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Railroad: New York Central
Date: Jenuary 19, 1940
Location: Wickliffe, Chilo
Kind of accident: Rear—a2nd collision
Traine involved: Pagsenger ! Passenzor
Traliln numbers: Extra 5444 Zest i Extra 5440 East
Engine numbers: o444 ¢ 5440
Consigt: 8 carg : 6 cers
Speed: Standing : 22 . p. h.
Oneration: Automatlc block-gional and

automatic traln—-stop system

Track: Four; tangent; 0.12 perccent
ascending grade eastward

Weather: Clcar

Time: 10 p. nm.

Casueglties: 10 injured

Cavse: Failure to provide sdcauvate flag

protectlion for preceding train
end Ialluro to cperate folicwing
Toaln in eccordance wlth signal
indicatiors
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Merch <4, 19240,

To the Commission:

On January 19, 1940, thorc was a rear—end collision be-
tween two pessenger tralns on the New York Centrel Rallroad ot
Wickliffe, Ohio, whlch rosulted in the injury of “threz passen-
gers, four dining=car employecs, one Pullman smployec and two
frain~service employces. Tnis investigation was made in con-
Junction with represontatives of the Fublic Utilities Comaission
of Ohio,

Location and Method of Oncration

This accldent occurrcd on that psrt of the Erie Division
vitich extends bcetween BR Signal Statlon, Ohio, and Bay View,
N. Y., a digtance of 163.4 milez. In tne vicinity ol the point
of acclident this 18 a 4=track line over wilch trains moving with
the current of traffic arc operated Ly an ~uvtomntic bleck—-signal
and automatic train-gtop system; sionecl indications supcrsede
time-teble superlority. The nmain tracks from south to rorth are:
No. 4, eastward freight; No. 2, ecastuard passensoer; No. 1, west-
word pesscnger, wnd No, 3, westword Ireight. The accident occurrg
on trock No. 2 at o point 150 feet cact of Wickliffe station.
£n roccning thig point from the vest there i1¢ o tangent which ex-
tends approximetely T milee to the point of aceident ond 4 miles
beyond. The grade 1y 0.12 percont acscending castwrrd at the
voint of nccident,

The signale which govern castwerd movenents on track No. 2
ore QD home signal, automatic-Dblock signals 1756.2, 174,2, and
173.2, BR home signnl, automatic-block sicnals 171.2, 170.2, and
109.2, and arc located, respectively, approximctely 6 miles,

5,3 milag, 4.6 mileg, 3.9 milcs, 3.2 milecg, 2.20 nilog, L.2
mileg, and 780 feet vest of the point of accident. All signals
are approach=lighted one block in advence; the cignals for tracks
Nos. 2 and 4 become lighted simuvltaneously. The agnects and the
indicationg of -signals involved in this accident are zs follows:

g
i

Aspcet Indlcetion
Red=over-red=-over-ycllow Proceed ot restricted gpeed
Yellow=over—red—~over—red Proceed preparing to stop at

e
next signal. Train exceeding
medium spced when indicatlon
is gecn ruct at once reduce
to that spced.
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Yellow=over—green Proceed approaching next
slgnal at medium gpced.

Yzllow-over=red Proceed preparing to stop at
next signal. Train exceeding
medium speed when indication
1s seen must at once reduce %o
that speed.

Red=over~red Stop; then proceed at restrict-
cd speced.

Mediun speed ig defincd as a speed not exceeding thirty
miles per hour.

Restricted spced ig deflined as a speed not exceeding that
which will enable a train to stop short of trailn ahead, ob-
struction, or switch not properly lined, and look out for broken
rail.

The automatic train—-stop gystem is of the intermittent-
inductive typc and cngines arcequipped with forestalling devices,
When o broke applicatlion is forestalled by an englneman, the

train moy proceed under his control in accordance with operating
rules.

Ruleg for the operation of the automatic traln-stop system
provide as follows:

Rule 6. Enginemen must not forestall
until after signal indication has been
obgerved and is being obeyed.

Rules 18, 18 (k), 29, and D-251 of the operating rules
and time=table special instruction D~251 read in whole or in
part as follows:

18. Comrmunicating Signals. Note. The
signals preacribed are illustrated by "o

for short socund: ! " for longer
sounds.

L
16 (k). Sound. ¢+ Indication.

