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Interlocking 

Fassenger 
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12 multiple-unit 
cars 

25 m. p. h. 

Gantlet; tangent; 0.86 percent 
ascend in- grade eastward 

Clear 
10:35 p. m. 
31 killed; 158 injured 
Failure to operate east-bound train 
in accordance with signal indications 
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INTERSTATE COMMERCE COMMISSION 

PEPORT NO. Soli 
IN THE MATTER OF MAKING ACCIDENT INVESTIGATION REPORTS 

UNDER THE ACCIDENT REPORTS ACT OF MAY 6, 1910. 
THE LONG ISLAND RAILROAD COMPANY 

March. 27, 1950 

Accident near RockviHe Centre, N. Y. , on February 17, 
195C, caused, by failure to operate the east-bound 
train in accordance with signal indications. 

1 
REPORT 0" 'THE COMMISSION 

PATTERSON, Commissioner: 

On February 17, 1°50, there'was a side collision 
between two passerger trains on the Long Island Railroad 
near Rockville Centre, -N. Y.~, which resulted in the death 
of 29 passengers and 2 railroad employees not on duty, 
and the injury of 124 passengers, 18 railroad employees not 
on duty, and IS train-se'rvice employees. This accident 
was investigated in conjunction with representatives of the 
Ne^ York Public Service Commission. 

— •—-—?—— •— •*—1 ** —— 

Under authority of section 17 (2) of the Interstate Com
merce Act the above^entitled proceeding was referred by the 
Commission to Cor.rrl ssloner Patterson for consideration and 
disposi tion. 
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Location of Accident ard He Shod of Operation 

This accident occurred on tnat part of the railroad 
extending between Jar.aica and Far.ylou, N.r Y\ , 27, & miles, 
a double-track line, over which trains moving with the 
current o^ traffic are operated by automatic block-signal 
and cab-signal indications, T^e tracks ere ecmi-.ted witn 
rower rails for the electric propulsion of trains. Since 
April 22, 1949, construction work has been In progress on 
tne railroad In connection with the elimination of 10 rail-
highway grade crossings at Rockville Centre, 10„3 miles 
east of Jamaica, and trains in both directions have been 
operated over temporary tracks between points 5,549 fe~t 
east and 4,716 feet west of th-"> station at Rockville C.ntr;-. 
The temporary tracks are located south of the neT,T elevated 
>- iirueture which Is to carry tee permanent tracks. Because 
of close clearance between the new elevated structure and 
buildings adjacent to tne south right-of-way line of the 
railroad, a single track extends between points 475 feet and. 
f 24 feet west of the station at Rockville Centre, and the 
two temporary main tracks overlap and form- a gantlet betwean 
-: oints 524 feet west and 2,071 fast w est of tn~t station, 
' .13 corresponding rails of the eastward and the westward tracks 
are 1,1 feet apart throughout the length of the gantlet. The 
single-track section and. the gantlet are entirely within tne 
limits of Centre interlocking,, Tne accident occurred on the 
r,antlet at a point 2,CSC feet "est of the station at Rockville 
ventre, and 11 f-~et east of th., frog at the west end of the 
gantlet where tne distance bety^'n the track centers was 
':' feet 1-1/4 inches. From the west there are, in succession, a 
tangent 2,000 feet in length, a 4° curve to the right 270 feet, 
? tangent 740 f&et, a 4° curve to the left 500 foot, a tnnrent 
e90 feet, a 4 curve to tne right 500 feet, and the tangent on 
t'hich tne accident occurred. From the east there are in suc
cession, a tangent 512 feet in length, a 5° curve to the right 
120 feet, a 5° curve to the left 120 feet, a tangent 448 feet, 
a l°30t curve to the left 360 feet, and a tangent 63 feet to the 
point of accident and 132 feet wesfard. The grade for east-
bound trains is, successively, 0.12 percent descending 2,500 
ieet, 1.5 percent descending 1,930 feet, 1.4 percent ascending 
4:34 feet, and 0.86 percent ascending 168 feet to the point of 
cccident. The grade for west-bound trains varies between 
0.25 percent and 1.4 percent descending throughout a distance 
of 1,942 feet Immediately east of the point of accident. 

