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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.

Yellow—over=red Proceed preparing to stop at
next signal. Train exceeding
medium speed when indication
1s seen must at once rceduce to
that speed.

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

Medium speed ig defincd as a speed not exceeding thirty
miles pear hour.

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

The automatlic train-stop system is of the intermittent-—
inductive type and engincs arcequipped with forestalling devices,
When o broke application is forestalled by an englineman, the

train may proceed under his control in accordance with operating
ruleg.

Rules for the operation of the automatic train-stop system
provide as follows:

Rule 6. Engilnemen must not forestall
until after signal indication has been
observed and is being obeyecd.

Rules 16, 18 (k), 29, and D-251 of the operating rules
and time=table special ingtruction D-251 read in whole or in
part as follows:

16. Communicating Signals. Note. The
signals preacribed are illustrated by "o

for short socund: * " for longer
soundga.

L
18 (k). Sound. ¢ Indication.

When running - brakes sticking; look

back for hand signals.
o W%

99. When a traln stops under circumstances
in which 1t 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 miles west of Wickliffe, at 9345 p. nm.,
according to the evidence, passed BR, about 3.2 mlles west of
Vickliffe, at 9:54 p. m., stopdred with its rear end 780 feet

east of signal 16%.2 because tae brakes on the fourth cer did
not release, and the rear end was struck by Extra 5440 Rast.

Extra 5440, an east-bound passenger irain, with Conductor
Epoler and Engineman Hunt in charge, consicted of enginc 5440,
on:s passenger—paggase car, one coach, two Pullman slceping cers,
one Pullman club car, and onc Pullman sleeping cer, in the order
naned; all cars were of stcel congtruction. This train departed
from Collinwood &%t 9:48 p. m., according to the evideace, passed
BR at%t 9:56 p. m., passed sicnal 170.2 displaying o yellow—over—
red aspect, pasced signal 169.2 displaying a red=cver—=rcd aspect,
and, while moving a%t a speed of 22 niles ver hour as indlicated
by the tape of the speed rccorder with which engine 5440 is
equipped, ccllided with the rear end of Extra 5444,

The impact shoved Extra 5444 shecd a distence of 21 feet.
The engine and Tirst four cars broke awsy from the rear portion
tnd stopped 70 Teet engt of the fifth car. The rerr pair of
wheels of the front truck of the first car wes derciled. The
vest truck of the rear cav vas derailed to the north side of the
track. fngline 5440 velescoped the rear end of the resr car of
the preceding train a distence nf 8 feet and the wreckege fouled
tracks Nos. 1 and 4. The front end of engine 5440 was consider-
cbly damaged. Because of a broken knuckle, the folloving freain
became parted between the second and third cars and the two
portions stopped about 6 feet apart; the rcar end of the second
cor was orlf ¢center,

The employees inJured were thc conductor and the baggage-—
man ol Extra 5444,

Summary of Zvidence

Engineman Anderson, of Extra 5444, statzd that an air-
brake test was made at Collinwood, and the brakes werc revorted
as functioning properly. At Nottinghem, about 1-1/2 miles east
of Collinwood, he made a running air-brake test by means »f a
15=pound brake-pipe reducticn, after vhich he thought %thc brakes
relcased properly. Soon ofter the train passed BR, when the
speed was obout 50 mlilegs per hour, hc heard onc long blast scundec
on the train ailr-signel whistle. He looked toward the rear of
his ftrein but, because of tralling smoke and steam obscuring his
view, could not see signals. Juct west ol signal 169.,2 he heard
enother long traoin air-signal 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 brakes 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 that when hils
train stopped at WicklifTe he looked out the south vestibule
door of the sscond car and saw a lizhted fusee at thc rear of
his train. At the sare time he saw the rellection from a hecad-
light to the rcar of his train £nd soon afterward the collision
occurred. .