WVhen running = brakes sticking; look

back for hand signals.
oW %

99. When a %raln stops under circumstances
in which it may be overtaken by another



train, the flagman must go back immediately

with Tlegman's signals a sufficient dlstance

to insure full protection, placing two tor- ’
pedoes, and when necessary, 1n addition,
displazi%g*lighted fuseceg. * * #

When o train ig moving under circume
stonces in which 1% may be overtaken by
another train, the flagman must take such
actlon as may be necessary to insure full
protecticn. By nitcht, or by day when the
view ls obscursd, lighted fuscce must be

throwvn cff at proper intervals.
LU L

D=-251. On portvions of the road so specified
on the timetable, Trcins will run with the
current of traffic by bloek slgnals whose
indications will gupergedc time-table
superiority.

D=251. Special time=table instructions.
Rule D=251 governs:

Between BV and BR.
* W *

Bulletin instructions to employees, dated November 17,
1931, read as follows:

Effectlive 12:01 AM, November 20th, 1931,
on the Main Line betweer Chicaso and
Buffalo, discontinue displaying signals
for additional sectlone, and instzad, run
them Exira.

The maxinmun authcorized speed for the tralns involved is
80 miles per hour.

The weather was clecar and the temperature was approxi-
mately zero at the timc of the accident, which occurred about
10 Pe M

Degscription ‘

Extra 5444, an east-bound passenger trainy with Conductor
Purdy and Engineman Anderson in charge, consisted of envine 5444,
one baggage car, three Pullman sleeping cars, one Pullnu~ clv™
car, two Pullman sleeping cars, and one dining car, in the ovder
nemed; all cars were of stecl construction. This %rain.departed
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from Collinwood, 6.08 mileg west of Wickliffe, at 9345 pa. m.,
according to tihe evidence, passed BR, about 3.2 mlles west of
Vickliffe, at 9:54 p. m., stopred with its rear end 780 feet

east of signal 16%.° because tne brakes on the fourth cor did
not releare, and the rear end was struck by Extra 5440 Eacst.

Extra 5440, an east-bound passenger iraln, with Conductor
Eroler and Engineman Hunt in charge, consicted of enginc 5440,
onz passenger—beggage coar, one coach, two Pullman slceping ceors,
one Pullman club car, and onc Pullman elecping cer, in the order
naned; all cars were of stcel construction. This train departed
from Collinwood &t 9348 p. m., according to the evideace, passed
BR at 9:55 p. n., passed sicnal 170.2 displaying o yellow—over-
rcd aspeci, pasced signal 169.2 displaying a red=cver=rcd aspect,
and, while moving at a speed of 22 miles mer hour as indicated
by the tare of the speed rccecrder with which engine 5440 is
equipped, collided with the rear end of Extra 5444,

The impact shoved Extra 5444 ghecd a dlstence of 21 feet.
The engine and Tirst four cars biroke awey from the rear vorition
cnd gtopped 70 Teet ecgt of the fifth conr. The recr valr of
wheels of the front truck of the first car wos derailed. The
vest truck of the rear cav vas dersiled to the nortn side of the
track. fngine 5440 telescoped the rear cend of the reor car of
the preceding train o distence nf 8 feet and the wreckege fouled
tracks Nos. 1 and 4. The front end of engine 5440 was consider-
chbly demaged. Because of o broken knuckls, the folloving treain
became parted between the second and third cars and the two
portions stopped about 6 feet apert; the rcar end of the second
cor was oL center.,

Th~ employees inJurad were thc conductor and the baggage-—
man oi Extra 5444,

Sumnary of Evidence

Engineman Anderson, of Extra 5444, statzad that an alr-
brake test was made at Collinwood, and the brakes werc reported
os functioning properly. At Nottinghem, about 1-1/2 niles east
of Collinwood, he made a running air-brake test by means of a
15=-pound brake-pipe reducticn, after vhich he thought the brakes
relcased properly. Soon cfter the train passed BR, when the
speed was about 50 miles per hour, hec heard once long blast scunded
on The trein alr-cignel whistle. He looked toward the rear of
his trein but, becavse of trailing smoke and steam obscuring his
View, could not see signals. Juct west ol signal 169.2 nec heard
enother long train air-gignal whistle signal and at that time ob-
served a fusee displayed toward the rear of the train by a member
of the crew. He made a service application of the brokes and



tre train stopped with the reer end stunding Just east of Wick-
liffe station. The brakemon told him that the brakes of & car
were stlcking, but he d4id not signal out the flagman because he
expected the stop to be of shert duration. He sald that als '
train stopped at 9:55 p.m. and the acciaent occurred about 1
minute later. After stopping, he saw the hcadlight of Extra
5440 approaching from the rear but thought it was moving on track
No. 4. He did not sce his flagman at thls time. A light enow
was falllng but it did not restrict his vigionj signal aspects
could be seen a diestance of =bout 1 mile. All signals passed
were dlsplaylng procecd indications for his train.

