338

INTRESTATE CO" MTRCE CO'T ISSIMNN

—— e P g il

FFPORT OF ™I CHIFF 0¥ ™HE BUREAU OF SpFETY IY RE INVFSTIGATION
OF p0 23CLDWY Y WEICT OCCURRED ON THE DELAWARE & HUDSON
FAILROAD 4™ SIDIEY,N.Y., O OCTOBER 12, 1922.

November 15, 19223,

To the Commission®

On Octdber 18, 1535, theie was a head-end collision
Vetween two freieht trairs on the Delaware & Hudson Kailroad at
Sidney, N.Y , resulting in the death of i ewployes, and the
injury of 3 es.loyess -This accident was Invesligated in con~
junction with represeutatives of the Public Service Commission
of the State of Wew York,

~ Location and method of operation.

J That part of the Susqueéhannsa Division on which thas
accident occurrsa 15 a double-track line over which tralng are
crerated by tise table, traln orders, and an automatic block-
81gnal syates, The accident occurred at a swilch iccated about
80 fe2t south of the New York, Ontario & Westarn Railway crossing,
opr0s1te GX Tower #ithin interlocking limits; <this switch is a
tralling-point switch for ncrthbourd trains and leads off the
northoound main track te¢ the east to a siding, mcvements frow
the siding to the main track being governed by dwarf signal 28,
loécated at a point gbout 215 feet south of the switcn. At a point
153 feet north of the tower 1s a facing-point ewitch for northe
bound trains, leading to a stub-end siding. Aprrogimately 73
feet north of the facing-point switch 1s located the south sWwitch
of a crossover conneccting the two wain tracks., Aprroaching the
point of acdident frzm the south the track is tangent for more
than a milej the grade is practically level.,

The northoound hone interlocking signal at Didney 1s of
the three-; 0si1ticn, w,er--wuadrant type, normally displaying a
stop indication, there are thres arms, the middle arm not being
used, while the lower arm 1s a calling-on--signal., 1t is loosated
about 325 fest south of GX Tower; spproximstely 5,135 feet farther
south is the distant signal, known as signal 104.1, an automatic
block signal of the thres-position, upper-quadrant type, normally
displaying a stopr i1ndication. No derails zre used on the maln
tracks of the Delaware & Huison Railread in conznection with the
interlocking lant. The westher was clear at the time of the
agcident, which occurred at about 4.53 a.m.
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Descraiption.

Southoound freight train extra 1209 consisted of 30 cars
and a caboose, hauled by engine 1209, and was in charge of Conduc-
tor Mooney and Engineman Enslin . On arrival at Sidney, at 4.45 a.m
the train was brought to a stop on the southoound main brack, with-
in nterlocking limits, at which point the engine and 12 cars were
cut off. After proceeding through the cpuvsgover to the ncrthbound
track, the engine headed in at the trailing-point switch le=ding
from the northbound main track to the siding, stopping with the
rear car orrosite dwarf signal 28, tne switches for these move-
ments being operated from GX Tower. O geceiving a back-up signal
from the rear, and a clear indication dwarf signal 28, the
engine «“as reversed for the purpose of backing the cars in on the
stub-end siding, via the northbound main track; however, when the
engine had reached a point almost c¢lear of the trailing-poin%t
gwiteh moving at a low rate of speed, 1t was struck by extra 870.

Northbound freight train extra 870 consisted of 48 cars
and a caboose, hauled by engine 870, and was in charge of Conduc-
tor Pratt and Engineman Toal. This train left Nineveh, 15.48
mi1les south of GX Tower, at 4.15 a.m., passed signal 104.1,which
was displeging a caution 1ndlcation,dpassed the home Bignal, which
was digplaying a stop indication, and collided with extra 1209
+7hile traveling at a speed variously estimated to have been
between 12 and 35 miles an hour.

Both engines were considerably damaged, as were the
first six cars in extra 870, two of these being rractically
derolished. The @guployee killed was the engineman of extra 870,

Summary of evidence.

On account of watching for back-up signals, Emgineman
Enslin and Fireran Darrah, of extra 1202, did not notice the
1081ticn of the home signal, nor did they hear the approach of
extra 870, as the s-fety valve off their engine was open and made
considerable noise while the Wack-up movement was being made.
Hone of the emp loyses on ths engine was aware of anything wrong
unt:1l Engineman Enslin shouted a warning, irmediately after he
observed extra 870 approaching, at which time 1% was asbout opposite
tne home signal, tr-veling at a speed which he gstimated to have
been between 12 and 15 miles an hour. Head Br-keman Norris,
however, eatimated the speed of extra B70 to have been between
30 and 35 miles an hour at the time of the accident. Conducter
Mooney had delivered some freight way-bills to the yard office and
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as he #as returning to his train heard the crash of the co®ligion,
he looked at the home signal imaediately after the accident and at
that time 1t w-s displaying a stop indication and all of the lights
Were burming brigntly