Flagmen Hoffman, of Extra 5444, stated that prior to
the accident he experienced difficulty in keeping the sou’
marker lighted and he placed 1t on the rear platform. When his
train pasred BR ke wag on the resr platform of the reor car and
at that time became awarc of an odor such as 1 given off when
broke shoes are hot. Becruce there was no door at the south
side of the rcar platform he woent to the front end of the car to
inspect the south side of the irain. He looked ahend and saw
o "breke otisking" signal being given with a lighted fusee. When
the braxes werc appiied e returned to the rear platform to pro-
vide flag protection and obgerved the headlight of an cpvroaching
frain whick h2 thought was sbout 3 miles distans. He immediatel;
lightecd a fusce ond Jumped cff; ot t-is time the specd of his
train was abnut 8 miles per hour. roceecding woward the approack
ing traln, he woved sitop signals vwith the fusee, but did not re-
celve any acknowledgment. He asuccenled in geinz back only 1 car
length from the point whaere he alighted before Extra 5440 passed
him, He ctated that after the collisicn, which occurred about
45 seconds after he got off his train, he wos svending obout
1-1/2 car lengths shead 5T the rear cnd of Extra 5440. He ob-
served that tnc north marker on his train wag still burning
after the accident but he was uncble to locate “he soruth marker.
He sald thot in most instrnces when the brakes arce applied to
reiease sticking brakes, 1t 1s unusunl for the vrain to stop;
consequently, in ftnis ingvance, he 314 not enticipate that his
train woula be stopped and did rnot throw off a fusec. KEe under-
stood that the sutomatic block svstem did not velieve o flagman
from complying vith the Tlaggzing rule; howcver, 1t was his
opinion that, because ¢f the density of troffie, many tralins
would be stopped 1f fusees were dropped off esch time the brakes
became applied.

Dinlng Car Stewsrd Dawenport, of Extra 5444, steted that
efter his train stopped a%t Wickliffe he observed the flagman
waving a lighted fusce from a point about & car lengths west of
the rear of the trainjp he a2lso obgerved the headlight of an ap-
pProaching train at a point very closz to the flagman.

Engineman Hunt, of Extra 5440, stated that after he took
charge of engine 5440 at Collinwood cngine~housec the autonatic
train-stop device was tested and it functioned properly. Before
deporture from Collinwood an air-brake test was made and the
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brakes functioned ovroperly. About 2 or 3 minutes alter Extra
5444 departed, his om train departed from Collinwood. The first
eutomatic signal pasgsed was displaying a yellow-over~red aspect
and at that time the speed of nis troin was avout 20 mlles per
hour. The necxt slgnal was digplaying a yellow-over—=green aspect
end he increased the speed to about 30 miles per hour, thon made
a running test of the orakes, vhich reduced the speed to 20 miles
per hour. Yellow-over-red asnects were displayved at the ncxt
three signels and an automatic trein-stop application of the
brokes was forcstalled at each of these signela. He was of the
oplnion that the speed of his trein when passing these sisgnals
was between 40 ond 4% miles per hour, and that he had amle dig-
tonce in which to stop hisg train ot any signal in advence. Be-
cause he was meintaining a constant lookout shead for restrictive
signal indications, he was unable to watch the spgeed ws indlicated
by the spced recorder. Signal 170.2 was displerying o yellow—
over-red asoect, which he acknowledred by forestalling, and his
train passed it at a sveed of cbout 45 miles per hour. He sald
that he understood o restrictive signal indication required a
train to be operated at a speed not exceeding 30 milcg per hour;
however, he d1d not reducc speed as he thought Extra 5444 would
gradually outdlistance his ftrain. Immediately after paseing
slgnal 170.2 he saw the rcd signal shead but he took no action

to reduce speed as hc expected 1t to change to yvellow; however,
when his train had traversed about one-third of the distance be-
tween signal 170.2 and signal 169.2, he became apprchensive that
gignal 169.2 would not change from red to yellow ond he applied
the brokes, making two broke-pipe reductions which totaled 15
pounds. Ag he thought the service cpplication did not retard the
speed of the traln properly, he placed the brake valve in cmer-—
geney posgitlaon and opened the sanders; at this time heo was still
west of signal 169.2. When hls engine was about 15 car lengths
west of slznal 169.2 he observed the rear end of Extra 5444 and,
o short dlstance to lts rcar, its flogman who was hnlding a red
light. In another statement he sald that his 1light could have
becen a fusee. Since the braxcs were applied in emergcncy 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 underestimating the speed and the fact that he wns accustomed
to handling trains of not less than 10 cars. Weather conditions
did not restrict vislbility and he saw the aspect of gsignal 169.2
vhen his train was passing signal 170.2. He was famillar with
the rule which required that an automatic train-stop application
of the brakes should not be forestalled until action had been
taken to obey the requirements of the signal indication.
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Fireman Gorman, of Extra 5440, stated that the air
Zes were tested at Collinwood. A running test of the brakes
e goon ofter departing from Collinwood and the braxes
led the speed of the traln properly. &ll signals fron
gignal 170.2, inclusive, were dlisplaying yellow lights
¢t the top; sisnal 169.2 was displaying a red-fdver-red aspect.
Vien approaching signal 170,2 the engineman made a light brake-~
ploe reduction; which seemed %o reduce the speed to about 30
nmiles per hour. Immediately .after the train passed signal
17042 the fireman observed the red-over—red aspect displayed by
slgnal 159.2 and called it to the engincman, who repeated it as
he had done at all signals. About midway botween signals 170.2
and 162.2 the engineman clcsed the throttle and moade two more
broke-pipe reductions, cquivalent to o full=service reduction.
He heard the automatic train-stop device click when passing
signal 169.2. Becauge of tralling acmoke obscuring his view
ahecod, he did not sce elthoer tne rear end of Extra 5444 or its
flagman. He stated that engine 5440 had been out of the shop
only a few days ond rode so smoothly it wag difficult to esti-
nate the speed. He d1d not tiink the speed of his train was in
violation of the definition of medium speed and estinated 1t to
be 6 or 7 niles per hour at the time of the accident. He stated
that the engineman was normal and was maintalning a constant
lockout ahead. He thought the engineman might huove misjudged 1
the braking power on the short train.

