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Reilrouad: New York Central
Date: April 17, 1938.
Location: North Germantown, N. Y.
Kind cf accident: Rear-end collision
Trains involved: Passenger ¢ Passenger
Train numbcrss: First 59 ¢ Second &9
Engine numbers: 543 : 5410
Consists: 12 cars + 9 cars
Speed: Just started : 10 m.p.h.
Operation: Timetable, train orlers and automatic

block-sicnal and train-stop system

Track: Double; tangent, lcvel.

Vieather: Clear

Time: 1:472 a.m.

Casualties: 11 injurcd

Causcs Failvre of Second 59 to be operated in

accordance with signal indications.
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To the Conmission:

On April 17, 1938, there was a rear-ecnd collision between
two nassenger treins on the New York Central Railroad near North
Germantown, N. Y., which resulted in the injury of six passen-
gers, three Pullman employees and two railrcad employees. The
investigation of this accident was made in conjunction with
representatives of the New York Public Scrvice Commission.

Location and method of operation

This accident occurred on that part of the Hudson Division
which extends between Croton-on-Hudson and Albany, N. Y., a
distance of 108.33 miles. In the vicinity of the point of acci-
dent this is a double-track line over which trains are operated
by timetable, train orders, an automatic block-signal system,
and an automatic train-stop system, the latter being cf the
intermittent~inductive type. The general direction of the
tracks is north and south, but timetable directions are east
and west and the latter directions are used in this report. The
accident occurred on the westward track approximately 6,950
feet west of Tthe station at North Germantown. Approaching this
point from the east the track is tangent for a distance of
4,005 feet, Tollowed by a 1°30' curve to the right 791 feet in
length, tangent for 843 [feet, a 1° curve to the right 537 feet
in length, and then tangent for 3,144 feet, the accident occur-
ring on “this latter tangent at a point 2,171 feet from 1its
eastern cnd., In this vicinity the track is level, and is laild
in a side hill out; the view is materially restricted by the
side wall to the right of a west-bound train.

The automatic signale involved are signals 10521, 10621
and 10731, located 11,527 feet, 6,197 fcet and 897 fecet, re-
spectively, cast of the point of accident. These signals are
approach-lighted. Signal 10521 is of the l-unit, B3=-indication,
color-light type, with a red marker light; its indications are
red-over—~red for, "stop; then procced at restrictcd speed",
yellow—over—rcd for, "oroceed preparing to stop at next signal;
train excecding medium spced must at oncc reduce to that speed",
and green~over-red for, "proceed". Signal 10621 is of the
2-unit, 4~indication, color-light type; its indications are red-
over-red for, "stop; then proceed at restricted specd", yellow-
over-red for, "procced preparing to stop at next signal; train
excceding medium speed must at once reduce to that speed",
yellow-over—green for, "proceed approaching next signal at
medivm speed", and green-over-green for, "proceed". Signal 10731
is of the l-arm, 3-position, upper quadrant, semaphore type with
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red marker light; its indications are red-over-red for, "stop;
then procecd ot restricted cpeed", yellow-over-red for, "proceed
preparing 1o stop at next signal; train excceceding medium speed
must at once rcduce to that specd¥, and green-over-red for,
"proceed", When the westward trock is occupied west of signal
10731, thie signal normally displays a red-over-red indicationg
8ignal 10621, a yellow-over-red indication, and signal 10521, a
yellow—over-rcd indication. Automatic train stop inductors are
located approximately 70 fcet in rear of cach signal.

Reatricted specd is defined as "a spcec not exceeding that
which will enable a train to stop short of train ahead, obstruc~
tion, or switch not properly lined, and look out for broken rail',
Medium specd is deflined as " speed not exceeding thirty miles
per hour',

The maximum speed in this territory for trains such as
those involved in this accideat is 70 miles per hour.

The weather was clcar at the time of the accident, which
occurred aboult 1:42 a.nl.

Description
'

First 539, a west~bound passenger train, consisted of five
baggage cars, two coaches and five Pullman sleeping cars, all of
gteel or steel underframe construction, hauled by engine 5431,
and was ir charge of Conductor Brown and Engineman Kemmy. This
train dennrted from Croton-on-Hudson, 71.52 miles from North
Germanto™m, at 12:31 a.m., according to the train sheet, 2
minutes ~heal of its scheluled leaving time, passed Barrytown,
the last open office and 11.42 miles from North Germantown at
1:26 a.ms, 5 minutes 2hend of its scheduled time, stopped west
of signal 10731 to cxtinguish a lighted fusee, and after re-
starting had meved only a short distance when its rear end was
struck by Second 59.

