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Date:
Rallroad:

Locatlon:

Kind of aocident:

Tralns inveolved:
Train numbers:

Englne numbers:

Conslsta:

Estlmated speeds:*

Operation:

Tracka:

Weather:
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Casualtles:
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November 30, 1953
Erie

Paterson, N. J.
Head-end collision

Passenger Pasgsenger

-a

319 * 2

Diesel-electric Dlegel-electric

unit 906 unlits 824 and
825

2 carg . 11 cars

12 m, p. h. Undetermined

Timetable, traln orders, and
automatlc block-slgnhal system

Double; 3°12' curve; 0.39 percent
descending grade westward

Drizzlling, dark
630 p., m,
17 1njured

Route throurh 1nterlocking not belng
properly lined and traln moving

agalngt the current of traffic .

wl thout authorlty
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REPQRT NO. 3549

IN THE MATTER OF MAKING ACCIDENT INVESTIGATION REPORTS
UNDER THE ACCIDENT REPORTS ACT OF MAY 6, 1910.

ERIE RATLROAD COMPANY

January 27, 1954

L

4

Accident at Paterson, N, J., on November Z0O, 1953, caused
by the route through an Interlockling not belng
properly lined, and a train moving agalnst the current
of traffic without authority.

' 1
REPORT OF. THE COMMISSION

CLARKE, Commlssioner:

On November 30, 1953, there was a head-end collision
between two passenger itralns on the Erie Rallroad at
Paterson, N, J., which resulted in the Injury of nine
passengers, two dining-car employeesg, one traln porter, and
Tive train-service employeges. Thle accident was investl-
gated 1n conjJunctlon wlth represéntatives of the Board of
Public Utility Commissioners of the State of New Jersky.

1

Under authority of sectlon 17 (2) of the Interstate Com-
merce Act the above-entltled proceeding was referred by the
Commigsion to Commissioner Clarke for conslderation and
digposition, )
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Location of Accldent and Method of Operation

Thls accldent occurred on that part of the New York
Division extending between Jersey City, N. J., and Port
Jervig, M. Y., 87.3 miles. In the vicinity of the nolnt
of acecident thls 1s a double-track line, over which tralns
moving wlth the current of traffic are operated by timetable,
traln orders, and an automatic block-slgnal system, Croxton
and XW Tower are located, respectively, 2.2 mlles and 15.0
miles west of Jersey Gity. A second line, deslignated as the
Newark 3ranch, extends between Croxton and XW Tower and con-
nects with the Jersey Clty-Port Jervls line at each of these
points., The Newark Branch is south of the Jersey Clty-Port
Jervis line, In the vicinlty of XW Tower %*hc Newark Eranch
ls a single~track line, over whlch tralns are operated by
timetable, train orders, and a manual block-slecnal system,
Throughout a considerable distrnee west of XW Tower two
auxlllary tracks parallel the maln tracks on the south and
connect wlth four lower-level statlion tracks at the statlon
at Paterson, 0,7 mile west of XW Tower. A wesgt-bound traln
moving from the Newark Branch to the westwerd maln track of
the Jersey Cilty-Port Jervlis line ot XW Tower enters the
north auxiliary track at swltch 25, crosses from the north
auxlllary track to the castward maln track at crogsover
22~21, and crossés from the eastward maln track to the”
westward maln track at croassover 16~15, Switch 25 and
the gwitches of these crogesevcrs are located, resvectively,
82 feet, 90 feet, 281 feet, 441 Teet, and 640 fees weosgt
of the interlocklng statlon, The accldent occurred on the
eastward main track at a point 1,058 feet west of XW Tover
and 2,464 feet east of the statlgon at Paterson. From the
east on the Newark Branch there is & 6° curve to the left
throughout a digtance of 1,150 feet lmmedlately east of
switch 25, From the west on the eastward maln track of
the Jersey Clty-Port Jervls line there are, 1in successlon,

a 1°10' curve to the right 165 feet in length a tangent
383 feet, a 3°12' curve to the left 920 feet to the point
of accldent and 620 feet eastward, and a tangent over 1,000
feet in length., The grade 1s 0. 30 percent descending west~
ward at the point of accident. '

