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THE FEF YORE CENTRAL RATLFCAD CONDANT
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Date:

Railread:
Location:

Kind of accident:
Traine involved:
Traln numbers:

Engine pumbers:

Coaslata:

Estimated speeds:

Operation:

Track:

Weathar:
Timo:
Cagualtieo:

Cause:

-2 - 3633

June 17, 1955

Hew York Central
Worwood, N. Y.
Rear-end collision

Freight

Extra 1099 North

Diesel-alectric
units 1099, 3301,
end 1031

£8 ears, caboose :

Standing :

Passengser

809

1 Diesel-powered
passenger uanit

15-30 m., p. h.

Timetable, train orders, and manual

block-signal system

Single; tangent,; 0,98 percent
descending grade northward

Clear
5:55 p. m.
16 injured

Train entering occupled siding
at an excesglve rate of speed
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INTZRSTATE COMMERCE COLRI 3STON

REFORT No, 36839

IN THE MATTER CF MAFING ACCIDENT INVISTIGATION REPORTS
UNDER THE ACCIDENT REFORTS ACT OF MAY 6, 1910,

THE NEW YORK CENTHAL RAILRORD COMPANY

Auguet 29'91955

Accident at Norwood, N. Y., on June 17, 1935, caused by
a train entering an occupled siding at an
excesalve rate of speed,

1
REPORT OF THE COMMISSION

CLARXE, Commlssioner:

On June 17, 1955, there was a rear-end collision
betwesn a freight train and a passenger %train on the
New York Central Railroad at Norwoed, U. Y., which
resulted in the injury of 14 passengers and & trein-
porvics employees. This accident was inveatlgated 1n
conjunction with a ropresentatlve of the New Tork
Public Service Commlssion,

o

LUnder sauthority of sectlon 17 (2) of the Interstate
Commerce Act the above-entlitled proeseding was rerlerred
by the Commission to Commissicner Clarke for consideration

and dispesition.
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? Masasens, N, ¥,

12,90 mi,

X Norweod

(Point, of accident)
6.07 mis

¢ Potsdam

10,62 mi.

% Canton

8.16 mi.

* DeKalb Jet.

50,04 mi,

$ Watertown

71.10 .,

¢ signal Station JG, N. Y,

Point of
--" T aceident
1

i
1,063
ft.

Report No. 3639
New .York Central Railroad

June 17, 1955

<~ To Signal Station JG, N. Y.
Norwoed, N. Y.
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location of ascident and cmibod of Operation

Thio eceldent cecurvad on $hat part of the St.
Lawrence Divisien eztendlug beiwesn Signal Statica
JG., near Syrscuse, and lggaenm, N. Y., 158,89 miles.
In the vicinity of the pouint of ageident tnis is a
gingle-track line, aver which trains are operatsd by
timetable, trein orders, =2nd & manuel block~signal
syatem. Withln y=rd limits at Nerweod, 145,99 milss
north of Signal “tabion JG., a siding 4,447 feet in
length parallels the main trzck on ftos eagt. Tie
south slding-switch is 3,756 feet south of the asation
and 736 feet north of the suoth vard-limls sigzn. A
crogsover, which 1s facing-zoeind Zor north-bound
govemsnts on the main track, connecis ths main track
and the =siding. The south switch of *hi. ercraover 13
located 2,870 feot north of tre soukh alding-gwiteh.
The accldent occurrsd on the siding &t » polnt 307
feat north of the south siding-s«lteh, The maoln track
is tangent throazhoat a distewece of .31 mlles
imredlately soush of the souih sidlasg-switch snd 835
feet northward, The grade for nortu-boand truina ls,
successively, 0.12 percent escendlng o dlatance of
1,800 fest, 0.62 persent descending 1,900 Test, and
G.98 percent descepding 723 feet to th= polnc of
acoldent and 325 fest northward,

An inoperstive uppsr-cuadrant serapnore zinual
governlng north-bound movements on the main Lyack 1s
loceted 1,721 fsaf soath of the point of eecident.
The semaphore blede is flxed in a3 diasonal position,
and the indication of the signal 1a 28 lollowsa:

Proceed preparing to asor av switehes or
aext sigpal. Train sxcesling medlum spesed
when indication is sesen gust at ones reducs
te Lt speed.

At the time of the accldent the manual blnek in
which the accldent occurred eztended he ween tne
stations at Fotsdem,%,07 miles scuth of Norweeod, ond
Norwood.,



This carrler's operating rules read in part as

follows: .