Second 59, a west-bound passenger train, consisted cf one
baggage car, one deadhead Pullman sleeping car, and seven Pull-
man slecping cars, all of steel construction, hauled by engine
5410, and was in charge of Conductor Wapman and Engincman
Williams. This train departed from Croton-on~Hudson at 12:31
a.m., acccrding to the trein sheet, passed Barrytown, at 1:30
a.m., 1 minute ahead of its scheduled time, passed signals
10521 and 10621 displaying yellow-over-rcd indications, passed
signal 10731 displaying red-over—-red inlication and shortly
afterwards collided with First 59 while traveling at a specd of
10 miles per hour according to the tape of the speed recorder
with which the c¢ngine was equipped.



Two pairs cf wheels of the rear truck, a 6-wheel truck, of
the rear car ol First 59 were lerailed and this truck was shoved
forward about 10 feet; thce rear end of this car was badly damoged
Seven otner cars in thais train were slightly damaged but none
these cnors was derailed. The engine and seven cars in Secondd
vere slightly damaged, but none of the equipment in this troin
was deroiled. The employccs injured were two brakemen of
Secon¢ 59,

Summary of evidence

Enrineman Kemmy, of M#xst 59, stated that in the vicinity
of Tivoli, 7.12 miles from North Germantown, he saw the signal
shead change from yellow to grecen. The signals then displayed
clear indications until approaching North Germantown. He had
been operating his train at a speed of abocut 65 miles per hour
and on receiving a yellow indication at signal 10521 he reduced
speed about onc-hall, or to between 30 and 35 miles per hour.
He received a yellow-over-red indication at signal 10621, and a
yellow indication at signal 10731, but there was a burning
fusee on the track about 12 car lengths bcyond this latter sig-
nal. He stonped the train gbout 10 feet from the fusee which
the fircman removed from the track. As soon as he saw the fire-
man clear the track Engineman Kemmy sounded two short blasts on
the whistle to notify the Tlagman that he was going to start.
The tr~in started and had noved aboutr a car length or two when
the collision occurred. Hec thought his train had stood only
about 30 seconds. The visibility was good, and he did not en—
counter any other fusees besides the one his fireman picked up.

The statement of Fireman Johnson, of First 59, corroborated
that of the cngineman. He did not know how long it took him to
get off the engine when his train stopped to pick up the fusec
but he did it as quickly as hc could, possibly two or three
minutes,

Conductor W. H. Brown, of First 59, stated that he was in
the fifth car from the rear when the accident occurred and he
thought his train stood about one minute when the stop was made
Just prior to the accident.

Flagman J. A. Brown, of First 59, stated that approaching
North Germantown he was on the rear platform and when the speed
was reduced he saw that they were running on yellow signal indi-

cations. He threw off a red fusee as they rounded the curve n‘

Jjust east of the point of accident approximatcly 35 or 40 pas
ger car lengths from the point wherc the train stopped. At that
time his train was traveling about 25 or 30 m.p.h., and when he
realized that 1t was going to stop he threw off another fusee;
his train stopped about 5 or 6 car lengths beyond. He imme-
diately left the car and placed a torpedo on the track about a
rail length from the rear ©f his train. He heard the proceed
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whistle signal sounded by his engineman and he attempted to
place another toroedo, but he then heard Second 59 working steam
and he started back to flag. e had procecdeld g distance of
about 3 or 4 crr lengths when lLie saw the headlight of the ap-~
proaching train and he gave stop signale with his red and white
lanterns. He had rcached a point about 5 or 6 car lengths from
his train wvhen Second 59 passed him, #nd he saw the train pass
over the burning fusee. The engineman Adid not onswer his sig-
nals, but the cnginc was not working; stoam when 1t passed him,
and the air benkes verc opplicd. Ye estimatel its speed at that
time to have been 15 o» 20 milce per heour. Flagman Brown stated
that he uged H5~minute fusees, that the first one flared when he
threw it off, and he theugcht that about 3 minutes elapsed between
the time he threw it off end the time his train started, and
that his train had stood about 1 rinute.

