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16 Abstract 
About 12:03 p.m., e.s.t., on April 20, 1979, National Railroad Passenglr û p̂ f̂ YfftfNT C 

(Amtrak) passenger train No. Ill collided head-on with an Amtrak Plasser p^^pj^HH^/,-|,, 
at Edison, New Jersey. The track machine was destroyed, and the locomotive was heavily 
damaged. The lead truck of the passenger car behind the locomcjtiv^ derailed* 
Seventy-one persons were treated for minor injuries, and one passenger ajid one" onBo\jva&f 
attendant were admitted to the hospital. Total property damage was aboutf$353,600. 

The National Transportation Safety Board determines that the probalile^aj^ge^^^n^ 
accident was the failure of (1) the train dispatcher to issue proper orders and to secure*"**** 
the route for the movement of the track machine and (2) a block operator to secure the 
traffic direction and route for the movement of the track machine. Contributing to the 
accident was the failure of several block operators to comply with operating instructions 
by permitting the track machine to proceed without securing proper authority. Also 
contributing to the accident was the operation of a passenger train with an inoperative 
radio. 
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N A T I O N A L T R A N S P O R T A T I O N S A F E T Y B O A R D 
W A S H I N G T O N , D . C . 20594 

R A I L R O A D A C C I D E N T R E P O R T 

Adopted : September 13, 1979 

N A T I O N A L R A I L R O A D P A S S E N G E R C O R P O R A T I O N 
H E A D - E N D C O L L I S I O N O F T R A I N N O . Il l 

A N D P L A S S E R T R A C K M A C H I N E E Q U I P M E N T 
E D I S O N , N E W J E R S E Y 

A P R I L 20, 1979 

S Y N O P S I S 

About 12:03 p .m. , e.s.t., on Ap r i l 20, 1979, Nat ional Rai l road Passenger 
Corporat ion (Amtrak) passenger train N o . I l l col l ided head on w i th an A m t r a k 
Plasser trek machine at Edison, N e w J e r s e y . T h e track machine was de t royed , and 
the locomot ive was heavi ly damaged. T h e lead truck of the passenger car behind 
the locomot ive derai led. Seven ty -one persons were t reated for minor injuries, and 
one passenger and one onboard attendant were admi t ted to the hospital. T o t a l 
proper ty damage was about $353,600. 

T h e Nat ional Transpor ta t ion Safe ty Board determines that the probable cause 
of the accident was the fai lure of (1) the train dispatcher to issue proper orders and 
to secure the route for the movement of the t rack machine and (2) a block operator 
to secure the t raf f ic di rect ion and route for the movemen t of the track machine. 
Contr ibut ing to the accident was the fai lure of severa l block operators to comp ly 
wi th operating instruct ions by permi t t ing the track machine to proceed wi thout 
securing proper author i ty . A l so contr ibut ing to the accident was the operat ion of a 
passenger t rain w i th an inoperat ive radio. 
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I N V E S T I G A T I O N 
T h e Acc ident 

O n Ap r i l 20, 1979, a Nat ional Rai l road Passenger Corporat ion 's (Amtrak) 
track relaying crew was scheduled to replace track in the v ic in i ty of R a h w a y , N e w 
J e r s e y . A Plasser track machine assigned to this crew had become defec t ive . 
Ar rangements were made to m o v e a replacement Plasser track machine f rom the 
ya rd at Midway, N e w Je rsey , to Union, a distance of 21.5 miles, under its own 
power , v ia the main track. T o accomplish this movemen t , the t rack machine had 
to enter the main track at M idway , pass the inter locking towers at Coun ty and 
L inco ln , and depart f rom the main track at Union. 

A t rack machine dr iver and an assistant fo reman of a track c rew, act ing as 
the pi lot, were assigned to operate the track machine to Un ion . A pi lot was 
required for the tr ip since the dr iver was not qual i f ied on the operating rules or on 
the main t rack te r r i to ry over which they would operate; the pilot was not qual i f ied 
to operate the machine. T h e y made the necessary arrangements and were ready to 
enter the main track at Midway at 10:43 a.m. 

T h e pilot telephoned the Midway block operator and requested permission for 
the track machine to enter the main track to move eastward to Union. T h e track 
machine was not designed to operate the automatic signal sys tem, and A m t r a k 
rules required special author i ty for movement on the main track. T h e r e f o r e , the 
operator re layed the pilot's request to the train dispatcher in N e w Y o r k for the 
necessary author i ty . T h e train dispatcher issued a F o r m M, T r a c k C a r d Perm i t , 
and a F o r m C , Clearance Pe rm i t , to the Midway block operator author iz ing the 
movemen t of the track machine eastward on track N o . 3 f r om Midway to Union 
between 10:43 a .m. and 12:15 p.m. (See f igure 1.) Copies of the F o r m M were not 
g iven to the operators at the intervening blocks at Coun ty and L inco ln nor at 
Union, the t rack machine's destination. 

T h e Midway block operator gave the pilot copies of the F o r m s M and C and 
then displayed a proceed signal. A t 11:01 a .m. , the track machine entered track 
N o . 3 and proceeded eastward . 

T h e Midway block operator called the Coun ty block operator , the next 
eastward tower , located 8.7 miles east of Midway, and in formed him of the 
movement of the t rack machine on track N o . 3 so that the t raf f ic di rect ion could 
be established. Th is was the f irst in format ion the Coun ty block operator had of the 
move . T h e track machine was stopped at the Coun ty inter locking by a stop signal, 
and a F o r m C was issued by the operator to the pilot for the track machine to pass 
the signal and to continue eastward on track N o . 3 at 11:50 a.m. A f t e r passing 
Coun t y , the track machine proceeded eastward at a speed of 15 to 20 mph. 