FCRMS OF TRAIN ORDERS.
3-4
Fixing Meeting Points for Opposing Tralns.

{1) No 1 meet No 2 at B,
* % %

* kXK

Traips recexving these orders will run with
respect to each other to the desgignated points
end there meet in the mesnner prescribed by
the rules.

SIGNAL DEFINITIONS.

Medium Speed.--4 speed not exoeeding thirty
miles per hour.

Timetable speclal instructlons resd 1n part as
followsa:

5-90, SIDIKG SWITCHES

Trains taking siding will take first switch,
exoept:

* & ok

Norwood....Northward first olass treins,

gsecond switch.
& ¥ ok

® & %

Timetable special instructions provide that south-
bound traips are supsrior to trains of the same class in .
the opposite directien.

[ 3

The maximum authorized speeds are 40 miles per hour
for freight treins and 55 miles per hour for passenger
trains.
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Descripticn of Accident

Extra 1092 North, & northe~bound freight train,
congisted of Diessl-electrie units 1099, 3301, and
1031, coupled in munltliplie-unlt coantrol, 94 cars,
and a caboogse. This train passed Fotsdam at 5:04
D. me 20d arrived at Norwood at 5:20 p. m. After sn
interchange delivery of 85 cars wzs made to the
Fatland Railrsond, 1t enteved the siding at the south
siding-gwiteh 2nd storped nbout 5,45 po m. with the
cabooge 427 feet north of the switeh, About 10
minutes later the rear e:d was giruck by Fo. 608,

dn. BOG, 2 nerth-bound Jirst-clags passengsr
it

Yealdn, conslssed pf Dlepsi-poversd passenger un
=35, Thiz trewn pesced aigpal sStation JG. At
Gine D. Mme, 0 minates 1sts. A1 Dekelb Joi.,
TR0 miles gouth ot Horweod, memders of Rlig orew

3
d copies of train orde~ Io, 832 reading ns

]

e AT HORTCLD

10 B MEAT MO

The teean deparited from this polnt at S:15 D WM., OB
timg. wt Possdim ihe crew reaxsivaed copied of &
C.earance Form A indlentins that Lhe hirok betwesn
Tohsinm und Nerwoed war claey, aand sonieg of 8 nessAge
resling 23 follovs:
2lear up op 2nd elass siding ot Nerwood

for No, & 803 bagk oul after No. O account

-1 ahesad of you.
Tns porbion of the siding scuth of tho erocaover ab
Torwynd i1s commonly designated a= the second clAasg
~Lilng.  ON-1 wag the gymbol deqignatics of Zxtra 1999
Nerth. The operator at Potcdam infeormed Lhe sonductor
erelly that the aocuth zid neg-switsh st MNorwood would be
1iz2d for entry te the =iding, Ng, ACP departea Ifroa
Yobidso 2t 9147 p. m., § zuaten li%9, pisced tha
Jominhory signsl south of Vorwood, wolcb indlcouted
Frowrpl=nrapird-Lowstop-at~seitcbes-ore-naxt-sicnal,
end willa movlng at o goeed viriowsl s astlosged 2t Irom
15 %0 302 miles per hour 1t entered tac siding at HNorwosoid

ard strask the roap oad o Sxtra 199% North,
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The rear end of the oabocse of Extra 1098 North
was crushed inward approzimetely 3 feat by the front
end of the passenger unit and was moved off center.
1t was badly damsged., The front end of ths passenger
unit was damaged, and the left fronc veatibule was
erughed lnward. No equipment of either train was
derailed.

The enginesr and the conductor of Wo, 80% were
injured.

The weathor was clear at the time of the accident,
which ocecurred about 5:55 p. m.

Diesel-powared pesasngsr unilt M-458 ls of
stainless steel construction. It ia 85 feet long
betwean pulling faces of the couplers and is mounted
of. two 4-wheel Lrucks. It welghs 112,000 pounds and
has seating capacity for 20 persons. Power is supplied
by two 275-horgsepower Diesel gngines mounted under the
floor. Bach engine drives the inboardé axle of cne
truck and 1s placed adjacent to 1t. A torque converter
transmiasion 1s provided. An operator's statica is
located et the rvight slde of the vestibule at sach end
of the unit. The unit 1z eqgulpped with disc brakeas
and HSC type air-brake aquipment with K23 brake valve
and D-22«AR contrcl valve., 4 safety-control featurs
actuated by = foot pedal is provided. A hand brske
is mounted on & collision pest 1a the wvostibule at the
B and. The unlt 13 equipped with a push button for
pianual contrel of the sanding devices., An anti-
wheal-sliide doavice 1s provided. This consists of
Inertia devices applied to a Journal bex of emch axle
and coannected 1n such manner that an eicessive rate
of deceleration of any exle closes electrical contacts
which actuate an electric solenoid velve 1n the
controel box to release alr from the brake eylinder
and, under control of a time relay, reopen the circult
to reapply air te the brake ovlinder after an interval
cf about 1 second. During servlice application of ths
brakes, an axcessive rate of deceleration of any axle
will ectuate the sanding apparatus for a é-second
cycle and caune sand to be deposlted on the rajils in
front of the Tront wheels of the trucks. Automatic
ssnding of the ralls during an emergsney application
of the brakes is provided.
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Disegapion