Interlocking signal 45, governing west-bound movements
from the Newark Branch, is located 1,525 feet east of the
point of accldent. Automatic slgnal 15-2 and interlocking
slgnal 3-5, governing east-bound movements on the eastward
maln track, are located, reaspectively, 1,545 feet west and
349 feet east of the point of accident. These signals are
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of the color-light type. Signals 46 and 3-5 are continu-
ocusly llghted, and signal 15-2 1s appreoach lichted, Aspects .
applicable to thls lnvestigation and the correspondlng lndl-
catlong and names are as follows:

Signal Agpect Indicatlon Name _
45 Red-over- PROCEED AT RESTRICTED RESTRICTING.
vellow SPEED.
15-2 Yellow over PREPARE TO STCP AT NEXT APPROuCH,
number SIGNAL. TRATN EXCEED-
plate ING MEDIUM SPE=D MUST
AT ONCE REDUCE TC THAT
SFEED,
3-5 Red-over- STOP. : STOP,
red

Signal 46 dlagplays red-over-vellow as 1lts least restrictlve
aspect, Thlg aspect 1s displeyed when the route 1s lined
for movement from the Newark Branch to elther maln traclt or
to elther of the auxiliary trackts, The controllling clrcuifs
ol signal 15-2 are so arranged that when the block of thils
sirmal 1s unoccupted and slgnal 35 indlcates Stop, slgnal
15-2 1ndicates Approach.

Interlocking limits at XW Tower extend from slgnal 46
to slgnal 3-5 on the eastward maln ftrack and to a polnt
several feet west of swltch 15 on the westward maln track,
The interlocting 1s of the electrlic type. It 1s provided
with a 56-lever control machine, !Mechanlcal, apprcach, time,
route, and indlcation lockins are provided., After a traln
enters the first track sectlon of a route whlch has been
established and for which 2 proceed signal indlcatlon has
been displayed, route locklnz prevents the manipulation of
any swltch wlthin the route until after the traln has clerred
the track sectlon in which the swltch ls located. A track
model board ls located above the contrel machine. Visuaol
indicators on thlis becard become lighted vhen an approach
circult or any track sectlon wlthin interlocking limits 1s '
occupled.
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This carrier’s operating rules read in part as followa:
DEFINITIONS

Medium Speed~-One~half meximum authorlzed speed at
point Involved, but not to exceed tolrty mlles per hour
unless otherwlse provided.

Restrlceted Speed--Proceced preparsd to stop short of
traln, obstructlon, or anything that may requlre the
gpeed of a traln to be reduced,

17. Headlight wlll be dlsplayed to the front of
every train 1n the directlon in whilch traln or engine
1s moving,

It must be dimmed-

W ¥ W

(b) While passing through vards;

(c) Apnroaching stations at whicn stops are to be

* W W
(e) On two or more tracks when apnroachlng a traln
In the opposite direction,

L )

D-151, Where two maln ftracks are in service tralns
or englnes must keep %o tne right unless otherwlse pro-
vided,

L

505, Interlocklng signals govern the use of the
routes of an Interlocking, and as to movements withln
Interlocking limits, thelr indicatlons surergede the
guperlority of trainsg % % %

% % W
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The maximum authorized speeds for passenger traing are
20 mlles per hour on the Newmrk Branch east of XW Tower, 15
miles per hour for diverglng movements through the inter-
locking at XW Tower, and 50 miles per hour on the main tracas
west of XW Tower.