Before the track machine passed, the Coun ty block operator in fo rmed the 
block operator at L inco ln , located 6.5 miles east of Coun t y , of the intended 
eastward movement of the t rack machine. T h e L inco ln operator then established 
t raf f ic di rect ion for the eastward movement on track N o . 3 at about 11:45 a .m. 
H o w e v e r , the L inco ln block operator did not apply protect ing devices on the 
t ra f f ic , signal, or swi tch levers for the movemen t of the t rack machine be tween 
Coun ty and L inco ln . 
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Amtnsk N O R T H E A S T C O R R I D O R 
T R A C K C A R P E R M I T 

(LJ Time blocking davicta applied. 
AM 

.PM 
FORM 
M 

tmniiit Dispatcher V OSoo Time Eftsotive 

To TC-Driver or Foreman — At . 

(2) TC No. and 

Authorised to iiee 

. additional pieces of equipment 

A M 
— F M 

{ 3 } From 

(4) Between. 

Track until 

. to 

. and. 

Information including speed restrictions 
Track cars and engines or trains ahead: 

(5) Time delivered 
AM 
PM b y 

N n n a ot TEspalcher or Ovmtor 

(1) This permit may be issued only after the Dispatcher or 
Operator hae applied Mocking devices far the territory in
volved end in accordance with NEC 405 "Special Instructions 
Governing Operation of Signals and Inter]ockings" 

<2) When the TC driver is in charge oi more than one piece 
of equipment, only one TC number will be ueed for identifica
tion 

Example: TC No 11371 and 10 additional pi«es, etc 

(8) Use when running in one direction from one point to 
another 

(4) U B C for movement between two points or for mainte
nance work obstructing a track 

(5) In compliance with Rule 706, when delivered by tele
phone or radio, information on permit must be repeated back 
oy the employe receiving the permit, before entering "Time 
delivered" 

A<Idi tonal MW equipment or MW work extras may be ad
mitted to the work area with permission of the TC driver or 
Foreman to whom the permit is addressed and then only after 
delivering a copy of the permit to such MW equipment or MW 
work extras 

NEC-264 

FORM 

C 
Amtrak FORM 

AMTRAK—NORTHEAST CORRIDOR REGION 
CLEARANCE PERMIT 

Station, IS 

Train 

Engine 

M , 

Direction 
(For extra train show direction) 

on track 

Signal cannot be cleared: 

1 (FOR BLOCK SIGNAL)—Proceed into the block as 

though signal were displayed 

2 (FOR INTERI OCKING SIGNAL) —Proceed from 

track to track, as though 
restricting signal were displayed 

3 (FOR STOP-SIGNAL, REFERRED TO IN RULE 5091 
Proceed at . . , at though Stop-and-

proceed signal were displayed 

Operator 

The Train Dispatcher or the Operator, when authorized by 
the Train Dispatcher, will issue (his permit to a train to pass 
a Stop signal du*: to signal failure, or when signal cannot he 
displayed for an engine returning to its train 

Ttain addressed receiving this permit may proceed as di 
rected by the numbered paragraphs that are property filled out 

Operator when issuing this permit -will bs governed as 
follows: 

Fill out paragraph 1 when signal it- & manual block system 
signal 

Fill out paragraphs 1 and 2 when signal is an interlocking 
signal and also a manual block signal for movement through 
the interlocking and into the block 

Fill out paragraph 2 when signal is an interlocking signal 

Fill out paragraph 3 when signal is « Stop-signal as referred 
to in Rule 500 

Paragraph 1 will be used only when block is clear 

Paragraph 3 will be used only when track is clear of oppos 
ing trains to the next block station or interlocking and clear 
of trains in the same direction to the next block signal 

Nate-—Conductor, engineman or driver of track car required 
to fill cut permit at remote interlock ings and at interlockings 
where it is impractical for operator or train dispatcher to 
examine route, mutt know that the route is dear and that the 
switches are properly lined, operators must have signals 
governing routes that conflict with the one indicated on the 
permit display their most restrictive indication 

Figure 1. Form M and Form C. 
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A m t r a k t ra in N o . I l l , a Metrol iner, departed N e w Y o r k , N e w Y o r k , at 
11:30 a.m. T h e train consisted of an electr ical ly propel led locomot i ve unit, f i ve 
passenger cars, and one power car which was being substi tuted for the standard 
Metrol iner car. A n air brake test and inspection disclosed no de fec t i ve condit ions. 
T h e engineer had tested the radio in the ya rd and had found it inoperat ive. He 
repor ted its condit ion to other y a r d employees and assumed that they had repor ted 
the inoperat ive radio to the train dispatcher. N o other report was made on the 
inoperat ive radio. T h e train stopped at Newark , N e w J e r s e y , and was scheduled to 
stop next at T r e n t o n , en route to Washington, D . C , T h e brakes had funct ioned 
proper ly , and the engineer exper ienced no d i f f icu l ty in s lowing or stopping the 
train. T h e train proceeded westward on track N o . 3 w i th all ways ide signals 
displaying "c lear" aspects which were repeated by the cab signals. T h e engineer 
was operat ing the train f rom the r ight side and the f i reman was seated on the lef t 
side. T h e remainder of the c rewmembers were located in the passenger cars. 

T h e L inco ln block operator was in formed by the Union block operator , 6.4 
miles to the east, that train N o . I l l was approaching L inco ln T o w e r on track N o . 3. 
A t about 11:56 a.m. , the L inco ln block operator l ined the t raf f ic direct ion and 
displayed the signal for train N o . I l l to continue westward on track N o . 3 at an 
unrestr icted speed. Immedia te ly af ter train N o . I l l passed L inco ln , the operator 
rea l i zed his error and a t tempted to radio t rain N o . I l l to stop; howeve r , the radio 
equipment on the locomot ive was not operat ive . 

A s t rain N o . I l l was passing Edison Stat ion, 2.9 miles west of L inc lon T o w e r 
about 12:02 p.m., at a speed of 80 mph, the engineer observed the track machine 
approaching on t rack N o . 3 at a distance of about 1,600 feet . T h e engineer 
immedia te ly applied the brakes in emergency , but before he could reduce the 
train's speed, the t rain and t rack machine col l ided. T h e engine c rewmembers 
elected to stay w i th the l ocomot i ve until it came to rest. T h e track machine 
dr iver and pilot jumped f rom the track machine before the col l ision. 