\ Automatic signal T an^ semi-automatic signal 02L, governing 
vest-bound movements on the westward track, are located, respect
ively, 5,759 feet and 1,976 feet east of the point of accident. 
Automatic signal S17C and semi-automatic signal 02R, governing 
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east-ccmd movements on the eastward track, are located, 
resjcc'Jivc-:^ 4,042 feet and 171 feet vest of the point 
oi accident. These signals are of the position-light type 
and eve co Sinuously lighted. Signal T displays four 
aspects, s";rnals 02L and 02R display five aspects, and 
signal 3^75 displays three asoects. The aspects here 
pertinr it end their corresponding indications and names 
are as follows: 

Signal Aspect Indication Name 
T Three amber lights Proceed approach- Approach-

in diagonal posi- ing next signal medium, 
tion to the right at Medium speed, 
over three amber 
lights in vertical 
^ceition. 

02L 

02R 

Three amber lights 
in horizontal 
pc sition over 
three amber 
lights in vertical 
position. 
hree amber lights 
in horizontal posi
tion. 

Proceed; Medium 
speed within 
interlocking 
limits, 

Stop 

Mediun
ci ear i 

Stop—sirnal 

S175 Three amber lights Proceed prepared Appro-.ch, 
in diagonal to stop at next 
position to the signal. Train 
right,, exceeding Medium 

speed must at 
once reduce to 
that speed. 

The cab ai'rale on th" trains in this accident display 
three 'e.pects. Th~se aspects and the corresponding indict "ion 
and names are as follows: 
Asoeot Indi cation Name 
Three amber Proceed. Clear, 
liehts In 
vertical 
posi tion. 
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Proceed prepared to . Approach, 
stop at next signal. 
Train exceeding 
Medium speed must 
at once reduce to 
that speed. 

Two anfcer • Proceed at Restricted Restricting, 
lights in speed, 
diagonal 
post tion 
to the left. 

The aspects cf the cab signal appear in frosted class ro-n'els 
in a rectangular box located above the master controller, 
approximately 49 inches above the floor and slightly to the 
left of the center-line of the motorman1s observation window 
in the control compartment of the multiple-unit cars. The 
aspects correspond with the aspects displayed by the roadway 
signals except that the cab signal indicates Approach Trhen 
the train enters a block at a roadway signal indicating 
Approach-medium or Medium-clear, and indicates Restricting 
when the train enters a block at a roadway signal indicating 
Stop. "P~e:~i the cab signal changes to a more restrictive 
indication, a warning whistle in the cab sounds until an 
acknowledging pedal is operated. 

Centre interlocking is of the electro-pneumatic ty:>e. 
The control machine is located in the west end of the ste:"..on 
at Rockville Centre. It is provided with approach, traffic, 
indication, and electric switch locking. A track diagram 
is provided which is arranged to indicate the established 
direction of traffic, track occupancy, and whether controlled 
signals ""i.splay aspects to proceed. The controlling circuits 
and the mechanical locking are so arranged that before a 
controlled signal can be caused to display an aspect to 
proceed a direction of traffic must be established between 
that sitnal and the opposing controlled signal, th° opposing 
controlled signal must be displaying its most restrictive 
aspnee, end the route must be clear of opposing trains. When 
a direction of traffic is established it" is maintained 
automatically ^hile a controlled signal is displaying an 
aspect to proceed or while the route is occupied. If 
a controlled signal displays an aspect to proceed and 
the approach circuit is occupied, the signal first must 
be caused to display its most restrictive aspect, then a 

Three amber 
limits in 
diagonal 
position to 
the right. 
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t i m e i n t e r v a l o f a p p r o x i m a t e l y 2 m i n u t e s 5 s e c o n d s m u s t 

e l a p s e a n d t h e rcie t h r o u g h t h e i n t e r l o c k i n g m u s t b e 

u n o ' e p i e d b e f o r e t h e d i r e c t i o n o f t r a f f i c i n t h e o p p o s . . r r 

d i r e c t i o n c a n b ~ e s t a b l i s h e d . O p p o s i n g s i g n a l s c a n n o t 

s i m u l t a n e o u s l y d i s p l a y a s p e c t s t c p r o c e e d . B e f o r e t h e 

a c c i d e n t o c c u r r e d , t h e c o n t r o l c i r c u i t s w ? r ^ s o a r r a n g e d 

t h a t T r h e n t h e r o u t e w a s l i n e d f o r a ^ e s t - b o u n d m o v e m e n t 

o n t h e w e s t w a r d t r a c k o v e r t h e m a n t l e t , s i g n a l T i n d i c a t e d 

A p p r o a c h - m e d i u m , s i g n a l 02L i n d i c a t e d M e d i u m - c l e a r , s i e n a l 

S 1 7 5 i n d i c a t e d A p p r o ? c h , a n d s i g n a l 02R i n d i c a t e d S t o p . 