Aprroach:ng Sidney, Head Brakeman Powell of extra B70
Was riding on ths left side of the engine, he stated that after
kas-1ng signal 104.1, which was displayihg a caution irfdication,
Engineman Toal shut of® steam. When about 900 fes=t south of the
home signal, shicn wgzs dicplaying a stop indacatian, he oalled its
indication and Engineman Tozl rsplied that he waw 1t. As there
was a car to be set out and 1t mould alsc be necessary to take water
at 51 , hethen 1nyuired oFf Enginemen Toal as to which would be
acne f1Tst and was told 1t d.a not matier. The arr brakes weee
not apllied in emergency ustil the home signal was Teached, at
which tise Engineman Toal told nim to jurmp. He estimated the speed
of the train at this tire to have been between 18 and 20 mirles an
hour. Head Brakeman Powell was of the opinion the accident was
caused by Eagineman Toal misjudging the distance and applying the
alr brzkes toc late to avert the accident. Fireman Casey was
working on*the fire and did not see the distant signal; however, he
atated the eapine Wwas working steam after passing this signal. His
first knowledge of anything wrong was when the air orakes were
akrlied in emergency, at which time the train was nza. GX Tower.
On looking ahead he saw extra 1209, also the bottor zim of the
howe signal, which was regd, but did not see the other wwo arms at
this time. Bfgine 870 is of the double-c=b type, and Fireman
Czsey had not takked with the engineman after leaving Ninsveh.
Conductor Pratt sald no trouble was experienced in bringing the
train to a stop on a heavy descending graide in the vicinity of
Belden, 20.3 miles south of Sidney, for the pudpsese of performing
#oTKk on an overheated journal, nor in reducing speed 2t SW Cabain,
5.3 miles beyond, at which point a train order was received,
after which the 2ir brakes were not used until just before the
accident occurred On passing signal 104.1 a caution indicaticn
wa3 displayed; he did not see the home signal, and the first
knowledge he had of anything wrong was shen the emergency air
brake application was made Irmediately after the accident,
Conductor Pratt and Bruxeman Baker looked at the home signal
and 1t wa3 displaying a stor indicz=tion.

Towerman gcmsrville stated the headlight on engine 1209
was burning brightly =nd the home sigral was displaying a stop
indicatiamn. Engine 1309 was backing the 12 cars in on the stub-
end siding when he first noticed extra 870 aprroaching, He was of
the opinion the engine of extra 870 was working steam just before
the accident occurred.
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mhe air bra2kes on extra 870 nad teen tested and worked
properly, and a test made suaseduenv to the accident, of all the
¢ars in this trz:im 71th the exception of the s1x cars that were
damaged, showed ther. to have the reyuirad rercentage of vperative
alr brakes, On examirning the ergine immediately after the accident
the bmake valve Was in the emergency position, although a portion

of the handle was broken off, while the cut-out cock was i1n normal
rosition.

Conclusions.

This accident was caused by the failure of Engineman
Toal properly to obey automa*ic block-signal indications,

Rule 663a of thes bock of rules reads in part as follows®

ENGINEMEN 27D TRATNMEN

"Trains must nct rass a home i1nterlocking
s1enal in Stop position without receaving a
~ Caution Card, Clearance Car or a tramn order
authcrizing ther to do so,"

Engineman Tcgl arparently was in full possesaiorn of his
faculties in the immediate vicinity of Sidney, and according to
Head Brakeman Powvell sa#¥ the stop indicatim of the ncitcbound
home signal in am le time %o have brought extra 870 to a stop
before 1t was reached. No meason can be put forth Teor his taotal
disregard of the stop indication this signal display=d.

This accident again calls attention to the necessity
for automatic train coatrol. In this case the condiatlcns were
favorable for the obsarvatzon of the signal andications, and all
the svidence is to the effect that the engineman observed them,
also that he was in nc way dissbled so that he could not properly
have performed his duties, =t for sowe unkncwn reascn he failed
to apply the a1r brakes until his tr=in had practically re-ched
the home-signal. Had an adsyuoste tr-in~ccnirol system been 1in
use, this accident would not have ocsurred.

Engineman Tecal entered the service of this railreoad in

March, 1808, the rec.-d shows that on two previous occasions he
fzi1led properly to obscrve signal 1adicavions. At the time of the
accident the crew of extra £70 had beer on duty about 5 hours and
the crew of extra 1203 about 4 hours,after hoving bem off duty 12
hours or more.

Respectfully submitted,

W, P. Borland,
Chaief, Bureau o¢f Safety.