T h e t rack machine was embedded 12 feet into the front of the l ocomot i ve . 
(See f igure 2.) A s a result of the col l ision, fuel f rom the track machine sprayed 
over the t rain and then] igni ted. T h e flash f i re covered the locomot i ve and the f i rst 
car. T h e equipment was moved wes tward about 2,652 feet after the impact before 
stopping. T h e track machine and the lead truck of the f i rst car derai led. 

T h e tracks of the four - t rack system in the v ic in i ty of the accident, we re 
numbered 1 to 4 f r om south to nor th. T racks N o . 2 and N o . 3 we re maintained for 
operat ion of Metrol iner trains at speeds of 110 mph. Approaching Edison stat ion, 
the t rain m o v e d westward on straight track to a 0°30' r ight-hand cu rve 1,584 feet 
in length past the Edison stat ion p lat forms and then onto straight t rack for 1,384 
feet to the coll ision point. T h e grade for westbound trains is about 0.10 percent 
ascending. (See f igure 3.) 

Injuries to Persons 

Injuries Passengers C r e w m e m b e r s 
Fa ta l 
Non fa ta l 
None 

0 
65 
95 

0 
8 
1 



Figure 2. T r a c k machine and locomot ive af ter impact . 

Damage 

T h e Plasser track machine was dest royed. T h e locomot i ve unit of train N o . 
I l l was heav i ly damaged, and the f irst car was damaged sl ight ly by f i re . 
Passengers' seats throughout the train were moved out of posit ion by the impact . 
T h e total proper ty damage included: 

C r e w m e m b e r In format ion 

T h e train dispatcher had 11 years of exper ience, 5 of which were as a train 
dispatcher, arid was last examined on the operating rules during Ap r i l 1979. T h e 
Midway , Coun ty , L inco ln , and Union block operators had 5 to 31 years of 
exper ience. Each operator , except Un ion , had been examined on the operat ing 
rules during 1979. T h e Union operator was examined during 1978. 

Plasser t rack machine 
T ra i n equipment 
T r a c k 
T o t a l 

$250,000 
103,000 

600 
$353,600 
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The engineer had 42 years of experience and was last examined on the 
operating rules during December 1978. The fireman had 5 years of experience and 
was last examined on the operating rules during September 1978. 

On the day of the accident, the trackman's assignment as pilot was in 
addition to his regular position. The pilot of the track machine had held positions 
that required little use of the operating rules, and he had not been involved with 
any application of the rules during the previous 2 months before the accident. He 
stated that he knew a Form M was required before he could operate track 
machinery on the main track, but that he had no knowledge of its requirements for 
transmittal by the train dispatcher. He had functioned as a pilot several times 
before this assignment. (See appendix B.) 

The driver of the Plasser track machine was a maehine operator in the 
Maintenance of Way (M of W) department. 

Train Information 

The Plasser track machine (Tamper) weighted 46 1/2 tons and was 48 feet 
long and 10 feet 3 inches wide. The frame was of rigid steel construction. It was 
equipped with disc brakes on both sets of rear driving trucks. A GMC diesel engine 
supplied the power, and it was supplied with a 6-speed traveling gearbox. The 
operating compartment was fully enclosed, and the operator had a seat from which 
all controls were accessible. A radio was not provided the crew. The tamper was 
supplied with two tamping heads. All operations were hydraulically controlled. 
(See figure 4.) It had a maximum speed of 30 mph. The tamper was used to 
compact ballast under ties to maintain proper track profile. 

The electrically powered locomotive of train No. I l l was a type GG-1, built 
by the Pennsylvania Railroad at Altoona in 1942. It had an articulated frame with a 
four-wheel engine truck and six driving wheels on each end. It was 79 feet 6 inches 
long and weighed 230 tons. The cab contained two operating compartments, and 
each compartment was located about 20 feet from each end. Electric power for 
traction was collected from an overhead catenary system by pantographs. The 
locomotive was provided with safety control, speedometer, cab signal, and train 
control. 

The passenger coaches of train No. I l l were manufactured by the Budd 
Company; each had a capacity of 84 passengers seated 4 abreast in 21 rows. 
Emergency window exits were provided at four locations, two on each side. 

Method of Operation 

Trains were operated in either direction on track No. 3 by automatic block 
signals and by signals at interlockings controlled by the operators. When a 
direction of traffic was established between two adjacent towers, the controlled 
signals for the opposite direction were locked in "stop" position so that opposing 
movements could not be made. 
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Since the wheels of the M of W track equipment were insulated so that the 
equipment would not operate the automat ic signal sys tem, special instruct ions 
were required for their movements on main tracks. Amt rak 's Rules for the 
Conduct ing of Transpor ta t ion required the fo l lowing for the movemen t of t rack 
motor cars: 

"805. O n tracks governed by Block Signal System Rules , 
track cars w i l l operate wi th author i ty o f T r a c k Ca r 
Permi t F o r m M in l ieu of train order. 

"810. Movement against the current of t raf f ic , or on 
tracks of no assigned direct ion, or where Ru le 261 is in 
ef fect , w i l l be author ized af ter Stop indicat ion is 
displayed at each end of the block and approved blocking 
devices appl ied for the track to be occupied." 

Other applicable rules for the operat ion of track motor cars are contained in 
appendix C . 

Before the train dispatcher could issue author i ty for movemen t of the t rack 
machine, operat ing rules requi red that he f irst make cer ta in that the route was 
secured and that no other trains or equipment would operate on the same sect ion of 
track as that used by the track machine. He should have required all tower 
operators invo lved in the movement of the machine to align the route, display stop 
signals at each end of the route , display proceed signals at in termediate points, and 
then place p ro tec t i ve devices over the control l ing levers so that they could not be 
inadver tent ly changed. T h e operators should have in formed the train dispatcher 
when they had completed these procedures so that he could have recorded the 
t ime. T h e n the dispatcher could issue the F o r m M author iz ing the movemen t of 
the t rack machine to each tower operator invo lved and to the pilot of d r iver of the 
t rack machine. (See f igure 1.) Each tower operator should have had a copy of the 
F o r m M before he could permi t the track machine to occupy the main t rack in his 
te r r i to ry . 