T h i s c a r r i e r ' s o p e r a t i n g r u l e s r e a d i n p a r t a s f o l l o w s 

D E F I N I T I O N S 

M e d i u m S p e r d — N e t e x c e e d i n g o n e - h a l f t h e s p e d 

a u t h o r i z e d f o r p ' s e e n g e r t r a i n s b u t n o t e x c e e d i n g 

3 0 r u l e s p e r h o u r . 

R e s t r i c t e d S p e e d — N o t e x c e e d i n g 1 5 m i l e s p e r h o u r 

p r e p a r e d t c s t o p s h o r t o f t r a m , o b s t r u c t i o n o r 

s w i t c h n o t p r o p e r l y l i n e d ; n d t o I c - r k o ' ' t f o r b r o " ~ i i 

r a i l , * 

1 7 . T h e h e a d l i g h t > i l l b e d i s o l : y e d t o t h e f r o n t 

o f e v e r y t r a i n b y n i g h t * w * . I t m u s t b e d i m m e d : 

( b ) A p p r o a c h i n g s t a t i o n s a t w h i c h s t o p s a r e to b e 

m a d e * * 

* * 

( d ) O n t w o o r m o r e tracks w h e n a p p r o a c h i n g a 

t r a i n i n t h e o p p o s i t e d i r e c t i o n ; 

•if <Sr * 

5 1 8 . I f t h e c a b s i g n a l w a r n i n g w h i s t l e s o u n d s 

l o n g e r t h a n s i x s e c o n d s , * * * t h e t r a i n m a n n e a r e s t 

t h e o p e r a t i n g c o m p a r t m e n t o f t h - - e n g i n e , w i l l n , o t o 

t h e e n g i n e r e m i m m e d i a t e l y . 

5 0 5 . I n t e r l o c k i n g s i g n a l s g o v r r n t h . . u s e o f ~ h e 

r o u t e s o f a n i n t e r l o c k i n g * * * 
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6p.3. A train, or engine must stop clear of an 
interlocking signal indicating Stop. * * * 
The maximum authorized speed for the trains in this 

accident ras 55 miles per hour, but it was restricted to 
30 miles per hour over the temporary tracks in the vicinity 
of P-ockville Centra. 

Desqription of Accident 
No. 175, a west-bound first-class passenger train, 

consisted of 12 multiple-unit cars of steel construction, 
It v s being operated from the front control compartment 
of multiple-unit car 1919, the first unit of the train. 
It departed from Babylon at 9:58 p, m,, on time, passed 
signal T, which indicated Approach-medium, stopped at the 
station at Rockville Centre and departed at 10:34 p. m., 
3 minutes late, passed elErnal 021/ which indicated Medium-
clear, and, while moving at an estimated speed of 25 miles 
per hour, collided with No. 192 .at a point 2,060 feet west 
of the station at Rockville Centre. 

No. 192, am oa=-t-bound f irrt-cl'" s=i passenger train, 
consisted of 12 multiple-unit cars of steel construction. 
It w: 3 being operated from the front control compartment 
of multiple-unit car 14-82, the first unit of the train. 
It passed Vai:ey, the 1' st open office, 2.71 miles w est 
of the point of accident, 3^10:31 p. m., on time, passed 
signal S176, which indicated Approach, passed signal Oheh, 
which inricstrd Stop, and, while moving at an estimated 
speed of 25 miles per hour, collided with No. 175. 

The brains collided at a point about 11 feet east of 
the frog at the west end of the gantlet.. The first co.̂  and 
the front truck of the second car of No. 175 were dera.iJ.od 
to the north, and the train stopped with the "est end of 
the first car 49 feet west of tre point of accident. The 
first ocv stopped against **n embankment north of the tr? el: 
and leaned to th; right an an an~le of 30 derrrees. The I-rft 
side of the front vestibule was crushed and the left si>~e 
of the car was demolished. The second car remained upri.ht 
and wac bad]y damaged. The third, fourth, fifth, sixth,' 
ninth, and tenth cars were sor.evh.at damaged. The front truck 
of the first car of No. 192 was derailed to thf south, and 

http://dera.iJ.od
http://sor.evh.at
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the t r a i n s tooped wi th the -as t end o f t h : f i r s t car 
about 50 f-=et eas t o f tne p o i n t o f a c c i d e n t . The f i r s t 
car remained u p r i g h t , The l e f t s i d e o f the f r o n t v e s t i b u l e 
"as crushed end the l e f t s ide of the car was demol i shed . 
The remsl i .cer o f the ca r s o f t h i s t r a i n excep t the 3ighth, 
nin th , and t w e l f t h ca r s wore somewhat damaged. 