Engineman Williams, of Second 59, stated thet the usual air
brake test was made at Harmon, o satisfactory running test was
made, and the brakes functioned properly con route. On approach-
ing North Germantown he was onerating his train =t a speed of
about 70 miles per hour. He recelved a yellow-over-red indica-
tion at sipnal 10321; he easel off on the throttle, made a 10~
pound brake-pipe reduction and placed the brake vslve in the
lap position, operated the fore-stalling device of the automatic
train-step, and passed this signel 2t a speed of about 55 miles
per hour. Signal 10621 alsc displayed a yellow-over-red indicas
tion and he mafe an additional S-pound brake-pipe reduction and
agaln onerated the forestalling cevice; he passcd this signal at
2 speed of about 50 miles per hour. As ne rounded the curve
east of trhe point of aczeident he saw the red indication 'orf signal
10731; he immecCiately closed thc thrcttle, cpened the sanders
and placed thn brake valve in the energency vwosition, and he
thought the s»need had been reduced to less than 10 miles per
hour at the time of the accident, He saw tle rear end of First
59 abcut the ssome time he saw the red indication of signal 10731;
at that time he was [rom 10 tn 18 car lengths from the train. He
Ssaw the Tlagman about 3 or 4 car lengtks freom the rear of First
59, but a2t no %ime Jid he see any burning fusees, nor did he
strike any torpcdoes. Tae weather was clear and he did not have
any trouble in observing the signnls. He stated that he is
thoroushly familiar with this territory and ras been rcgularly
assigned to elther this trein osr Nn. 63 for tas last three years,
He knew that he should nave raducel his smeel to 30 miles per
hour on receiving the yellow incicaticns, but he had cxpected to
ind signal 10731 dosplaying a yellow indicoticn. His engine was
equippel witli &4 epesd imdicrtor, Lot Pe was rot sure that he had
chuci~d the eher® ~rlor to the acoiient and thongrbt thet his
estimase of TTwe 1«0 ¢f hie Toein Sight hove been lower than it
agtually wes. ke Jng of the -pinina that the fucee that the
flagman placed on the track did nct flere until after his engine
passed over it, and after the accident his conductor saw it burn
ing under one oT the cars cf their train.

) O
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1an Tighe, of Second 59, stated that he called the
signal indications and that the engineman rcduced the speed to
about 50 nmiles pcr hour on passing signal 10521 and to about 40
miles per hour on passing signal 10621 and as they rounded the .
curve east of the point of accident he saw the red indicatlon

of signal 10731. He jumped off when his traln was about 30

feet from the train ahead and he estimated the speed of his

train to have been 12 or 15 miles per hour at that time.

=
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Conductor Wegman, of Second £7, stated that he was in the
fifth car, walkine toward the head end of the train, when he
felt the air brakes apply, at which time the speed of his trailn
was betweer 60 and 65 miles per hour. He felt the speed belng
reduced, fclt a heavier anplication and it was about 2 minutes
after he fclt the first application when the collision occurred.
After the accident, when he went to his engine he looked beack
and saw o lighted fusee uncer either the third or fourth car
Trom the cngine.

Supervigor of Alr Brakes Albers statec that enaine 5410 was
equipped with the latest type 8-ET equipment while the majority
of the cars werc equipped with UC typc brake equipment although
some of thc cars may have had PC typc. With either of these
types of eguipment an emergency brake application can be obtained
following a service application. Supervisor Albers stated that
with Second 59 traveling at a speed of 72 miles per hour, had a
10-pound brake-pipe reduction been made when 1t passed signal
10521, 2nd a further reduction of 5-pounds at sifnal 10621, the
train would have stopped prior to striking the rear cnd of
First 59. His examination of thc specd recorder tape on cngine
5410 showed a speed of about 68 miles per hour at the point
where the brake was applied just prior to the accident; this
point is located 1,980 to 2,000 feet east of the point of colli-
sion. The tape indicated that an ecmersency application had been
made, as deccleration was at a very rapid rate when the speed
was about 30 milcs oer hour at a point 250 feet from the point
of collision.

Chief Sisnal Inspector Goodwin stated that prior to the ac-
cident signal 10821, located 5,226 feet west of signal 10731,
had a broken wire between the battery and the roil at the west
end of the second treck circuit 3,074 feet west of the signal.
This wirce had broken due to vibration and woes held in such a po-
sition as to make circuit contact intermittently, thereby caus
inz the signal to display intermittently a red-over-red indica
tion.,

Two freshly burned fusees were found after the accident 351
feet and 2,375 feet, respectively, east of the polnt of accident.
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Observations of the Commission!s Inspectors

Inspection of cignals 10521, 10621, and 10731 showed that
they had been working properly.

Cbscrvations were ande to ascertain the view to be had ap-
proaching the signals inveolved. Due to rock cuts on the inside
of scme of the curves, the view was restricted to some extent.
It was found, however, that a clear viev ¢f signel 10521 could
be had “or a dlstance or 1,308 fcet. a cleer view ol signal
10621 for aproxinatelw 2,500 feet, and signal 10731 could be
secen for o distencn of ~pproximatery 1,300 fect.