T h e operat ing rules required that a clearance permi t , F o r m C , be issued by 
the train dispatcher, through the tower operator at the ini t ial point, to the t rack 
machine pilot permi t t ing the machine to m o v e past the stop signal and enter the 
designated route. In addit ion to the requirements of the operat ing rules, a not ice, 
dated November 15, 1977, was issued to train dispatchers, t rain d i rectors, and 
operators by Amt rak 's Supervisor of Opera tor Rules to require the issuance of t rain 
orders instead of c learance permi ts for the passing of a stop signal to enter main 
tracks which were signaled for the operat ion of trains in each di rect ion in 
accordance w i th Operat ing Ru le 261. (See appendix D.) These instruct ions were 
not p rov ided to t rain c rewmembers or M of W employees i nvo l ved w i th the 
operat ion of track motor cars. 

Signal System 

T h e L inco ln block operator control led the t raf f ic direct ion on track N o . 3 
be tween L inco ln and Coun ty by manipulat ion of a lever . T r a f f i c d i rect ion at other 
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points required the operators at each end of the signal block to posit ion a lever for 
proper select ion. When the lever was posit ioned for eastward t raf f ic , the eastward 
signals funct ioned automat ica l ly and the westward signals at the entrance of the 
route displayed three hor izonta l ye l low lights which indicated stop. If the two 
signal blocks ahead were unoccupied in the automat ic signal te r r i to ry , the signal 
displayed three ver t i ca l ye l low lights which indicated proceed. 

T h e max imum author ized speed for passenger trains on track N o . 3 was 80 
mph for convent ional equipment and 110 mph for Metrol iner equipment. T h e 
max imum author ized speed for the Plasser track machine was 25 mph. 

Surv iva l Aspects 

As the train and track machine col l ided, the track machine raised upward 
f rom the track and penetrated 12 feet into the superstructure of the locomot i ve , 
but did not enter the operat ing compar tment . T h e engineer and f i reman were 
injured sl ight ly f rom exposure to smoke and f i re fo l lowing the col l ision. 

None of the passengers in the train were injured by the smoke or f i re since it 
did not penetrate the cars. Most of the passenger injuries resulted f rom being 
thrown around the inter iors of the cars as a result of the emergency appl icat ion of 
the brakes or the actual col l ision. 

It was found that the seats in the passenger ears were not securely locked and 
the coll ision forces were suff icient to cause the seats to ro ta te , result ing in most 
of the leg injuries. A simi lar seat condit ion occurred in the Seabrook, Mary land, 
accident on June 9, 1978. 1/ T h e invest igat ion of that accident disclosed that the 
fai lure of the seats to remain in the locked position was due to improper 
maintenance pract ices. Dur ing the invest igat ion of the Seabrook accident, it 
appeared that A m t r a k had star ted to correct their poor maintenance pract ices, but 
this invest igat ion disclosed that the condit ions sti l l exist . 

Tes ts and Research 

Tes ts made of the braking system of train N o . I l l fo l lowing the accident 
disclosed no defec t ive condit ions which would have prevented the brakes f r om 
functioning as intended. Tes ts made of the signal system fo l lowing the accident 
disclosed that the system funct ioned as intended. 

Vis ib i l i ty tests made under simi lar weather condit ions as those at the t ime of 
the accident indicated that an engineer of an approaching train prov ided wi th a 
G G - 1 type of e lectr ic l ocomot i ve moving wes tward on track N o . 3 could f i rst see a 
track machine approaching the point of the coll ision at a distance of 2,900 feet but 
could not determine if it was on the same track unti l it was 1,600 feet east of the 
coll ision point. 

1/ "Ra i l road Acc ident Repor t—Rear End Col l is ion of Conra i l C o m m u t e r T r a i n N o . 
400 and A m t r a k Passenger T r a i n N o . 60, Seabrook, Mary land, June 9, 1978, N T S B -
R A R - 7 9 - 3 . 
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A N A L Y S I S 

If compl ied wi th , Amt rak 's operating rules were adequate to prov ide the 
necessary degree of safe ty for the movement of insulated track machines on main 
tracks protected by automat ic signals systems. T h e rules prov ided for and required 
redundancy in at least three leve ls before the track machine could enter the main 
track. A f t e r receiv ing the request for moving the track machine, the train 
dispatcher should have required all tower operators to align the route, place the 
signals at each end of the route in stop positions, place the in termediate block 
stat ion signals in the proceed posit ion, apply pro tec t ive covers to the levers and, 
report the t ime completed. T h a t in format ion should have been recorded by the 
dispatcher so that a F o r m M could be issued for the movement of the track 
machine. Coordinat ion wi th all persons invo lved wi th control l ing the movemen t of 
the vehic le would have prov ided for its exclusive use of a sect ion of track. 

T h e t rain dispatcher should have t ransmit ted copies of the F o r m M to each 
block operator and to the crew of the track vehic le. Without copies of the order, 
the crew of the vehic le should not have proceeded and the tower operator should 
not have permi t ted the vehic le into his control led area. 

T h e signal at the entrance to the main t rack should have been placed in the 
stop posti t ion and proper author i ty should have been issued for the t rack machine 
to pass the signal. Th i s placed an obl igat ion on the vehicle's c rew to ascertain that 
proper instructions had been issued. 

T h e arrangement for advancing the Plasser track machine f rom Midway to 
Union over track N o . 3 fo l lowed the request of the machine's t rackman pi lot which 
was re layed to the dispatcher by the Midway block operator. T h e dispatcher's 
decision to author ize this re la t i ve ly long movement invo lv ing four block operators 
by a machine that did not act ivate the block signal c i rcu i t ry was made despite the 
fact that track N o . 3 was used by Metrol iners t ravel ing as fast as 110 mph. Since 
opposing Metrol iners were scheduled to reach the section to be used by the track 
machine during the author ized t ime per iod, the dispatcher's act ion created the 
possibi l i ty that a Metrol iner could be operated at ful l speed on "c lear" signal 
aspects into a block occupied by the track machine. T h e Safe ty Board concludes 
that such a lengthy movemen t of the re la t ive ly s low, insulated track machine 
should not have been made over a track normal ly used by the fastest passenger 
trains wi thout special precaut ions. In addit ion, it should have been arranged, 
superv ised, and moni tored by upper leve l supervisors, including the chief t ra in 
dispatcher and the chief track maintenance supervisor on the te r r i to ry invo lved 
rather than re ly ing on a rout ine operat ion. 

