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I N T E R S T A T E COMMERCE COMMISSION 

R E P O R T NO 3783 

IN T H E M A T T E R O F M A K I N G A C C I D E N T I N V E S T I G A T I O N R E P O R T S U N D E R 
T H E A C C I D E N T R E P O R T S A C T O F M A Y 6, 1910 

HUDSON & MANHATTAN RAILROAD COMPANY 

April 11, 1958 

Accident at Jersey City, N J , on September 16, 1957, caused by failure to operate the 
following train in accordance with signal indications, and failure of an intermittent mechanical-
trip train-stop device to function as intended 

R E P O R T O F T H E C O M M I S S I O N 

TVGGLE Commissioner 

Or September 16, 1957, there was a rear-end col l is ion between two passenger trains of the 
Hudson & Manhattan Railroad at Jersey City, N J , which resulted in the injury of 22 passengers 
This acciaent was investigated in conjunction witn representatives of the New Jersey Board of 
Public Utility Commissioners 

Under authority of section 17 (2) af the Interstate Commerce Act the above-entitied proceeding was, 
referred bv the Comm.ssion to Commissioner 1 uggle tor consideration and disposition 
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L o c a t i o n of A c c i d e n t and Method af Operat ion 
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The control circuits are so arranged that when the blocks of signals 28H, 26H, 24H, and 
'he sigral in advance of signal 24H are unoccupied, signal 28H indicates Proceed, signal 26H 
indicates proceed-apprcaching-next-signal-at-rnedium-speed, and signal 24H indicates Proceed-
r-epcied-to-ston-at-next-signal, which is the most favmable aspect this signal can display In 
the event that ( he power being supplied to the control circuits ol tl.e signal in advance of signal 
2 - 4 is mterruDted and the blocks of signals 28H, 26H, and 24H are unoccupied, signal 28H indi­
cates Proceed-appicaching-next-signal-at-medium-speed, signal 26H indicates Proceed-prepared-
+o-stop-at-next-rignat, signal 24H indicates Stop-then-proceed-at-restrictod-speed, and the auto-
rra^ic tram-stop tripping device of signal 24H is in tripping posit ion In the event that the power 
oomg supplied to t] e control circuits of the signal in advance of signal ?4H is interrupted and the 
block of signal 26H is occupied between the east end of the cut-section and signal 24H, signal 
28H indicates Proceed-prepared-to-stop-at-next-signal, signals 2GH and 24H each indicate Stop-
tlien-proceed-ai-restricted'Speed and the automatic train-stop tripping device of both signals is 
n tnppmg pos" ion In the event that a train passes signal 26H while the automatic tram-stop 
trippmq device ot that signal is in tripping position, the tripping device will move to non-tripping 
position about 2 seconds after the track circuit is shunted 

P R R operating rules read m part as io l lows 

DEFINITIONS 

SPEFDS 

MEDIUM SPEED—Not exceeding one-half the speed authorized for passenger trains 
but not exceeding 30 miles per hour 

RESTRICTED SPEED—Not exceeding 15 miles per hour prepared to stop short of 
train, obstruction or switch n o t properly lined and to look out for broken rail 

P R R timetable special instructions read in part as follows 

Manual Release of Automatic T r a i n - S t O D S (Trippers) 

1299-A2 Release mechanism is located .̂n cose adjacent to signal 

When a train equipped with automatic train stops (trippers) is stopped by a signal 
at w h i c h an automatic train stop I5? located, to enable the train to proceed the Conductor or 
Fnqineman, or such person as may be designated, must be governed as follows 

Place P R R switch key in slot in small iron case and turn key to right, holding for 
five seconds or until it is known automatic train stop is down, key may then be removed 
and train proceed i n accordance with signal indication * * * 

The maximum authorized speed in the vicinity of the point of accident is 40 miles per hour 

Description of Accident 

Trains operating over the H <S M are not assigned numbers but are designated by the 
departure time from the initial terminal At the time the accident occurred eastern daylight sav­
ing time was being used by the H & M , and that time is used in this report 

The 4 57 p m trair from Journal Square, an eastbound passenger train consisted of four 
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electr ical ly jropeiled passenger units, coupled in multiple-unit control These units are of all-
steel construction This train departed from Journal Square approximately on time, passed signal 
28H, which indicated Proceed, passed signal 26H, which indicated Proceed-approaching-next-
signal-at-meaium-speed, and stopped at signal 24H, which indicated Stop-and-proceed-at-restncted-
speed A short time later the rear end of this train was struck by tho 4 49 p m train iron Newark 
The accident occurred at a point 2,767 feet east of Journal Square 

The 4 49 p n train from Newark, an eastbound passenger train ^orsisted of s ix electri­
cal ly propelled passenger units, coupled in multiple-unit control These units are of all-steel con­
struction This train departed from Journal Square at 4 59 p m , en tune, passed signal 28H, 
which should nave indicated Proceed-prepared-to-stop-at-next-signal, passed signal 26H, which 
indicated Stop-and-proceed-at-restncted-speed with the automatic tram-stop tripping device in 
tripping position, and while moving at an undetermined speed it struck the rear end of the 4 57 p m 
train from Journal Square 