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

Baggageman Hanley, of Extra 5440, stated that approach-
ing the point of acecident he was in the baggage car. He thought
the brokes on hils train were applied zbout 1 minute prior to
the time of the collision. '

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

Flagmen Noccvre, of Extra 5440, stated that after his
train left Collinvwod thc brakes functioned properly when the
running test was mede. He was in the rear car =t the time of
the accident and did not fcel a brake application Just prior
to the collision.

Car Foreman Westall stated that subscquent to the acci-
dent the equipment of Extra 5440 was tested at various locations
and the air brakes were found to be working properly.



Signal Engineer Wiegand stated that inductor, relay, and
sisnal tests at signals 169.2 and 170.2, made subsequent to the
oode@rt disclosed all values were w1thin the limits pre-

gcerlioed by the New York Central System Signal and Train Control
Conmittece. The signals operated as intended.

CTfficisls of the railroad stated that according to the
sneed~recorder tapc of engine 5444, the speed of Extra 5444 was
4C miles per hour when passing BR and from that point the speed
weLs gradually increased until a speed of 50 milesg per hour was

ttained at a point approximectely 528 fceet west of signal 169.2,
hnl then it was PCdLCLQ.”%plwlv throughout » distance of 2,110
feet to the point where the train stopped. The specd=-recorger
tape of engine 5440 disclosed that after leaving Collinwood
Extra 5440 increcsed spced te 30 miles per hour and then a brake
application reduced the spe2d 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 reacnhed a point 803 feet west of
signal 1869.2, 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 eofficiency records of the
reilroad, which pertained to compliance with signal indications,
Engineman Hunt was given four tests in 1938, and ongon January
19, 1939, and in each instance hls performance wags satisfactory.
Fc wvas 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.

Observations of the Commission's Inspectors

The Commission's inspectors observed the performance of
signals 169.2 and 170.2, on January 20, 21, and 23, 19405 in
cach instance the signals functioned as intended. All inductor
values were within the prescribed 1limits.

An exanination of engine 5440 at Collinwood enginehouse,

nde uanuury 24, 1940, i closed that its automatic train-=-stop
dQV1c functioned promor . The air brakes on the engine and
the tender were in suite ch coniition for servicee.

" 'n (I)

Accordinz ‘%o info”mation furnished by the railroad offi-
cials to the Commission?s inspectorg, this carrier has under
way a prograr 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
accicent only eight locomotives were so equipped, and neither
of the locomotives involved was included in thig number. This
rrogiram embraces the equlpping of at least fifty locomotives
for test purposes, to ascertain the action taken by enginemen
in restrictive blocks to reduce speed in compliapnce with the
rmileg. The device will indicate when an inductor in restric-—
1lve condltion is 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 brakeman diccovered that the brakes of the
fourth car werc sticking, and the train was stopped with the
rear end 780 feet ecast of sisnal 1862.2; it had been standing
at this point about 1 minute whoen the rear end was struck by
Extra 5440.