A f t e r deciding to move the track machine on track N o . 3, the dispatcher 
fai led to fo l low the prescr ibed procedure for protect ing its movemen t . A not ice 
issued by the supervisor o f operat ing rules required the dispatcher to assure and 
record the t imes that all switches were aligned and all signals proper ly d isplayed 
w i th the levers invo lved at each block stat ion proper ly secured w i th p ro tec t i ve 
covers before he issued the F o r m M author iz ing the track machine m o v e m e n t . 
Never the less , the dispatcher t ransmit ted the F o r m M only to the operator at 
M idway . T h e block operators at Coun ty and L inco ln we re not aware of the 
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movement until the track machine had cleared the block station adjacent to them. 
T h e signals at the ends of the route were never caused to display a "s top" aspect as 
required. Indeed, the Union block operator was never in fo rmed of the t rack 
machine movement , and he was not instructed to protect it. T h e dispatcher fai led 
to issue the train order required to author ize the track machine to pass what should 
have been a "s top" aspect on track N o . 3 at Midway. 

T h e dispatcher was exper ienced and he test i f ied that he understood the 
prescr ibed procedure for mult iblock movement of t rack machines. A l though the 
F o r m M issued to the track machine const i tuted an absolute block over track N o . 3 
all the way to Union, the dispatcher chose not to protect the route at any of the 
four block stations, and he cont inued to operate trains in and out of the block at 
Union and the in termediate block stations. Based on the ev idence, the Safety 
Board concludes that the dispatcher v io la ted a prescr ibed pract ice in an ef for t to 
hold delays to trains to a min imum whi le the track machine moved over the 
te r r i to ry . 

T h e Coun ty block operator was first in formed of the movement by the 
Midway block operator after he had a l lowed the track machine to proceed. 
S imi lar ly , the L inco ln block operator first learned of the movement f rom the 
Coun ty block operator at about 11:40 a .m. , near ly an hour after the dispatcher had 
issued the F o r m M to Midway. 

T h e Midway, Coun ty , and L inco ln block operators were all exper ienced and 
all understood the proper method of mov ing an insulated track machine over the 
main track invo lv ing three or more blocks. T h e Midway block operator should have 
displayed a "stop" aspect for track N o . 3 and he should have quest ioned w h y a t rain 
order had not been issued to permi t the track machine to pass the signal. Once the 
Coun ty and L inco ln block operators were aware of the track machine m o v e m e n t , 
they should have quest ioned the fact that they had not been instructed to protect 
the movement and had not rece ived the F o r m M. T h e operators ' fai lures to quest ion 
the dispatcher's movement of the track machine indicate that this method of 
bypassing certain wr i t ten instructions to expedi te train movemen t was a c o m m o n 
pract ice. 

T h e pi lot of the t rack machine could not be expected to question the 
dispatcher's fai lure to issue a train order permi t t ing his machine to pass the signal 
at Midway because the special not ice requir ing this fo rm had never been issued to 
pilots and operators of M of W track machines on the division invo lved . T h e pilot 
r ight fu l ly understood that the F o r m M issued at Midway gave him absolute r ight on 
track N o . 3 f rom Midway to Union and that his movemen t would be protected by 
"s top" aspects on the signals at each end of the route as required by Ru le 810, 
before the block could be entered. A l though he should have quest ioned the signal 
at Midway , which did not display a "s top" aspect, his regular posit ion as t rackman 
required l i t t le use of the operating rules for the movements of trains. T h e r e f o r e , 
he probably depended heav i ly on the tower operators and on the train dispatcher to 
proper ly per form their job in the movemen t of the track machine. 

T h e assignment of a pilot w i th l i t t le exper ience to move the machine, instead 
of an exper ienced emp loyee who regular ly appl ied the operat ing rules, causes the 
Safe ty Board to question the judgment of the railroad's management . 
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In the past, t rack equipment, such as motor cars, t rack surfacing and l ining 
equipment, high ra i l au tomot ive vehicles and other l ightweight vehic les would not 
a lways shunt the track circui t to operate the signal systems. T o offset the 
possibi l i ty of accidents f r om this undependable type of operat ion, the industry 
decided to insulate the wheels of such l ightweight equipment and m o v e it over 
main tracks by special instruct ions. H o w e v e r , since this was done, t rack machinery 
has become larger and heav ier ; the track machine invo lved in this accident 
weighed almost as much as a smal l locomot ive unit . But regardless of s i ze , the 
industry sti l l maintains their past decision and the wheels of on- t rack M of W 
vehicles are insulated because they cannot be depended upon to consistent ly shunt 
the signal circuits. 

Some modern rapid transit systems do not use insulated track vehic les and to 
insure that the vehicles wi l l shunt the track circuits to operate the signals o f ten 
equip them w i th addit ional shunting devices. Th i s prov ides the added protect ion of 
the signal sys tem. 

Had the track machine shunted the signal c i rcu i t ry l ike any piece of 
convent ional t rain equipment, the machine wou ld have been automat ica l ly 
protected by the block signal sys tem, and it would not have been necessary to re ly 
comple te ly on the judgment and abil it ies of a dispatcher and severa l block 
operators, all o f whom were subject to frequent distract ions. T h e Safe ty Board 
bel ieves that the movement of insulated track vehicles on any main l ine protected 
by an automat ic signal sys tem is a questionable pract ice and should be af forded the 
greatest protect ion consistent w i th the prevai l ing mode of operat ion. 