The motorman, the conduc to r , the f ron t brakeman, the 
f lagman, and two t i c k e t c o . l e c t o r s o f - T o„ 175, and the 
motorman, the c o n d u c t o r , the f r o n t brakeman, the flagman, 
and s i x t i c k e t c o l l e c t o r s o f No. 192 were i n j u r e d . 

The weather was c l e a r at the time o f the a c c i d e n t , which 
occu r red <t 10:35 p . m. 

The m u l t i p l e - u n i t cars o f these t r a in s are equipped 
wi th e l e c t r o - p n e u m a t i c and au tomat ic a i r brakes„ A s a f e t y -
c o n t r o l f r a tu re ac tua t ed by a c o n t a c t p lunger on the 
c o n t r o l l e r handle i s p r o v i d e d . I f p r e s su re on t h i s p l m g e r 
i s r e l e a s e d , the t r a i n brakes w l H become a p p l i e d in emergency 
un less a brake a p p l i c a t i o n of £ predetermined b r a k e - c y l i n d e r 
p r e s s u r e has been made. The c l ' . c t ro -pneumat ic and the 
au tomat i c f e a t u r e s o f the t r a i n brake system are ope ra ted 
by one brake v a l v e . 

D j souss i on 

The brakes and + h e cab s i g n a l equipment o f No. 175 T T c re 
t e s t e d b e f o r e the t r a i n departed from Ba.bylon, and f u n c t i o n e d 
p r o p e r l y , Severa l s t a t i o n s tops were made between Babylon 
and. Ro ; k v i l l e Centre and the brakes func t ioned p r o p e r l y 
when u s e d . As the t r a i n a r^ roac V l ?d Centre i n t e r l o c k i n g , 
s i g n a l OLL i n d i c a t e d Medium-clear and th- cab s i g n a l 
i n d i c a t e d Approach, T h ' s ^ s i r n a l i n d i c a t i o n e au thor i sed 
the t r a i n to en te r and to have e x c l u s i v e r i g h t t o the r o u t e 
through the i n t e r l o c k i n g . The h.-adl ight was l i g h t e d b r i ' h t l y . 
As the t r a i n approached the west end o f the g a n t l e t , t:i, motor 
man o b s e i v e d the head l i c i t o f No. 192. he dimmed the 'luadli ,.n 
o f h i s t i a i n and then realia--d tha t No. 192 had passed , , : \ na l 
C2R, wr.i oh cove^ns the ent rance o f cas t -bound t r a i n s to the 
g a n t l e t , Ke immediate ly m i t i a t - d an emergency brake a p p l i 
c a t i o n and sounded a warninc w h i s t l e s i meal. The c o l l i s i o n 
o c c u r r e d b e f o r e th- brake a p p l i c a t i o n ha.c b ^ c o r e e f f e c t v c . 

The crew of No. 192 r epor ted f o r duty at Pennsy lvan ia 
S t a t i o n , New York, N. Y . , a i „ l mi l e s w.-st o f the p o i n t o f 
a c c i d e n t , at 6:06 p , m. Tney used the equipment o f No. 192 
in making one round t r i p bc t r~cn I'Ct-- York and Babylon, and 
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were en route from New York to Babylon on their second trip 
when the accident occurred. Before No. 192 departed from 
New York the brakes were tested by a car inspector and 
functioned properly. Under the operating rules of this 
carrier the motorman was required to make a, departure 'cost 
of the cab-signal eouipment and to notify the proper authority 
if it ttO.S not in operating condition. A scheduled 
station stop was made at Jamaica in the usual manner, 
Afcee the train departed from Jamaica the conductor was 
seated at the rear of the first car and the other members 
of the train crew were in various locations throughout the 
other cars of the train. The conductor said that the 
motorman was alone in the control compartment at the front 
of the first car. The conductor heard the grade-crossing 
engine-whistle signal sounded for two grsde crossings in 
the vicin?ty of Valley Stream, 2.8 miles west of the point 
of accichent, but he did not notice whether it was sounded 
for a grade crossing about 450 feet west of signal 02FL. The 
conductor said that from his position at the rear of the 
first ceer he could not hear the sound of the cab-signal 
warning-whistle while the train was in motion. Therefore, 
he ciid not know whether this whistle sounded after the train 
passed signal S176. Members of the train crew said they 
thought the speed of the train as it approached signal 02H 
wa_s a.bout 25 miles per hour, which * « c s the usual speed for 
the train in that vicinity. None of them observed the aspect 
displayed by signal S176 or 02R. There w? s nothing unusual 
about the operation of the train until the brakes were applied 
in emergency immediately before the collision occurred. 