Firemen Bender, of Extra 5444, corroborated the state-
ment of hiz engineman in all essentinal details.

Conductor Purdy, of Extra 5444, stated that an alr-brake
test was mnde at Collinwood. He cid not Xnow the reason for his
train stopping at Wiskliffe until after the accldent occurred,
when he was informed that the brakes on ths fourth car would not
release. He had just entered the rear cer when he felt the
brakes become applled, and he saw tha flagman get off the reer
of the train while 1t waes moving at a speed of 5 or 6 miles per
hour. The flagman started back immediately, weving stop signals
vith o lighted Tusce. ATt thls time thc conductor cbeacrved the
headlight of Extra 5440 soout 1-1/2 milec distant ond then starte.
toward the front end of the train to ascertain the reascn for the
delay. He ssid that his traln stopped about 9:55 p. m. and the
collislon occurred sbout 1-1/2 minutes later.

Brakeman Pzge, of Ixtra 5444, 3teted that vhen his traln
wes approaching Wickliffe he was maintaining a lookout cnd dls=—
covered that the brakcs on the fourth car had not rcleased. He
sounded one loas blast on the train alr-gignal system %o signal
the ongincman to look back for a heond signal. Taere beilng no
response to the first slgnal, he lighied a fusee to signecl the
engincmen and repeated the signal on the train ailre—sicnnl system
wnd with the fusece gave "brake sticking" sipnrls to the engine-
nan . The brakes werc gpolicd and the train stoppcd. He im—
mediately got off the west end of the fourth car and obscrved
that the brakes were releascd on the recr truck of that car but
cpprarently were applied on the front %truck. While exonining the
brzkes he observed the headlight of Extra 5440 about 5 or 6 car
lengths distant from the rear of hils train and his flagran wavin
o li7:ited {Tuses. He gald that visibility was unrectrieted and a
heod. <..¥ could be seen a distance of several miles. He was of
Tthe ¢ruton hlg train was stopped about 1 minute before the accl-
dent occurred. No previous difficulty wlth the brakes had been
gxpaerienced during the trip from Toledo, Ohio, 122.64 miles west
of Wickliffe.
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Baggageman Hazen, of Extrez 5444, stated thot when his
train stopped at Wicklifre he looked out the south vestibule
door of the second car and saw a lizhted fusse at the rear of
his train. At the swre time he saw the reflection from a head-
light to the rcar of his train znd soon afterward the collision
occurred. .

Flagman Hoffmon, of Extra 5444, stated that prior to
the accident he experienced difficulty in keeping the sout
marker lighted and he placed it on the rear platform. Waen his
trnin pasred BR ke wag on the rear platform of the reaor car and
at that time became awarc of an odor such as 1s glven off when
brake shoes are hot. Bec-uce there was no door at the south
side of the rcar platform he wont to the front end of the car to
inspect the south side of the train. He looked ahend and saw
a "breke ovizking" signal being given with e lighted fusee. When
the braxes werce apolied e retuirned to the rear platforn to pro-
vide flag protuection and obssrved the headlight of an cporoaching
frain whick h2 thought was zbout 3 miles distans. He immediatel;
lightcd a fusce znd Jumped ¢ff; ot t-is time the speed of his
train was abnut 8 niles per hour. Procceding soword the approack
ing traln, he waved sitop signals vwith the fuses, but did not re-
celve any aciknovledgment. He asuccended in geing back only 1 car
length fron the polnt waere he alighted before Extra 5440 passed
him. He ctated that after the collisicn, which cccurred aboul
45 seconds after he got off his train, he was svending about
1-1,/2 car lengths shead of the rear ond of Extra 5440. He ob-
served that tnc north marker on his Train was s3ill burning
after the accident but he waes unable to locate the sruth marker.
He sald that in most ingstrnces when the brakes arce anpllied to
reiease sticking bralkes, 1t 1s uvnusunl Tor the wrain to steop;
congequently, in thig ingvance, he 314 not enticipefte that hls
troin woula be stopped and did not throw off a fusee. Ee under-
atood that the automatic block svstem 811 not relieve o flagman
from complying vith the flagging rule; however, 1t was his
opinion that, because o¢f the density of troffie, many trains
would be gtopped 1f fusees were dropped off eacn time the brakes
becone applied.