T h e L inco ln block operator learned that the track machine was being 
advanced to him on track N o . 3 about 15 minutes before he was in formed that t rain 
N o . I l l had lef t Union and was also approaching L inco ln on track N o . 3. Since the 
machine was insulated and could not act ivate the signal c i rcu i t ry , the L inco ln 
operator had to reverse the established direct ion of t ra f f ic independent ly on track 
N o . 3 and display proceed signals. By doing this, the operator routed the train on a 
coll ision course w i th the track machine. T h e operator did not rea l ize what he had 
done unti l it was too late to display a "s top" signal aspect for t rain N o . 111. H e 
immedia te ly a t tempted to contact the train by radio to prevent the accident, but 
this act ion was thwar ted by the fact that the radio on t ra in N o . I l l was 
inoperat ive. T h e invest igat ion revea led that the radio on the locomot i ve of train 
N o . I l l was inoperat ive f rom the t ime the train lef t N e w Y o r k . A l though the rules 
require that such a radio fai lure be repor ted to the dispatcher as soon as 
pract icable, the rules do not prohibit the operat ion of a passenger t rain wi thout an 
operat ive radio or even require addit ional precautions to be taken, such as 
informing tower operators en route that the train has no radio. Since no a t tempt 
was made by the crew to report the defect ive radio during the stop at N e w a r k , the 
Safe ty Board concludes that the c rew did not consider this as a deterrent to the 
operat ion of the train. In Sa fe ty Recommendat ion 78-6, the Safe ty Board 
recommended to the Federa l Ra i l road Admin is t ra t ion ( F R A ) " to require rai l roads 
to install radios where appropriate on trains and to maintain them in operat ing 
condi t ion, unless all personnel i nvo l ved are not i f ied to the cont rary by appropr iate 
ra i l road procedures." In response to the Safety Board's recommendat ion , the F R A 
stated that radios should not be used to replace other safeguards, such as those 
prov ided by signal sys tems, and advised the Safe ty Board that they would take no 
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further action in this regard. T h e r e f o r e , Recommendat ion 78-6 was closed w i th 
unacceptable act ion. A t no t ime has the Safety Board bel ieved that radios should 
be used to c i rcumvent any rules or other safeguards prov ided for the safe operat ion 
of trains, but it does be l ieve that operable radios can certa in ly improve the safe 
operat ion of trains. 

Th is accident once again points out the need for operable radios to be 
prov ided on all trains where the contro l system incorporates their use or to not i fy 
all persons concerned that the radios are inoperable so that the dependency wi l l not 
be made on their being in serv ice . Had train N o . I l l consisted of regular 
Metrol iner equipment t ravel ing at the author ized 110 mph speed, the accident 
could have been a major catastrophe invo lv ing many fatal i t ies and serious injuries. 

Th is accident could have been prevented if any of f i ve employees — the train 
dispatcher, the three tower operators, and the track machine pilot — had compl ied 
wi th the operat ing rules. In addit ion, *f the M of W department 's top divisional 
supervision had been required to oversee the movemen t of the track machine on 
the heav i ly t rave led Northeast corr idor, better protect ion may have been prov ided. 

C O N C L U S I O N S 
Findings 

1. T h e pilot for the track machine had been qual i f ied on A m t r a k Operat ing 
Rules, but he had l i t t le exper ience in rules appl icat ion. 

2. T h e were adequate rules and instruct ion to prov ide for the safe movement of 
a t rack machine if they were compl ied w i th ; however , Amt rak 's management 
prov ided l i t t le supervision to insure compl iance of the rules. 

3. T h e train dispatcher fai led to have the route proper ly secured and recorded 
before transmit t ing the F o r m M. 

4. T h e train dispatcher fai led to transmit the order proper ly author iz ing the 
movement of the track machine when he fai led to prov ide all tower operators 
w i th the order. 

5. T h e train dispatcher permi t ted other high-speed passenger trains to operate 
in the sect ion of t rack N o . 3 rest r ic ted by F o r m M for the operat ion of the 
track machine. 

6. T h e C o u n t y operator fai led to comply w i th applicable instructions when he 
permi t ted the track machine to proceed without f irst having the author i ty to 
do so. 

7. T h e L inco ln operator fa i led to comply wi th applicable instructions when he 
accepted a request f rom Coun ty for the movemen t of the track machine 
wi thout f irst having the proper author i ty . 
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8. T h e L inco ln operator fa i led to apply a p ro tec t ive device to the t ra f f ic 
direct ional lever for operat ion of the nonshunting track machine between 
Coun ty and L inco ln . 

9. T h e operat ion of a nonshunting track machine el iminated the protect ion 
af forded by an automat ic block signal sys tem. 

10. T h e rules do not require an operable radio on each passenger t ra in; the rules 
require only that inoperable radios be repor ted to the train dispatcher. 

11. If the radio on train N o . I l l had been operable, the accident may have been 
prevented . 

12. If Metrol iner t rain N o . I l l had consisted of regular Metro l iner equipment, 
the number o f passengers and employees injured would have been greater , and 
many passengers and employees could have been ki l led. 

13. If the track machine had been provided wi th a radio, the L inco ln operator 
could have warned the dr iver or pilot of the approaching t ra in. 

Probable Cause 

T h e Nat ional Transpor ta t ion Safe ty Board determines that the probable cause 
of the accident was the fai lure of (1) the t rain dispatcher to issue proper orders and 
to secure the route for the movement of the track machine and (2) a block operator 
to secure the t raf f ic direct ion and route for the movement of the t rack machine. 
Contr ibut ing to the accident was the fai lure of severa l block operators to comply 
w i th operat ing instructions by permi t t ing the track machine to proceed wi thout 
securing proper author i ty . A lso contr ibut ing to the accident was the operat ion of a 
passenger train wi th an inoperat ive radio. 