. Deseription of Accldent

No. 319, a west-bound flrst-class passenger traln,
conglsted of Diegel—~electric unit 906 and two coaches., Both
cars were of all-steel cohstructlon. Thia traln operates
vla the Newark Branch from Croxton to XW Tower and vlia the

Jergey Clty-Port Jervis line beyond XW Tower. It departed from

Franklin Ave,, 5.6 miles east of XW Tower and the last open

office, at 6:16 p. m., 3 minutes late, passed signal 46, which

Indicated Restricting, and entered the eastward maln track at
X¥ Tower. It passed XW Tower at 6:26 p, m., 1 mlnute late,
according to the dlepatcher's record of the movement of
trains, continued westward on the eastwoard maln track lnstead
of 1%ts lntended route on the westward main track, and whlle
moving at an estimated sveed of 12 miles per hour 1t collided
with No. 2 at a polnt 349 feet west of the west interlocking
1imits of XW Tower and 2,464 feet east of the statlion at
Paterson,

No. 2, an east-bound first-class passenger traln, con-
slsted of Diesel-electrlic unlts 824 and 825, coupled 1n mul-
tiple-unit control, two express cars, one baggage car, two
mall cers, three coaches, one dinlng car, and two sleeping
cars, 1in the order named, All cars were of all-steel con-
struction., Thie traln passed Ridgewood Jet., N, J,, 4.8

mlles west of Paterson and the last open office at 6:18 », m.,

2 minutes earller than the schedule time at that gtatlion, and
stopped at Paterson at 6:27 p. m, It departed from that
station on the eastward maln track at 6:28 p. m., 1 mlnute
late, passed slgnal 15-2, which indicated Approach, and was

struck by No. 3189 either lmnedlately before or 1mmediately
after 1t stopped.

No equipment of elther traln was deralled. The
Dlesel~electric unit of No. 319 was conslderadly damsged,
and the flrgt car was somevhat damaged. The first Dlesel-
glectrlc unit of No. 2 was badly damaged, The second
Diesel-electrlc unlt and the first, third, fifth, sixth,
and seventh cars were somewhat damaged

@
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the conductor,
The engineer,/and the flagman of No, 319 and the en~lneer
and the traln baggac~eman of No. 2 were 1njured.

It was drlrzling and dafpk #t the time of the accldent,
vhich occurred about 6:30 p. a.

DMscugslion

As No. 319 was approachlng XW Tower the enginemen were
maintainlng a lookout ahezd from thne ¢ontrol compartment of
the locomotive. The merbers of the train crew were in the
cars of the train, The headlight was dimmed. The brakes of
the traln had been tested and had functloned properly vhen
used en route, The enginemen sald that the speed was reduced
as the train approached slgnal 46, which 1ndlcated Ston. The
indlcation of the sienal changed from Stop to Restricting
belore the traln stopved, and the speed then wos increased to
12 or 1% miles per hour, BSipgnal 46 1ndlcates Restricting
when the route 1s 1llned for movement on either the south or
the north auxiliary track or on the castward or the westrard
main track. No other signal 1s provided to zZovern the
movement or to lndicate the route that has heen lined. The
enginemen expected that the traln would cross from the
eastward maln track to the westward main track at crossover
16~15. Tne englneer sald that the front of the traln had
rassed 8lgnal 3-5 a distance of about 80 feet refore he
became aware that the traln had not crossed to the westward
main track, At thls time he also observed that No. 2 was
approachlng on the eastward maln track, He lmmedlately made
at emergency application of the brakes, FHe thought the

specd Lad been reduced from about 15 mlies per hour to about
12 miles per hour when the colllslon occurred. The filreman
wre net aware that anything was wrong untll the engineer made
the brake application, Both enginemen sald that 1t was
drizzling and that as thelr tralin moved through the lnter-—
locklng they were lookling toward the dimmed headlights of

No, 2 and of two locomotlves on the auxillary tracks south

of the main tracks, They thought that these conditlons may
have contributed to the fact that they failed to notice that
thelr traln had not crossed to the wvestward maln track,

