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S U M M A R Y 

D A T E 

RAILROAD 

LOCATION 

KIND OF A C C I D E N T 

TRAINS INVOLVED 

TRAIN NUMBERS 

LOCOMOTIVE NUMBERS 

CONSIST 

SPEEDS 

OPERATION 

T R A C K 

W E A T H E R 

TIME 

C A S U A L T I E S 

C A U S E 

§ § § 

J u l y 5, T958 

New York Central 

New York, N Y 

Rear-end collision 

Freight 

Extra 1051 West 

Diesel-electric units 1051, 
3343, and 1085 

Caboose 

Standing 

Freight 

Extra 1095 West 

Diesel-electric units 1095, 
3304, 3312, 3360, and 1091 

143 cars, caboose 

21 m p h 

Timetable, train orders, and automatic block-signal system 

Double, tangent, 0 40 percent descending grade westward 

Clear, dusk 

8 25 p m 

1 kil led, 2 iniured 

Failure to operate following train in accordance with signal 
indications 
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IN T H E M A T T E R O F M A K I N G 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 U N D E R 
T H E A C C I D E N T R E P O R T S A C T O F M A Y 6, 1910 

T H E NEW Y O R K C E N T R A L R A I L R O A D COMPANY 

October 13, 1958 

Accident at New York, N Y , on July 5, 1958, caused by failure to operate the following 
train in accordance with signal indications 

R E P O R T O F T H E C O M M I S S I O N 

TL'GGLE, Commissioner 

On Ju ly 5, 195R, there was a rear-end co.htion between 2 freight trains on the New York 
Ce n t ra l Railroad at New York, N Y , which resulted in tne death of 1 train-service employee not on 
duty a n ^ m e injury of 2 ^mm-service employees This accident was investigated in conjunction 
with representatives of the New York Public Service Commission 

U n d e r author i ty of s e c t i o n 17 (2) of the Interstate Commerce Act the a b o v e - e n t i t l e d p r o c e e d ­

ing w a s referred by the C o m m i s s i o n to C o m m i s s i o n e r T u q g l e for c o n s i d e r a t i o n and d i s p o s i t i o n 
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Signal 751 

30th Street 
New York, N. 
2.59 Jm. 

79th Street 
1.26 mi. 

103rd Street 
3.04 mi. 

Point of accident 
3.17 mi. 

Spuyten Duyvil 
New fork, N. Y. 

Point of accident-

Mo. 1 westward 

No. 2 eastward— 

-T.C. 
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Location of Accident and Method of Operation 

This accident occurred on that part of the New York Terminal Division extending between 
30th Street and Spuyten Duyvil, New York, N Y , 10 06 miles In the vicinity of the point of acci­
dent this is a double-track line over which trams moving with the current of traffic are ooerated by 
timetable, train orders, and an automatic block-signal system The main tracks from north to south 
are designated as No 1 westward and No 2 eastward The accident occurred on track No 1 at a 
point 6 89 miles west of 30th Street From the east there are, m success ion , a tangent 2,635 feet 
in lenath, a 2°30 ' curve to the right 627 feet, and a tangent 323 feet to the point of accident and 
365 feet westward The grade for westbound trams at the point of accident is 0 40 percent descending 

A rock cut tilth a retaining wall at each end is located north of track No 1 The east end 
of the easterly retaining wall and the west end of the westerly retaining wall are locared, respec­
tively, 978 feet and 635 feet east ot the point of accident A highway bridge spans the mam tracks 
at an angle of approximately 20 degrees The centerhne of the bridge is located 988 feet east of 
t i e point of accident In the vicinity of the noint of accident the range of vision is materially 
restricted by curvature of the track, the rock cut and retaining walls, and the highway bridge 

Automatic signals 641, 751, and 811, governing westbound rrovements on track No 1, are 
located, respectively, 1 75 miles, 3,623 feet, and 223 feet east of the point of accident These 
signals are of the searchlight type and are approach ligated The aspects applicable to this investi­
gation, and the corresponding indications and names are as follows 