R E C O M M E N D A T I O N S 

As a result of this accident invest igat ion, the Nat ional Transpor ta t ion Safe ty 
Board made the fo l lowing recommendat ions: 

— to the Nat ional Ra i l road Passenger Corporat ion (Amtrak) : 

"Conduc t an audit of its train operations to determine the 
extent o f noncompl iance wi th its operat ing rules and 
instruct ions, and prov ide the Board w i th a report of its f indings. 
(Class I I , P r io r i t y Act ion) (R-79-68) 

"P rov ide adequate supervision to arrange and monitor the 
movemen t of insulated track machines which el iminate the 
protect ion of the automat ic block signal system on the 
Nor theast Cor r idor . (Class I I , P r io r i t y Act ion) (R-79-69) 
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"Establ ish procedures to require that pilots emp loyed in the 
movement of track machines are ful ly exper ienced w i th all 
rules and instructions relat ing to such movements . (Class I I , 
P r io r i t y Act ion) (R-79-70) 

"Requ i re that all trains operating on a main track be equipped 
wi th an operable radio. (Class I I , P r io r i t y Act ion) (R-79-71) 

"Requ i re that the seats of all A m f l e e t equipment are 
maintained in proper condit ion to insure that the seats are 
locked securely in place. (Class I I , P r io r i t y Act ion) (R-79-72)" 

— to the Federa l Rai l road Admin is t ra t ion : 

"Establ ish regulations that would require all trains operat ing on 
a main track to be equipped w i th an operable radio. (Class II, 
P r io r i t y Act ion) (R-79-73)" 

— to the Associat ion of Amer i can Rai l roads: 

"P romo te the use by all rai lroads of operable radios for the 
operat ion of trains as an addit ional safety requi rement . (Class 
I I , P r io r i t y Act ion) (R-79-74)" 

B Y T H E N A T I O N A L T R A N S P O R T A T I O N S A F E T Y B O A R D 

/ s / J A M E S B. K I N G 
Cha i rman 

/ s / E L W O O D T . D R I V E R 
V ice Cha i rman 

/ s / P A T R I C I A A . G O L D M A N 
Member 

/ s / G . H . P A T R I C K B U R S L E Y 
Member 

F R A N C I S H . M c A D A M S , Member , did not part ic ipate. 

September 13, 1979 



- 19 -

A P P E N D I X A 

Invest igat ion and Hear ing 

Invest igat ion 

T h e Nat ional Transpor ta t ion Safe ty Board was not i f ied of the accident about 
1:07 p.m. , on Ap r i l 20, 1979. T h e Safety Board immedia te ly dispatched an 
invest igator f rom the N e w Y o r k F ie ld O f f i ce and an invest igat ive team f rom 
Washington, D . C , to the scene. Invest igat ive groups were established for opera
tions and equipment. 

Hear ing 

Deposit ions were taken on June 8, 1979, at 9:00 a.m. , in T r e n t o n , N e w J e r s e y . 
Represented at the depositions were the Nat ional Ra i l road Passenger Corpora t ion 
(Amtrak) , the Federa l Rai l road Admin is t ra t ion, the Brotherhood of L o c o m o t i v e 
Engineers, the Brotherhood of Maintenance of Way Emp loyees , the A m e r i c a n T r a i n 
Dispatchers, and the Brotherhood of R a i l w a y , A i r l i ne and Steamship C lerks , 
F re igh t Handlers, Express and Stat ion Employees . Statements were taken f rom 10 
witnesses. 
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APPENDIX B 

Personnel Information 

Frank W. Moersdorf, Engineer Train No. I l l 

Engineer Moersdorf, 60, was employed by the Pennsylvania Railroad, prede
cessor to Conrail, in April 1937. On March 6, 1941, he was transferred to the 
position of locomotive fireman. After 11 years, he was promoted to engineer. He 
qualified as an engineer through on-the-job training. He received air brake 
instructions on June 1, 1975, and on December 11, 1978, he was examined on the 
operating rules. His last physical examination was on May 3, 1978, by a carrier-
appointed physician. 

James J. Walsh, Fireman Train No. I l l 

Fireman Walsh, 41, was employed by Conrail on March 18, 1974, He entered 
the Conrail Engineer's Training School and completed the course on March 18, 
1976. In the summer of 1978, he served as a locomotive engineer for 3 months. 
He had had instructions on the air brake on March 18, 1976, and he was examined 
on the operating rules on September 14, 1978. His last physical examination was on 
June 13, 1977, by a carrier-appointed physician. 

E.F. Barnes, Conductor Train No. I l l 

Conductor Barnes, 38, was employed by Conrail on January 17, 1972. He was 
promoted to conductor on October 1, 1974 through on-the-job training. He had air 
brake instructions on October 21, 1977, and was examined on the operating rules on 
December 14, 1978. His last physical examination was on June 24, 1976, by a 
carrier-appointed physician. 

R.E. Zimmock, Brakeman Train No. I l l 

Brakeman Zimmock, 49, was employed by the Pennsylvania Railroad, prede
cessor to Conrail, on March 16, 1951. On March 1, 1953, he was promoted to 
conductor. He had air brake instructions on April 14, 1977, and was examined on 
the operating rules on December 12, 1978. His last physical examination was on 
September 27, 1977, by a carrier-appointed physician. 

J.F, Strong, Brakeman Train No. I l l 

Brakeman Strong, 62, was employed by the Pennsylvania Railroad, 
predecessor to Conrail. He was promoted to conductor on February 1, 1945, 
through on-the-job training. He was instructed on the air brake on November 15, 
1977, and was examined on the operating rules on November 10, 1978. His last 
physical examination was in December 1977, by a carrier-appointed physician. 
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Patr ick H . Frank, T r a i n Dispatcher 

T r a i n Dispatcher Frank , 37, was employed by Penn Cen t ra l , predecessor to 
Conra i l . He served in severa l capacit ies, and through on-the- job training, became 
a train dispatcher in 1974. La te r he became an employee of A m t r a k in the same 
capaci ty. He was examined on the operat ing rules on October 17, 1978. His last 
physical examinat ion was in March 1977, by a carr ier-appointed physic ian. 

L e o Er ick . Block Opera to r , M idway 

Block operator Er ick was employed by the Pennsy lvania Ra i l road, predecessor 
to A m t r a k in August 1979, as a block operator. He was qual i f ied on most of the 
block stations on the N e w Y o r k D iv is ion . Midway block stat ion was his regular 
assignment. He was examined on the operat ing rules in Ap r i l 1979. 