Discussion

According to the evidence, First 52 stooped west of signal
10731 to pick up 2 fusee, epparently left by a preceding train,
which had been delryed by a rcd-over-red indication being dis-
playved by sifnal 10831, the next signal west ¢f tne point of ace
cident, due to & brokea wire between the battery and rail. The
speed of First 59 had been rcduced to comply with the yellow in=
dications rceceived at sifnals 10521, 10621 and 10731, and the
flagman threw off o fusce on the cirve east of tiae point of ac—
cident and when he realized that ails train was going to stop he
threw of7 another fusec sbout 5 or 6 car lencths from the polnt
where the rear of his trein stopped. After his train stopped he
placed a torpedo on the rall and attempted to flag Second 59
when he heard it approaching.

Second 59 was operated at a hich rate of speed passing sig-
nale 10521 and 10621 displaying yellow—over-rcd indicatlons and
the ensgineman, thereforc, did not have his triin under such cons
trol as would enable aim to stop when he observed the stop indi~
cation of signal 10731. According tc his statcmeats, on receliv-
inr the yello'=—over-red indication at signnl 10521 he eased off
on the throttle and made 2 10-pound brake pipe reduction, reduc-
ing speed fron 70 %tn 55 nmiles per hour on passing this signalj
approachin” sirnal 106821 he made an additional 5-pound reduction
and nasscd this signal at a speed of 50 miles per hour; before
PasSsing esch of these signals he operated the forestalling lever
oT the automatic train siop systen. He saw the red indication
of signal 10731 on rounding the curve east of the npoint of accl-
dent, when about 1,600 feet from thc signal, whereupon he 1lmme-
diately took emersency action to step the train. The speed
reecrder tape does nct substantiate the cngineman's statements
reparding speed; it indicates a speed of 7& niles per hour ap-
proaching signal 10521, a reduction to a speed of about 68 miles
per hour on »assing this signal, and a very slight reduction in
speed passing signal 10821, It also indicatoes that a service re-—~
duction was made about 1,500 fect enst uf signal 10731, which re-
duced the specd to approximately 50 miles per hcur at the signal
location; this was followed by an emergency application which
appears to have been made at » point about 250 feetl east of the
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point of collision when the specd was cbont 30 miles per hour,
end which reduced the speed to 10 miles ner hour at the time of
the accident. It shouvld be borne in nind trhat the scale of this
tape is % inch to 1 mile, hence aistances cen be only approxi-
mate., Under tho rulecs, Engineman Williams should have reduced
hiz speed to 30 miles per hour on receivine the first yellow-
cver-red indication, «nd he then would have had his train under
control and wceuld have been able to stos short of signal 10731,
however, ne operated the Tforestalling lever of the automatic
train stop device at tvo signals withcut obeying their indica-
tlons, and exsectcd to recelve enctier yellow indication ab
sleaal 10731.

Eneinerman Williars and Firemen Tighe, c¢f Second 59, stated
that they did not sece any fuseges 2t any time, but Conductor
Vasman saw o ourning fusce under either the third or fourth car
¢f thelir treoln after the azcident. Another freskly burned fusec
was found about 2,375 fect east of the point of accldent.

In nrevious accldent investigation rerorts attention has
been called to the prnctice known as "runnine on the yellow",
and tc the usc cof the forestelling. feature of the automatic
train-stop dévice without strictly cowplying with sisnal indicas-
tions. In the report on a similar accident wnich occurred on
August 31, 1934, a2t Crugers, N. Y., cn tne same division of
this railroad, the following staternent was made:

Failure properly tc contr>l specd after operating
the forestalling device has resulted in several acci-
denbs in =automatic trein stcp teiritory and most roads,
including tre New Yorl: Contral, now have in effect a
rule that on enginenan must not forestsll an automatic
bralzc applicetion until after the restrictive signal
indication has been observed and is bcinzy obeyed. That
rulc was not beirg obeyed rn tiais case, and the con-—
tinued occurrence of cceidents of this character in-
dicates that there 1s neced for improvement in the
enforcewcat of this rule 17 forcetalling devices are
to bc conginved in use.

The functicns ol the forestalling lecver are closely
allied with prover observance of signal indications, and
when an caginenan forestalls without hoving reduced speed
in accordance with signal indications suclhh cction affords
opportunivty for the occurrcnce of an accilent of the very
type which ~n automatic train storn is intunded to prevent.
Too .wch enphasis can not e laid on thoe necessity for
strict obedicence to sifnal indications; 1f svupervising
officicls are unable to accomplich this result further
consicCeration should be given the question os to whether
Torestelling dcvices shall be continued as o part of an
autonatic train stop systern.
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Conclusion

This accident was caused by the failure of Second 59 to be
. onerated in accordance with signal indications.

Respectfully submitted,
W. J. PATTERSON

Director.