Accordlng to the dispatcher's record of the movement of
tralns, No. 319 passed XW Tower at 6:;26 p., m, The conductor
of No. 2 sald that his traln departed from the statlon at
Paterson about 6:28 n, m. Apparently Mo, 319 actuslly
passed XW Tower 2 or 3 mlnutes later than 6:26 p. m.
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As No, 2 was approaching the point where the accident
occurred the enginemen were maintalning a lookout ahead from
the control compartment of the locomotive, The members of the
train crew were in the cars of the train, The headlight was
dimmed. The brakes of the tralpn had been tested and had
functioned properly when used en route. The englnemen said
that after the traln departed from the statlon at Paterson the
speed was increased to about 15 miles per hour. Signal 15-2
indlcated Approach. As the traln approached slgnal 3-5, whlch
indlcated Stop, the englinear made a brake application pre-
paratory to stopping the traln short of the signal. The
englnemen first became aware that No., 312 was moving on the
eastward main track when thet train was in the viclinlity of
signal 3=-5. At thls time the gpeed of Mo, 2 had been con-

» slderably reduced, ,The enginemen sald that Ilo. 319 struck

thelr traln elther immediately before or immedlately after 1t
stopped. The engineer observed that after the accldent occurred
the 1ndicatlon of signal 3-5 changed from Stop to Proceed.

The signal maintalner at XW Tower was on the lower floor
of the Interlockling station when the accident occurred. He
immedlately walked westward through the interlocking. At
that time he ohserved that switch 21 was 1n position for
movement through crossover 22-21 and that swlitches 16 and 15
were each 1n pvosition for through movements on the maln
tracka. VWhen he returned soon afterward, swltch 21 was belng
regstored to positlon for movement on the eastward main track.
When he reached the upoer floor of the interlockling statlon
he found that the operator had lined the route for an east-
bound movement on the eastward main track.

The operator at XW Tower sald that as No. 319 was
approaching signal 46 he lined the route for that traln, No,
2 enterzd the appruach circult on the eastward track before
No, 3.9 had paussed threugh the incerlocking, The operator
dld nct n- sice the 1ndicatign, of che visual indicators on
the mede. leard as No 319 was paseing, and he asgsumed that
after fliz t-o"n cleared the intericcking 1limlts 1t was moving
on the weitward mawn track. He then lined the route for No,
2 to mcve eastwerd on the eastward maln track, He was not
aware that aa accident had occurred until he was so 1nformed
by the sicnal maintainer,
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af ter the accldent occurred swltches 15 and 16 were
found to function properly., Inspectlion and tests of the
8lrnal apparatus disclosed no condltlon which would cause an
improper operatlon of the lnterlockilng.

When the route ls lined for movement from the Newark
Branch to the westward matin track at X¥ Tower, switches 15,
15, 21, 22, 33, and 34 are in reverae po-ition., When the
route 1s llned for movement from the Newark Branch to the
eastward maln track, swlitches 15 and 16 are in normal posltlon
and swltches 21, 22, 33, and 34 are in reverse poslition,
Signal 46 governs both routes, The fact that No. 319 moved
from the Newark Branch to the eastward maln track indicates
that when the operator lined the route for that traln he
falled to place swltches 15 and 16 in reverse posltion, The
operator sald that at the time No, 319 passed there was no
doubt 1n hls mind that the route was not lined toward the
westward maln track, EHowever, he sald that after he found
that swltch 16 was in normnl positlion when the traln passged
over 1t he was net certain that he had placed the swlitch 1n
reverse posltion when he Yined the route. He sald he notlced
no irregularity in the posltiong of the levers after No. 312
pasgsed, but he was not posltive that switches 15 and 16 were
not already 1n normal posltion at the tlme he restored the
other swltches %o normal,

The rules of this carrler provide that where two maln
tracks are in service trains must keep to the right unless
otherwlse provided. Signal 46 governs the use of the routes
of the interlockling at XW Tower but does not convey authority
for movements beyond the interlocking limits, In the lnstant
case, the operator unintentlonally lined the route for No, 315
to proceed on the eastward main track, No. 319 had moved
some distance beyond thie Interlocking limlts before the crew
became aware that the traln was en the wrong track and moving
against the current of traffie,

Causge
Thls accldent was caused by the route through an
interlocklng not belng properly lined, and a traln moving
agalnst the current of trafflec without authority.

Dated at Washington, D. C., thls twenty~seventh
day of January, 1954,

By the Commlssion, Commissloner Clarke,

{ SEAL) GEORGE W. LAIRD,
Secretary,