Trein order o, 532 estabiisied MNorwood 2= the
meetling polial betwsen No, &, 8 southebound first-ziasas
passengor traln, apd Mo, &QG. Laner ihe ruls s, No. 6509,
the inferior trarv, was ret ipnd Lo tale the s1diug.

A message iszved to the crew o thab Lrair contained
instructions for the train to water the Sidirg et
Homrond at the south siding-swlteh and because of a
traln ahead of it to re-epter 1he main track st the
same polnt after tic, B had been aeh,

Extra 1089 Nerth arrived =% Nopwood 2btot 5180
Pe Mo, and aifter 65 edars were tolivered to the Putland
Railroad it entered the siluny tu moot Neo, 8 2nd to be
rpagand by No. 609, After wh- reasr of Ixlrve 10992 Horth
passed the south sldioe-switon, ot 5:45 pe m., the
conductoer slcsed the swiiteh ant inan colled Lho
operator &t Nurwood from 4 Lelephone nsur bhs awitceh
and reporbad th train clear of the mains track. The
oparator inforred nim that No, 609 would enter ths
siding beiind his train, The coopducteor yolunteerad
to operate the switch for that train to enter the
31d1ng, and he aszxsd the cpsrator st Poladan, who
wes also on the 1ins, Lo s inform the coaductor of
No. 680%. The conductor then informed ioe {lagman that
No. 60¢ would enter the sgiding behi=nd fhelr 4railn,
The flagman prcoceeded t¢ 7 polnt arproximately 270
feet south of the south sading-=switeh. EHe give ztep
signals with a red fleg froin tne time Fs. 609 came
into view untll imredietesiy beforc tne ‘rvAin pagsed
him, Hisg gignals vere not eckonwledpsd. He thought
thers wae gome decelerctlon of the train in tne
viclinity of the semaphors slgnzl, and he obrerved
send or duat Tlying around the running gear. He sald
that as the unit passed he cbserved thot the enginosr
wag standing and arpear=d te be endeavoriog to stop
the train, The conductor remalined at Lhe switech
until he heard a grades-corungolng whistie signal soundad
by the engineer of Ro. 609, He then lined the =wltch
for sntry to the slding. Soon afterwsrd he proceeded
towsrd his caboonse. Whon he renched 8 point
approximately %9 feot froxn the switeh he heard an
unurual sound and turned toward the aprroaching train.
He 88id thet he opbuerved sand flying aro md the
running gear and saw the englinever stunding at the
controls before the traln entered Lhe =2iding. Botn
the conductor and tne flagmen estimated that the speead



« 10 - 3639

of the train was adout 50 miles per hour as it approached -
the south siding-switch. The conductor sald he observed
that after the accident cocurred the rails wers sanded
throughout & distanee of sbout S75 feet immediately south
of the point at whieh No. £0% stopped.