Dining Car Steward Da¥enport, of Extra 5444, stated that
ter his train stopped at Wickliffe he observad the Tlagman
waving a lighted fusce from a point about & car lengihs west of
the rear of the trainj he 2lso obgerved the headlight of an ap-

Proaching train atv a point very closas to the flagman.

Engineman Hunt, of Extra 5440, stated that after he took
charge of engine 5440 at Collinwood engine-housc the automatic
train~stop device was tested and it functioned propoerly. Before
departure from Collinwood an air-brake test was made and the
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brakes functionecd ovroperly. About 2 or 3 minutes after Extra
5444 departed, his om train deperted from Collinwood. The first
sutomatic signal passed was displaying a yellow-over—~red aspect
and at that time the speed of nis train was avout 20 mlles per
hour. The next slgnal was displaying a yellow-over—green aspect
ond he increased the speed to about 30 milcs per hour, thon made
a running test of the brakes, wvhich reducsd the speed to 20 miles
per hour. Yellow-over-red asnects were displayed at the ncoxt
three signals ond an automatic train-stop application of the
brokes was forcstalled at eachh of these signels. He was of the
opinion that the speed of his trein when passing these signals
was between 40 and 485 miles per hour, and that he had amnle dis-
tonce in which to stop hig train ot any signal in adveince. Be-
cause he was meintaining a constant lookout gshead for restrictive
signal indications, he was unable to watch the sgeecd as indlicated
by the spced recordor. Signal 170.2 was disgpleying a yellow-
over-red asoect, which he acknowledred by forestalling, and his
train passed 1t at a sveed of cbout 45 miles per hour, He said
that he understood o restrictive signal indication redquired a
train to be operated at a speed not exceeding 30 miles per hour;
however, he 11d not reduce speed as he thought Extra 5444 would
grodually outdlstance his train. Immediately after passing
slgnal 170,2 he saw the red signal ahcad but he ftook no action

fo reduce speed as he expectecd 1t to change to yellow; however,
when his troin had traversed about one-third of the distance be-
tween signal 170.2 and signal 169.2, he became apprchenglve that
signal 162.2 would not change from red to yellow ond he applied
the brokes, making two breke-pipe reductions which totaled 15
rounds. As he thought the service cpplication aid not retard the
specd of the trzln properly, he placed the brake volve in cmer-—
geney positlan and opened the sanders; at thig time he was still
west of signnl 169.C. When hls engine was about 15 car lengths
west of siznal 163.2 he obssrved the rear end of Extra 5444 and,
o short dlstance fto its rear, its fleognan who was hnlding a red
light. In another statement he enild that his light could have
becen a fusee. Since the brakcs were applied in cmergcncy there
was no further action he could take to avert the colligion, which
he said occurred at 10:02 p. m. He thought that he migjudged
the distance required for stopping his train of 6 cars, because
of undercstimating the speed arnd the fact that he wns accustomed
to handling t$rains of not less than 10 cars. Weather conditions
did not restrict vislbility and he saw the aspect of signal 169.2
when his train was passing signal 170.2. He was familiar with
the rule which requlired that an automatic train-stop application
of the brokes should not be forestalled until action had been
taken to obey the requirements of the sipgnal indiceation.

2
o
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Fireman Gorman, of Extra 5440, stated that the air

axes were tested at Collinwood. A running test of the brakes
¢ mode goon ofter departing from Collinwood and the broxes
centrolled the speed of the traln properly. All signals fron
GO tn signal 170.2, inclusive, were dilsplaying yellow lights