Signal Aspect Indication Name 

541 Yellow-over-
staggered-
yel low 

PROCEED PREPAFING TO 
STOP AT SECOND SIGNAL 
TRAIN EXCEEDING LIMITED 
SPEED MUSI AT ONCE REDUCE 
TO THAT SPEED REDUCTION 
TO LIMITED SPEED MUST COM­
MENCE BEFORE PASSING SIG­
NAL AND BE COMPLETED 
BEFORE ACCEPTING A MORE 
FAVORABLE INDICATION 

ADVANCE APPROACH 

751 
811 

Green-over-
staggered-

PROCEED CLEAR 

green 

751 Yellow-over- PROCEED PREPARING TO 
STOP AT NEXT SIGNAL 
TRAIN EXCEEDING MEDIUM 
SPEED MUST AT ONCE RE­
DUCE TO THAT SPEED RE­
DUCTION TO MEDIUM SPEED 
MUST COMMENCE BEFORE 
PASSING SIGNAL AND BE COM­
PLETED BEFORE ACCEPTING 
A MORE FAVORABLE INDICATION 

APPROACH 
staggered-
red 
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R e d - o v e r - s t a g q e r e d -
red 

S T O P , ^ H E N P R O C E E D A T 
R E S T R I C T E D S P E E D 

S T O P A N D 
P R O C E E D 

T i e cont ro l l ing c i r c u i t s are so arranged that when the block of s i g n a l 811 i s o c c u p i e d , s i g n a l 641 
d i s p l a y s an A d v a n c e - A o D r o a c n a s p e c t , s i g n a l 751 d i s p l a y s an ADproach a s p e c t , and s i g n a l 811 
d i s p l a y s a S t o p - a n d - P r o c e e d a s p e c t T h e n o s t favorab le a s p e c t that c a n be d i s p l a y e d by s i g n a l 
541 is A i / a n c e - A p p r o a c h 

L i m i t e d S p e e d —A s p e e d not e x c e e d i n g fifty mile&. per hour 

Medium S p e e d —A s p e e d not e x c e e d i n g thi - ty i r i l e s p e r hour 

Slow S p e e d —A s p e e d no t e x c e e d i n g f i f t een m i l e s per hour 

R e s t r i c t e d S p e e a s p e e d not e x c e e d i n g t h a t w h i c h w i l l e n a b l e a train to s t o p 
shor t of train, o b s t r u c t i o n , or s w i t c h not p r o p e r l y l i n e d , l o o k ou+ for broken r a i l , and 
no t e x c e e d i n g s l o w s p e e a 

9 9 A'hen a tram stops under c .rcumstances in which it may be overtaken by another train, 
the flagman must go back immediately with f lagman's s igna l s a sufficient d is tance to insure 
full protection * * * 

Note — When trams are operating under Automatic B lock Signal System R u l e s , the re­
quirements of P u l e 9 9 , in so far as protecting against fol lowing trains i s concerned, wi l l 
have ceen complied with when full protection i s afforded against trains moving at Restr ic ted 
Speed 

T n e n a x m u i r author ized s p e e d for freight t rams in the v i c i n i t y of the point of a c c i d e n t i s 
45 m i l e s per nour 

E x t r a 1051 'Vest , a westbound freight t r a m , c o n s i s t e d of d i e s e l - e l e c t r i c uni ts 1051 , 3343, 
and 1035, --ouDlea in nu^tiple-u^it cont ro l , and a c a b o o s e T h i s t ram departed from W e s t 79th S t ree t , 
approximately 4 3 r u l e s east of the co in t of a c c i d e n t , at 8 10 p r , p a s s e d s i g n a l 6 4 1 , w h i c h d i s ­
p l a y ea an A d v a n c e - A p p r o a c h a s p e c t , p a s s e d s i g n a l 751 , w h i c h d i s p l a y e d a C l e a r a s p e c t , and w h i l e 
rroving at a speed of 44 m l e s per nour, a s ind ica ted by the tape of the speed- record ing d e v i c e , it 
struck a t ie or t ies p l a c e d on track N o 1 by a person or persons unknown T h e t ra in then p a s s e d 
s i g n a l B l l , wh ich d i s D l a y e d a C l e a r a s p e c t , and stopped w i t h the rear end 223 fee t w e s t of s i g n a l 
811 Shor t ly after, t i e rear e r d was s t ruck by E x t r a 1095 West 