The ecrew of No, 509 consisted of an engineer and =&
cenductor. As this trein was approaching Norwoed the
engineer was maintaining & lockout ahead from the
control station 1a the front westibule. The conductor
was in the passenger compartment of the unit. The
headlight wag lighted. The braker of this %train hed
been teated and had functioned properly whep uaed en
route. The members of the crew were aware that
instructions in message form required thet their
train enter the siding at Norwood at the south siding-
switch. The engineer gscounded the meeting-point whistle
gignal when the traln was epprozimately 1L mile scuth of
the siding. He sald that at Potsdem thse cocductor had
orally informed him that the scuth sldipg-switch
probably would be lined for entry to the siding at
Norwoos when thelr train arrived, As the train
approached the semephore signal, 1,394 feet south of
the scuth siding-switch, the speed was reduced by a
light breke applicatlon from about 55 miles per hour
to approximately 30 miles per hour, after whioh the
brakes wers released, The engineer said that when he
observed stop s3ignals being given by the flagman of
Extra 1099 North he attempted to acknowledgze the
gignals, but because the whisgtle cord had bhecome
fouled on a projection ic the plpleps he was unable to
do so. When he saw the signals of the flagmsn he made
a heavy brake-plpe reductlon. At this time the throttle
was in No. 1 peosition., He said that at first the brake
application appeared Lo he effectlive, but the brakes -
were releagsed by actlon of the anti-wheel-sliide devlice
immediately after they became applied, After the
brakes were released he observed thaet brake-cylinder
pressure was being restored. At this time he teceame .
concerned because it appeered that the train would not Pl
stop short of the switch, 2nd he placed the brake
valve in emergency posltlon and released the pedal of
the safety=-control fsature. He said that the train
was in the vieinity of an overhead bridge 595 fest
aouth of the swlteh when thisz action was taken, He
d1d not notlce the brake-pipe pressure or the brake-
oylinder pressure after he placed the brake valve in
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epergency position. He thought the traln passed the
siding awlteh 8t a gpeed of ebout 20 miles per hsur,
and he seld that ip the vicinity of the switch he
attempted to shift into reverse, This actlon was
not effective in stepring the treian. The conductor
aaid that after the mesting-pclint whistle signal was
soundsd Y= proceaded to the rear vectibule to be in a
vosition to mlight 2% ths switch. He 3aid he heard
the brakes relssse snd re-apply twice as the train
approached the gwitch.

Examinution of the ejquipment of No. 609 after
the ascident oncurred disclcged thet the throttle was
in o?f prsitlcon spd the bhrake valve wasg in full
appiteation porition, The brakes of the unlt were
appligd <t the time o this inapection, approximately
2% minuvtes after the sscidsnt ocecurred. The com-
pregsgor wnd tne pipiug arcound the cut-out cock
~djecent ©o the nedal of the safety-control leaturs
were “Armueed in the coliision. After the unit was
remov: 1 fo Watertown, 74,89 miles south of Norwood,
the pipine +82 vepsired and the couprassor belua
ware alined, The brakes then were tested and
fanotloned ag intended, The sanding devices
funeticnal properly,

a gerles of nests Lo dete-nine stopplng distances
from vislpus speeds were made in tne vicinity of the
point of aceldant on Juns 52, 1955, The unit involwved
in this aceidsnt s2o used in these tests, Emsrgency
nrake 2nplications in five tests made at speedo of
18, 25, %4, 10, and 49 miies per hour stopped the unlt
in distences of 47 feet, .%5 feet, 298 feet, 448 feet,
and %79 fest, respeetively, Safety-control @nplieca-
tions wade at <reeds of 23, 29, 29, 34, and 53 mlles
per hour resulitod In stopa in distaness of 139 fast,
208 feat, 219 fest, 302 fest, end 6323 feet, respec-
tively. The unit was storped froz a speed of 335 ailes
per nour by apslisssion of the hend brake in a
distanza of 1,875 feet. In one test the unit enlered
the siding at the south gldlpg-switeh at & speed of
23 miles per hour and was stoppsd by a servies
applicetion of the brakes in a distance of 287 feat.
The rosa forsman of engines sald that there wus ho
indleatiog 0oa the brake-nylinder gauge that the apbi-
wheel=8114de devicse funrtioned during any of these
teats,
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For a considerable tipe prior to the day of the
acoldent it had been customary rfor No. 609 to epter
the slding at Norwood at the south siding-switeh when
it met No. 8 &t that station. The epginesr of No. 609
said that on the day of the accident he made the first
brake applicatlon et the polnt at which ke customarily
applied the brakes in order to atop at the south
slding-switch and that he placed the brake valve in
energoncy position in the vicinity of an overhead
bridge 553 feet south of the switch. From the results
of tne tests which were made it appears that an
emergancy brake application made in the viclnity of
the bridge should have stopped the train short of the
caboose even though the speed was oonsiderably higher
then stated by the englneer. However, thsre were no
indieations that the snti-wheel-slide devies funotioned
during any of the tests. Both the engineer and the
conductor of No. 609 sald that the device {unoctioned
when the brakes were applied as No. 609 appro2ched the
switch on the day of the accident. ZEach tlme this
device funotioned it would result in an inerease in
the stopplng distance of the train.

Cause

This accident was caused by a train entering an
occupied siding at an exocesslive rate of spesd.

Dated at Washington, D. C., thia twenty-ninth
day of August, 19355.

By the Commission, Commlseloner Clarke.

( SEAL) EAROLD D, MoCOY,

Secretary,