¢t the top; si=snal 169.2 was displaying a red-tver-red aspect.
W:cn approaching slignal 170.2 the engineman made a light brake-~
pipe reduction; which seemed to reduce the speed to about 30
mliles per hour. Immediately .after the train passed signal
17042 the fircman observed the red-over-red agpect displayed by
signal 1069.2 and called it to the engincman, who repeated it as
he had done at all signalg. About midway botween signals 170.2
and 162.2 the engineman clcsed the throttle and made two more
brake~plpe reductions, equivalent to o full=service reduction.
He heard the uutomatlc train-atop device click when passing
signal 169.2. Becauge of tratiing omcocke obscuring his view
ahcod, he did not see elther tne rear end of Extra 5444 or 1its
flagnan. He stated that engine 5440 had been cut of the shop
only a few days ond rode so smoothly 1t was difficult to esti-
nate the speed. He did not tiiink the speed of his train was in
violation of the definition cof medium speed and estinated 1t to
be 6 or 7 niles per hour at the time of the accident. He stated
that the enginenan was normal and was nailntailning a constant
lockout ahead. He thought the engineman might hove misjudged 1
the braking power on the short train.

“SO*
58

The statement of Conductor Eppler, of Extra 5440, con-
tained no additional information of importance.

Baggageman Hanley, of Extra 5440, stated that approach-
ing the point of accident he was in the bsggage car. He thought
the brckes on his train were applied about 1 minute prior to
the time of the collision. '

Brakeman Gaerttner, of ZIxtra 5440, stated that at the
time of the accldent he was in the first car. He felt a light
application of the brakcs shortly before the collision occurred.

Flagmen Noccre, of Extra 5440, stated that aftcer hils
train left Collinwood the broakes functioned properly when the
running test wos mede. He was in the rear car at the time of
the aceident and did not fecel a brake application Just prior
to the collision.

Car Foreman Westall stated that subsequent to the acci-
dent the equipment of Extra 5440 was tested at various locations
and the air brakes were found to be working properly.
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Signal Engineer Wiegand stated that inductor, relay, and
signal tests at signals 169.2 and 170.2, made subsequent to the
accident, disclosed all values were within the limits pre- '
gerioed by the New York Central System Signal and Train Control
Cormittece. The signals operated as intended.

CTficigls of the railroad stated that according to the
sneed-recorder tapc of engine 5444, the speed of Extra 5444 was
<C miles per hour when paseing BR and from that point the speed
WeL8 gradually increased until a speed of 50 miles per hour was

tained at a polnt approximctely 528 fcet west of signal 169.2,
and then 1t was roduced.“ﬂpiilv throughout » distance of 2,110
feet to the point where the troin stopped. The specd=recorder
tape of engine 5440 disclosed that after leaving Collinwood
Extra 5440 increcosed gspced te 30 miles per hour and then a brake
application reduced the spead to 22 miles per hour. The speed
then increased graduclly until 1t attained 48 miles per hour
when passing BR, and at a point about 1,056 feet west of signal
171.2 a speed of 54 miles per hour was attained; this speed was
meintained until the train reacned a point 803 feet west of
signal 169.2, then therc was a deceleration from 54 to 22 miles
per hour within o distance of 1,583 feet to the point of collision.

According to surprise-test efficiency records of the
railroad, which pertained to compliance with signal indications,
Engineman Hunt was given four tests in 1938, and oneon January
19, 1939, and in each instance hls performance was satisfactory.
He was last given a visicn test April 18, 1939, and was certi-
fied as qualified for service. He was last examined on operat-
ing and signal rules on September 28, 1939.

Obgervations of the Commission's Inspectors

The Commiscion's inspectors observed the performance of
signals 169.2 and 170.2, on January 20, 21, and 23, 1940; in
ecachh instance the siznals functicned as intended. All inductor
values were within the prescribed limits.

An exeoniination ol sngine 5440 at Collinwood enginehouse,

~de uanuury 24, 1940, A1 clos d that its automatic train-=-stop

dQV1c functioned promor . The air brakes on the engine and
the tender were in SultbbLU conlition for service.

" 'n (I)

Accordinz to information furnished by the rallroad offi-
cials to the Commission'!s inspectors, this carrier has under
wvay a program for installing apparatus in connection with the
velve pilot and speedomster equipment on locomotives which will
indicate on the speed~recorder tape each time the automatic
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train~stop acknowledging-whistle sounds., At the time of this
accifent only eight locomotives were so equipped, and neither
of the locomotives involved was included in this number. This
rro *“wm embraces the equlipping of at least fifty locomotlves
for at purposes, to ascertain the action taken by enginenen
in reutﬂwctive blocks to reduce speed in compliance with thec
rileg. The device will indicate when an inductor in restric-
tZve condltion 1s acknowledged and whether or not the gpeed of
the train is reduced within a reasonable interval thereafter.