T h i s c a r r i e r ' s operat ing r u l e s reac in part a s f o l l o w s 

D E F I N I T I O N S 

O P E R A T I N G R U L E S 

Description of Accident 

E x t r a 1095 W e s t , a westbound freight t ra in , c o n s i s t e d of d i e s e l - e l e c t r i c uni ts 1095, 3304, 
3312, 3360, and 1091, couo led in n u l t m l e - u n i t cont ro l , 143 c a r s , and a c a b o o s e T h i s t r a m departed 



3810 
7 

frorr West 103rd St reet , 3 04 mi les eas t of the point of a c c i d e n t , at 8 15 p m , p a s s e d s igna l 6 4 1 , 
which d i s p l a y e d an A d v a n c e - A p p r o a c h a s p e c t , p a s s e d s i g n a l 7 5 1 , w h i c h a i s p l a y e d an A o p r o a c h 
aspect", p a s s e d s i g n a l 8 1 1 , w h i c h d i s p l a y e d a S toD -and-Proceea a s p e c t , and w h i l e moving at a s p e e d 
of 21 rriles per nour, a s ind ica ted by the tane of the speed-recording d e v i c e , it struck the rear end 
of E x t r a 1051 West 

The front end of trie f i rs t d i e s e i - e l e c t n c unit of E x t r a 1095 W e s t s topped 86 feet w e s t of the 
point of a c c i d e n t T h e tront whee ls of the front truck of this unit \<ere d e r a i l e d T h e center s i l l of 

the c a b o o s e of E x t r a 1051 W e s t entered the contro l corrpartnent of >the f i rs t d i e s e l - e l e c t r i c unit of 
E x t r a 1095 West and oenetrated the roof The c a b o o s e w a s des t royed T h e f i rs t d i e s e l - e l e c t r i c unit 
of E x t r a 1095 West w a s cons iderab ly damaged and the third d i e s e l - e l e c t r i c unit of E x t r a 1051 West 
w a s s l i g n t l y damaged. 

A f i reman not on d j t y who w a s in the control conpartrnent of the f i rs t d i e s e l - e l e c t r i c unit of 

E x t r a 1095 West A ' a s k i l l e d T h e conductor and the f iagrran of E x t r a 1095 W e s t were in jured 

T h e weather w a s c lea r and i t was dusk at the t ime of the a c c i d e n t , w n ich occurred about 8 25 
p T i , 

Discussion 

A s E x t r a 1051 West v v a s approaching the point where the a c c i d e n t occurred the e n g i r e m e n 
were in their r e s p e c t i v e p e t i t i o n s in tne control conoartTienf of the f i rs t d i e s e l - e l e c t r i c unit main­
ta in ing a lookout a h e a d The conduc + or , the front brakeman, the s w i n g brakeman, and the f lagman 
were in the caboose T h e brakes of th is t ram had been tested and had funct ioned properly T h e 
neadligh*- was l ighted bnght lv A s t h e t ram was approaching s i g n a l 311 t h e enginemen observed the 
t ie or t i es on the trac-c ahead at a d i s t a n c e of auproximately 300 feet T i e engineer immediate ly 
in i t i a ted an emergency a o p l i c a t i o n of the brakes Whe 1" the tram stopped tne engineer sounded the 
prescr ibed s i g n a l on t h e norn for the f iagman to p r o v i l e protect ion for the rear end of t h e t ra in T h e 
conductor a l ighted and proceeded w e s t w a r d *"c d e t e - m i r e t*m reason for <"he e r e r g e n c y a p p l i c a t i o n of 
the D r a k e s T h e f i a g n an s a i d t ^a t v hen the train s f c p p e r h e a l igh ted immedia te ly w i t n f lagman 's 
s i g n a l s and proceeded e a s t w a r d H e s a i d that shor t ly after a h g n t i n g he o b s e r v e d the re f l ec t ion of the 
light fror , the headl ight of E x t r a 1095 West as the t ra in was approaching and that he then ran e a s t ­
ward g i v i r g stop s i g n a l s w. th nis l ight H e s a i d that the train c a n e into v i e ^ when he w a s aoprox-
lmate ly 370 feet east of the rear end of E x t r a 1051 W e s t and that he cont inued to run e a s t w a r d g i v i n g 
stOD s i g n a l s H e sa id that the engineer acknowledged the s i g n a l s by operat ing the rieadlight s w i t c h 
T h e front brakeman and t h e s w i n g brakeman s a i d that short ly after they a l igh ted frorr the caboose 
they observed the re f l ec t ion of the l ight from the headl ight of E x t r a 1095 West as t h e t ram w a s 
approaching and that they proceeded e a s t w a r d g i v i n g stop s i g n a l s with their l ights 