There was considerable discreponcy in the testimony as
to the time the accident occurred. Three members of the crew
of the first train saild ftheir train stopped at 9:55 p. m. and
two of these sald the accident occurred about 9:56 p. m., while
the other sald it occurred about 9:56330 p. m.: the cenglneman
of the second train said the accldent occurred at 10202 P. M.
The first troain passed BR at 9:54 p. m. At this point the speed,
as indicated by the spced-recorder tape, was 40 milcs per hour
end 1t gradually increased to 50 miles per hour at a point ap-
proxinately 528/*%st of signal 1€9.2, and the train stopped
2t a point, 2,110 feet beyond; therefcrc, it appcars that ap=—
proximately 5 minutes were used by this train frem BR to the
point of accident, a distance of 3.2 miles, which would estab-
lisn the stopping time at 9:59 p. n. The second train passed
BR 2% 9:66 p. nm. At thie pcint the gpeed, ag indicated by the
speed=recorder tape, was 48 niles per hour, and it increased
to 54 miles per hour at a point about 1,000 feet west of signal
171.2; this speed was mointained until this train reached a
5% of signal 169.2 where reapid decelera=
tion began and, within a distrnce of 1,533 feet, the speed was
rcduced to 22 niles pcr hovr, Irom vhich speed an abrupt stop
vas nade at the polnt of colliesion. At the speed maintalned,
approximately 3 rilnuteg 50 gseconis running time would be con=
suned from BR tn the poiat ¢f accident, which would establish
the tine of collision at apvroxinately 10 p. .

The flagmen of the first train was stationed at the rear
end of the rear car and had raintained 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" signels with
a fusee; the brakes were applied and the train stopped. He did
not drop off a lighted fusee, as he sald 1t is unusual for a
t~nin to be stoppred in instances when the brakes are applied
hcevily to release sticking brakes, but as soon as he became
eware that his train would stop, he lighted a fusee, and, hold-
ing it in his hsnd, 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 abaat
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 rear end of

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

as goon as he felt thc speed being reduced, the engineman of

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

The engineman of the following tralin said that visibility
was good and each signal in advance could be seen as it became
lishted. For a distance of approximately 6 miles all signals
passed en route to the point of accident were displaying re=-
strictive indications. He operatcd the forestalling device at
all signals except signal 169.2, and, being aware that the pre-
ceding train was close ahead, he maintained a constent lookout.
He thought the prcceding train would gradually outdistance his
train; therefore, he did not recduce to medium speed. He did
not relax his lookout zhead to obgerve the speed indicated on
the speed 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 slgnal 170.2 he saw
signal 169.2 displaying a red—-over—-red aspect; however, not-
withstanding 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 slgnals 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, becoming alarmed that his train
would not stop short of signal 169.2 he applied the brakes in
energency. The speed-recorder tape indicated that deceleration
started at a point only 803 feet west of signal 169.2, but
muing allowance for the time required for the brakes to apply,
1t appears that the application was start2d at a point about
1,100 feet wast of signal 169.2. The englneman said that the
brakes did not seem to hold as well &s on other occasgslions, but
he thought this wags because he was accustomed to handling longer
trains. Just after mexing the emergency application of the
brokes, the engineman saw the rear end of the preceding traln
and also 1ts flagman, who was swinging a red light, a short
distence to 1ts rear; since the brakes were already applied 1n
energency there was no further action the engineman ocould toke
to avert the accidcnt. The rules requlre that enginemen must
not forestall an autematic train-stop application of the braokes
until after a restrictivs signal has been observed and is being
obeyed, and the enginoman so understood. If he had not oper- -
ated the forestalling dovice when passing signal 170.2 or 1if

he had properly controlled the speed of his train after fore-
stalling as required by the indication of glgnal 170.2, un-
doubtedly the train could have been stopped in time to avert
the azccldent. This engineman 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 signel 169.2 prepared
to stop; however, his train passed slignal 170.2 at a speed of
ebcut 54 miles ver hour, or 24 miles per hour in excess of the
speed authorized, and this excesslve speed was malntained to
wlithin a short distance from signzl 169.2.

Tests which werec made subsequent to the accident dls-
cloged that the signals involved functioned properly and all
values were within the limits prescribed by this railroad. A
Test of the alr brakes of cngine 5440 and the cars in 1%ts traln
disclosed that the brzkes functioned properly. The automatic
train-gstop device »n encrinc 5440 met the prescribed require-
ments.

In reports of this Bureau covering accidents which oc-
curred on the Now York Central, at Orugers, N. Y., on August 31,
1934, at North Germantown, N. Y., on April 17, 1938, and at
Rocky Ridge, 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. .