Discussion

According to the evidence, Extra 5444 was approaching
Wickliffe when the brolkeman diccovered that the brakes of the
fourtn car werc sticking, and the %rain was stopped with the
rear end 780 feet east of eifnel 1862.2; it had been standing
at this point about 1 minute whon the rear end was struck by
Extra 5440.

There was considerable discrepaoncy in the testimony as

to the time the accident occurred. Three members of the crew
of the first train sald thelr train stopped at 9:55 p. m. and
two of these sald the accident occurred about 9:56 pe. m., while
the other sald 1t occurred avout 9:565:;30 p. m.; the cngineman
of the second train sald the accldent occurred at 10:02 p. m.
Tne first train passed BR at 9:54 p. m. A% this point the speed,
ag indicated by uhe spced—-recorder u“pe, wag 40 miles per hour
and it grodually _ increased to 50 miles per hour at a point ap-—
pwoxLPLtﬂlj 5(8/f%%80 cof signal 1€9. ? -and the traln stopped

at a point, 2,110 fee* beyond th ereforo it appcars that ap=-
proximately 5 ninutes were used by this train from BR to the
point of accident, a dlstunce of 3.2 niles, which would estab-
lisn the stopping tine at 2:52 p. m. The second train passed
BR ot 9:56 p. n. At thile peint the speed, ag indicated by the
speed=recorder tape, was 48 niles per hour, and it increased |
to 54 miles per hqu; at a nolnt about 1 OOO feet west of signal
171.2; this speed vas rnointained until thio train reached a
point about 800 fecet west of signal 169.2 where ropid decelera=-
tion began and, within a distrnce of 1,583 feet, the speed was
rcduced to 22 “Lleﬁ pver hovr, Irom vhich speed an abrupt stop
vas nade at the point of COlllSLOﬁ. At the speed nmaintzined,
approximately 3 rilnuteg 50 seconds running time would be con=
suned from BR tn the poiat cf accident, which would establish
the time of collislon at apovroxinately 10 p. n.

The flagnen of the first train was stationed at the rear
end of the rear ocar and had rnaintained a lookout. When approach-
ing Wickliffe he smelled the odor of heated brake shoes and,
because there was no side door to the south at the rear end, he
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proceeded to the front end of the rear car to look out the side
door. He saw the brakeman giving "brake sticking" signals with

a fusee; the brakes were applied and the train stopped. He did .
not drop off a lighted fusee, as he sald it is unusual for a
t-nin to be stoppred in instances when the brakes are applied
hcrvily to release sticking brakes, but as soon as he became
awarc that his train would stop, he lighted a fusee, and, hold-
ing 1% in his hand, dropped off his train which was then moving
at a speed of about 8 miles per hour. At that time he saw the
headlight of the following train and, running toward that train,
he gave stop signals with the fusec. He had proceeded only abait
1 passenger car length westward when the following train passed
him at a speed which he estimated at 25 miles per hour. The
flagmon said he was 1-1/2 cer lengths east of the reoar end of

the following train Juast after the collision occurred. The flag-
man sald the collision occurred about 45 seconds after he
alighted; the conducter of his train thought the train had been
stonding about 1-1/2 minutes before the accident occurred and
other witnesses thought 1t had been standing about 1 minute.
Under the rules, the flagman was required to throw off lighted
fusees when the speed of his train was reduced Just prior to
stopping at Wickliffe. If he had dropped off lighted fusees

as soon as he felt thce speed being reduced, the engineman of

the following train would probably have been warned in suffi-
cicnt time to take necesgsary action to avert the accident. As
the preceding train moved more than 2,100 feet after the brakes
were applied before the train stopped, 1t appears that the flag-
mon should have becn able to drop a fusee a considerable dis-
tonce weet of the point where the rear of his train stopped.