A s E x t r a 1095 West was approaching the ooint where the a c c i d e n t occurred the enginemen 
vere m their r e s p e c t i v e pos i t ions in the control compartment of the f i rs t d i e s e l - e l e c t r i c unit main­
taining • lookout a h e a d , and a f i reman not on duty w a s seated in the brake-nan's seat T h e front 
b r a x e n a r a n d t h e s ving brakeman .vere m the contro l corrpartment of the f i f th d i e s e l - e l e c t r i c unit , 
and the conductor and me f lagman were in the caboose T h e brakes of this t ra in had been tes ted and 
had funct ioned orcper ly T h e headl ight w a s l ighted brightly S i g n a l 641 d i s p l a y e d an A d v a n c e -
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Dated at Washington, D C , this thirteenth 
day of October, 1953 

By the Commission, Commissioner Tuggle 

(SEAL) Harold D McCoy, 

Secretary 

Approach aspect The fireman called the indication and the engineer answered Both the engineer 
and the fireman estimated that the speed of the tram was approximately 30 miles per hour when it 
passed that signal Signal 751 displayed an Approach asoect The fireman called the indication 
and the engineer answered The engineer said tnat he initiated a light service brake-pipe reduction 
before the locomotive passed the signal He said he thought that the brake-pipe reduction was suf­
ficient to stop the tram approximately 300 feet east of signal 311 When the tram was approximately 
700 feet east of signal 811 the fireman observed the stop signals being given by tne flagman and the 
brakemen of Extra 1051 West He called a warning to the engineer The engineer said that he 
initiated an emergency application of the brakes immeaiately He said he observed that the speed 
indicator indicated the speed of the train was approximately 21 miles per hour at that time When 
signal 811 came into view tre engineer and the fireman observed that it indicated Stop-and-Proceed 
The engineer said the speed indicator indicated the speed of the train was approximately 12 miles 
per hour when the train passed that signal 

Examination of the tape of the speed-recording device removed from diesel-electr ic unit 1095 
afterthe accident occurred d isc losed that the speed of the train was 2 8 m l e s per hour J* hen it passed 
signal 641 and that it increased to 32 miles per hour when it passed signal 751 While the tram was 
moving at a speed of 32 miles per hour the brakes became applied in emergency at a point approx­
imately 250 feet east of signal 811 The speed of the train was 27 rriles per hour rthen it passed 
signal 811 and 21 miles per hour when the col l is ion occurred The speed-recording device of diesel-
e l ec tnc unit 1095 was removed and calibrated It was found that during acceleration for speeds of 
25 miles per hour, 30 r i l e s per nour, and 32 m l e s per hour, the speed-recording device registered, 
respectively, 23 5 miles per hour, 29 miles per hour, and 30 75 miles per hour 

Under the rules of the carrier the aspects displayed by signals 641 and 751 required that 
Extra 1095 West be operated in such manner that it could be stopped before passing signal 811 
The aspect displayed by signal 811 required that the train be stopped before passing that signal 

Cause 

This accident was caused by failure to operate the following tram in accordance with signal 
indications 


