»

It is recommended that responsible sfficials of the
New York Central Rallroad give consideration to further means
of insuring that the speed of treins operating under restric-
tlve signal Indlcations =ill be properly controlled.

Respectfully submlitted,

W. J. PATTERSON

Director.
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