The engineman of the following train said that visibility
was good and each signal in advance could be seen as 1t became
lighted. For a distance of gpproximately 6 miles all signals
passzed en route to the point of accident were displaying re-
strictive indications. He operatecd the forestalling device at
all signals except signal 169.2, and, being aware that the pre-
ceding train was close ahead, he maintained a constont lookout.
He thought the prcceding train would gradually outdistance his
train; therefore, he did not reduce to medium speed. He did
not relax his lookout shead to obgerve the speed indicated on
the speced recorder and did not know it was in excess of 50 miles
per hour; he thought that the maximum speed attained by his
troin was about 45 miles per hour and from that speed he would .
have ample stopping distonce. As he passed signal 170.2 he saw
signal 169.2 displaying a red—over—-red aspect; however, not-
vithstanding the fact that he was running under a yellow aspect
and that he could see the red aspect ahead he did not at once
reduce speed as he thought signal 169.2 would change to a more
favorable indication before his train reached it. According to
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his statement, when he had traversed about one-third of the
distance between signals 170.2 and 169.2 he thought the signal
misht not change and he made two brake-pipe reductions which
toteled 15 pounds, and then, becdming alarmed that his train
would not stop short of signel 169.2 he applied the brakes in
enercency. The speed-recorder tape lndicated that deceleratlon
strrted at a point only 803 feet west of signal 16892, but
moing allowance for the time required for the brakes to apply,
1t appears that the application was startz2d at a point about
1,100 fzet west of signal 169.2. The englneman sald that the
brokes did not seem to hold as well =¢ on other occasions, but
he thought thls was because he was accustomed to handling longer
trains. Just after meking the emergency application of the
brokes, the engineman saw the rear end of the preceding traln
and also lts flagman, who was swinglng a red light, a short
distence to 1ts rear; sincc the brakes were already applied in
emergency there was no further actlon the engineman ocould toke
to avert the accidcnt. The rulées requlre that enginemen must
not forestall an autcmatic train-stop application of the brokes
until after a restrictiva signal has becen observed and is being
obcyed, and the engincman so understood. If he had not oper- -
atcd the forestalling device when passing signal 170.2 or 1f

he had properly controlled the speed of his train after fore-
stolling ss required by the indication of signal 170.2, un-
doubtedly the train could have been stopped in time to avert
the accident. This enginemon also understood that under the
rules he was required to reduce speed to not exceeding 30 miles
per hour at signal 170.2 and to approach signal 169.2 prepared
to «top; however, his train passed signal 170.2 at a speed of
cbecut 54 miles per hour, or 24 miles per hour in excess of the
speed authorized, and this excesslve speed was maintained to
wlihin a short distance from signsl 169.2.

Tests which were made subsecquent to the accident dls-
cloged that the signals involvzd functioned properly and all
values were wlithin the limits prescribed by thls roilroad. A
test of the alr brakcs of cngine 5440 and the cars in its traln
disclosed that the brokes functicned properly. The automatlc
train-gtop device »n enrinc 5440 met the prescribed require-
ments.

In reports of this Bureau covering accldents which oc-
curred on the Neow York Central, at Orugers, N. Y., on August 31,
1934, at North Germentown, N. Y., on April 17, 1938, and at
Rocky Rildge, Chio, on July 31, 1938, th. attention of officlals
of the New York Central Railroad was dirccted to the danger-
ous practice of operating trains under restrictive signals



without reducing sgpeed as required by the rules; 1t was stated
thot consideration should be given the question whether fore- '
stalling devices should be continued as a part of the automatic
troin-stor system, and if supervising officials cannot enforce
comnliance with the rules for the control of speed and the
operation of the automatic train-stop devices, in the intercst
oI safety serious consideratlion should be given to such modi-
ficetion of the automatic train-stop deviccs as will ingure
tnat the speed of trains will be automatically controlled in
conformity with restrictive signal indications. It appears from
the record that in order to obtain more effective enforcement
of the rules governing opcration under restrictive signal in-
dications, a short time before this acclident occurred thls
carrier had started a program of equippling at least fifty
locomotives with apparatus in connection with the wvalve pllo%d
and speedometer equipment to rccord the action taken by englne-
men in restrictive blocks to reduce speed in compliance with
the rules. This device wlll indicate when an automatic train-
stop inductor in restrictive condition is acknowledged, and
whether the speed of the train is thereafter reduced within a
reasonable interval. Neither cngine involved in this accldent
was equipped with this receording device.

Concluslion
This accident wag caused by failure %o provide adequate
flag protection for the preceding traln and failure to operate
the following train in accordance with signal indiesations.
Recommendation
It is recommended that responsible officlals of this
rallroed toke steps immedlately to correct lax observance of
rules dlsclosed by this investigatlon.,
Regpectfully submitted,

5. N. MILLS,

Director. .