The preceding tram was moved eastward a distance of about 20 feet as a result of the 
col l is ion Nc equipment ot either train was derailed The second unit of the preceding train was 
somewhat damaged, and the third and fourth units were considerably damaged The first unit of the 
following tram was heavily damaqed 

The weather was clear a* the time of the accident, which occurred about 5 00 p m 

Two typ^s of automatic tram-stop calves are in use on equipment operating over tie H <S M 
The type provided for units operating between Newark and Hudson Fern mal cons is ts of a valve 
body with a plunger for actuating the valve mechanism, and a t imng reservoir It is so constructed 
that brake-pipe air is vented to the atn osphere af an emergency rate when the plunger is moved 
upward by a vertical force The length of time that the ventinq valve re 'iams open is governed by 
the volume of the timing reservoir, and m trie instant case is about 22 seconds Guards are pro­
vided at the iron* and rear of the plunger to prevenf the operation of rhe olunger by any force not 
not directed vertically upward One valve is mounted on the shoe-beam be^eatn each control com­
partment of the unit and when properly adjusted the plunger will engage the tripper of the automatic 
train-stoo tripping device when the device is m [.ripping position 

Toe wayside automatic train-stop tripping devices are operated electropneurratically The 
operating mechanism of each device is located between the rails A shaft extends at right angles 
to the "rack: and to the outside of each rail The tripper aims tor the tvoe of automatic train-stop 
valve involved m this accident are located on the right s ide of the ohaft relative to the direction 
of the current of traffic In non-tripping position the tripper arms a r e at an angle of approximately 
45 degrees In moving to tripping position the shaft turns through an angle of approximately 45 
degrees piecing the tripper arms in vertical position 

Discussion 

As the 4 57 p m tram from Journal Square was approaching siqra] 2411 a power failure 
occurred mterrupting the power Deing supplied to the control j irruits ^ the signal in advance of 
'lanal ?4H causing signal 24H to indicate Stop-then-proceed-at restn "ted-speed and the automatic 
tram-stor device of that siqnal to move to tripping posit ior Ir oidei *o pass the signal without 
receiving an automatic brake application the tripping arm of the train-stop device is required to 
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be in non-tripping posit ion The motorman of the 4 57 p m tram from Journal Square was engaged 
,n manually securing the tripping arm in non-tripping position when the col l i s ion occurred 

As the 4 49 p m train from Newark was approaching the point of accident the motorman 
was in the control compartment at the front end of the first unit The brakes of this train had 
functioned properly when used en route The motorman said that signal 28H indicated Proceed 
and that the speed of the train was about 35 miles per hour when it passed that signal He said 
that because of the sun shining on the lenses of signal 26H he could not distinguish the aspect 
until the train was about 100 feet west of the signal When he observed that *he signal indicated 
Stop-then-proceed-at-restncted-speed he initiated a service brake application He said that the 
automatic tram-stop valve was not actuated on the first unit of the train when that unit passed 
the tripping device He said that he then initiated an emergency brake application and that he 
placed f*>(> controls in reverse position before the col l i s ion occurred 

After the accident occurred tests were performed in the vicinity of signal 26H using the 
units of the following train involved in the accident in the same order as at the time of the acc i ­
dent It was found that either an emergency application or an eiectropneumatic service application 
of the brakes initiated at a point 100 feet west of the signal while the tram was moving at an 
estimated speed of 35 miles per hour would stop the train short of the point ot col l is ion Three 
test runs were made with the automatic train-stop tripping dev ice of signal 26H in tripping position 
In each instance the tripping device failed to actaate tnr train-stop valve of the first unit of the 
train, and in one instance it failed to actuate the train- top v a h e 3 of the first two Units When 
the train was operated over the tripping device in tripping position at an estimated speed of 35 
miles per hour and an emergency application was obtai led by actuation of the train-stop valve of 
the second unit, the train stopped with the front end 142 feet east of the point of col l i s ion 

Examination of the equipment after completion of the tests d i sc losed that the automatic 
tram-stop valve located on the right s ide at the fon t end of the first unit of the train was 1/4 
inch higher than permitted by the specifications of trie carrier and, as a result, the valve was not 
actuated vvh^n the unit moved over the tripping device of sigral 26H This condition was not in 
conformity with Section 136 560 of the Commission's Rules, Standards and Instructions, which 
became effective on October 1 , 1950 

Inspection and tests of the signal apparatus in the vicinity of the point of accident were 
begun by forces of the P R P signal department about 1 hour after the accident occurred No 
condition was found which would have caused an improper operation of the signal system 

It is apparent that the motorman of the following train was mistaken and that signal 28H 
indicated Proceed-prepaTed-to-stop-at-next-signal instead of Proceed when the train was approach­
ing the point of accident 

Causa 

This accident was caused by failure to operate the following train in accordance with 
signal indications, and failure of an intermittent mechamcal-tnp train-stop device to function 
as intended 
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Dated at Washinqton, D C , this eleventh 
day of April, 1958 

By the Commission, Commissioner Tuggle 

< s t A L ) II AHOLD D McCOY, 

Secretary 