An examination of the enuipment after the accident 
occurred disclosed that the brake-valve handle in the 
control compartment of ca.r 1482 of No. 192 was in emerge icy 
pes'tion, the control switch was in position for electro-
pneumatic operation of the train brakes, the controller 
handle was in neutral position, and the cab-signal warning-
whistle cutout cock 'TP in position for the whistle to 
sound when the cab signal changed to a more restrictive 
aspect. The air-brake equipment of car 1482 was damaged 
to such -T, extent that tests could not be made. The "ir 
brakes of the other cars of No. 192 w ere tested after the 
accident occurred, and they functioned properly. 

Inspection and tests of the signal apparatus at 0en;re 
interlocking wpre begun by signal forces of the carrier about 
45 minutes after the accident occurred. The lever used to 
establish the direction of traffic between signals 02L and 
02K -as found to be in position for west-bound movements and 
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vas loci:eel electrically in that position by occupancy of 
track circuits In the route. The lever controlling signa.1 
02?- was in position for that signal to indicate Stop and was 
locked in that position by the mechanical locking of the 
control mr.chine. The mechanical locking of the control 
machine, the approach locking and traffic locking circuits, 
the control circuits of the signals, and the wayside 
cab— signe.I apparatus were tested and were found T O be 
operating properly. The operating characteristics of 
rela.ys and electric locks were within the limits in which 
they were designed T O ooerete. All circuits were tested 
for grounds, and there was no condition found that would 
have caused an improper operation of the signal system. 
About 5 minutes after the accident occurred signal 02R 
^as observed to be indicating Stop. 

During this investigation the motorman of No. 192 
declined, through his attorney, to make a statement regarding 
the accident. According T O the records of the railroad 
company the motorman of No. 192 had been employed 
as a.n engineer and motorman for more than 25 years. At 
the time of the accident he had been on duty approximately 
four hours. The members of the crew of No. 192 said the 
train was operated between New York and the point of accident 
in the usual manner. The train passed Valley, 2.71 miles-
west of the point of accident, at 10:31 p. m., on time, and 
an aiverage spted of about 40 miles per hour was maintained 
between Valley and the point of accident. Apparently the 
tra.in wa.s under control in the vicinity of signal S17S and 
a brake explication was made before the train entered upon 
the temporary track, because the speed of the train when 
It entered the descending grade east of the approach signal 
was about 30 miles per hour. According to members of the 
tra.in crew the speed further was reduced to about 25 miles 
per hour on the nding grade before the brakes were 
applied in emergency. A crossing watchman stationed a.t a 
crossing about 450 feet west of signal 02R said he did not 
hear the engine whistle of No. 192 sounded as that train 
approached1. It could not be determined whether the cab 
signal equipment of No. 192 was tested by the motorman before 
depa.rtu.re from New York. However, he did not file a. report 
that the equipment was defective in any manner. 

Since this accident occurred, the maximum authorized 
speed, of trains has been restricted to 15 miles per hour 
between points 500 feet east of signal 02L and 500 feet 
west of signal 02R. The control circuits of signal T and 

http://depa.rtu.re
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signal S176 have been arranged so that signal T inchoates 
Stop when the route is lined for an east-bound movement eve: 

the gantlet and signal S176 indicates Stop when the ro:.~>e 
is lined, for a vest-bound movement. A manually operated 
train-stop device of the tripper type has been Inst',lied 
at each of these signa-ls. This device causes a.n emergency 
application of the train brakes when a multiple-unit car 
pa,sses the device while it is in tripping position. T.'ese 
devices are operated by employees under the direction of the 
oper-. tor at Centre Interlocking. When the route is lined for 
an east-bound movement, the train-stop device on the eastward 
track at signal S176 is placed in non-tripping position and 
the device on the westward track at signal T is maintained 
in tripping position. When the route is lined for a west
bound movement, the device on the westward track at signal 
T is placed in non-tripping position and th^ device on the 
eastward track at signal S176 Is maintained in tripping 
pool tion. 

The carrier estim~t~s that the permanent tracks at 
Rockville Centre will be placed in service about May 10, 
1950. The operation of trains ov r the temporary tracks 
will be discontinued at that time and double-track operation 
will be resumed. 

It is found that this accident was caused by failure 
to operate the east-bound train in accordance "Ith signal 
indh cations. 

Cause 

Dated at Washington, D. C 
day of March, 1950. 

this twenty-seventh 

By the Commission, Commissioner Patterson. 

(SEAL) W. P. BARTEL, 
Secretary. 