Char les Harrah i l l , Block Opera to r , Union 

Block operator Harrahi l l , was employed by the Pennsy lvan ia Ra i l road, p rede
cessor to A m t r a k in 1948 as a block operator . Union block stat ion was his regular 
assignment. He was examined on the operat ing rules during 1978. 

Patr ick T . R a z l e r , Block Opera to r , Coun ty 

Block operator Raz le r was employed on February 24, 1974, by Penn Cen t ra l , 
predecessor to A m t r a k as a block operator , and he was qual i f ied at severa l other 
locat ions. He was examined on the operat ing rules in Ap r i l 1979. 

R ichard T . Wi l l iams, Block Opera to r , L inco ln 

Block operator Wi l l iams was employed by Penn Cen t ra l , predecessor to 
A m t r a k , on September 18, 1973, and he has qual i f ied to serve at severa l other 
locat ions. He was examined on the operat ing rules in March 1979. 

Frank E. Boatwr ight , T r a c k Machine D r i v e r 

T r a c k machine dr iver Boatwr ight , 27, was employed by Conra i l in August 
1975 as a machine operator in the M of W department . A l though he had been 
trained for his posit ion in the M of W depar tment , he had no training in the 
appl icat ion of the operat ing rules. 

Peter No ta ro , T r a c k Machine Pi lot 

T r a c k machine pilot No ta ro , 20, was employed as a t rackman on J u l y 15, 
1976. He attended the carr ier 's school conducted for new employees in the M of W 
department for 6 weeks. H e was also instructed on the appl icat ion of the operat ing 
rules as they applied to M of W equipment. He was examined on the operat ing 
rules in Februa ry 1979. 
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APPENDIX C 

BLOCK—A length of track of defined limits, the use 
of which by trains and engines is governed by block 
signals, block-limit signals, cab signals or cab signals 
and block signals 

ABSOLUTE BLOCK—A block in which a tniin or engine 
is not permitted to enter while it is occupied by 
another train or engine except as prescribed by the 
rules 

BLOCK SIGNAL SYSTEMS 

AUTOMATIC BLOCK SICNAL SYSTEM (ABS) -A block 
signal system wherein the tise of each block is gov
erned by an automatic block signal, cab signal, or 
both. 

INTERLOCKINC-AO arrangement of signals and signal 
appliances so interconnected that their movements 
must succeed each other in proper sequence and for 

which interlocking rules are i n effect It may be 
operated manually or automatically 

INTERLOCKING L i M r a - T h e tracks between the 
extreme opposing home signals of an interlocking 

PILOT—An employe assigned to a train when the 
engineman, conductor or driver of track car is not 
qualified on the physical characteristics or rules of the 
railroad, or portion of the railroad, over which the 
movement i s to be made 

BOUTE—The course or way which is, or is to be, 
traveled 

CONFLICTING ROUTES—Two or more routes, oppose 

ing, converging or intersecting, over which movements 
cannot be made simultaneously without possibility of 
collision 

FIXED SIGNAL—A signal of fixed location indicating 
n condition affecting the movement of a train or 
engine 

ASPECT—The appearance of a fixed signal conveying 
an indication as viewed from the direction of an 
approaching train; the appearance of a cab signal 
conveying an indication as viewed by an observer in 
the cab 

1 NDICATION—The information conveyed by the 
aspect of a signal 

BLOCK SIGNAL^-A fixed signal, or hand signal in the 
absence of a fixed signal, at the entrance of a block to 
govern tiains and engines in entering and using that 
block. 

CAB SICNAL—A signal located in the engine control 
compartment or cab indicating a condition affecting 
the movement of a train and used in conjunctioit with 
interlocking signals and in conjunction with or i n lieu 
of block signals. 

APPROACH SIGNAL—A fixed signal used in connection 
with one or more signals to govern the approach 
thereto 

H O M E SIGNAL—A fixed signal at the entrance to a 
route or block to govern trains or engines entering 
and using that route or block 

INTERLOCKING SICNALS—The fixed signals of an 
interlocking 

BLOCK STATION-A place provided for the blockinp 
of trains by block signals or other means 

I N T E R L O C K S STATION—A place from which an 
interlocking is operated 

MAIN TRACK—A designated track upon which 
trains are operated by timetable, train order, or both, 
or the use of which i* governed by block signals 

TRACK CAB—A self propelled car with or without 
- trailers which may be manually moved to or from the 

track The term "track Car" shall include other self 
propelled units, such as: Burro Cranes, Highway Hail 
Cars, Detector Cars, Weed Burners, Tie Tampers, and 
other similar equipment This type equipment may 
not operate signals or shunt track circuits 

251. On portions of the railroad, and on desig
nated tracks so specified in the timetable, trains will 
run with reference to other trains in the same direc
tion by block signals whose indications will supersede 
the superiority of trains 

261 On portions of the railroad, and D n desig
nated tracks so specified i n the timetable, trains will 
be governed by block signals whose indications will 
supersede the superiority of trains for both opposing 
and following movements on the same track 

Excerpts from Amtrak Rules for Conducting Transporation 
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Rule 281 

FIG. A FIG. A.1 

3 
FIG B FIG B-1 FIG. B 2 FIG.B-3 FIG. 

FIG. B-5 FIG B-6 

Jl Jl A 

FIG. C FIG C-l FIG C-2 

IN CHS SIGNAL TERRITORY 
UB SIGNAL WILL DIJPLAT 0 

INDICATION—Proceed 
NAME: Clear 

Rule 292 

FIG B FIG B I FIG B 2 FIG B 3 FIG. B-4 

FIG. B S FIG B-6 

F r r i & 
FIG C FIG C I FIG C-2 FIG. C-3 FIG C-4 

IN CAB SIGNAL TERRITORY CAB SIGNAL WILL DISPLAY 

INDICATION—Stop 
NAMEt Slop Signal 
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NOTE—Rules 501 to 511 inclusive will not be effective 
except by special inslruclions. 

501, Block signals, cab signals or both govern the 
use of the blocks and except where Rule 251 or 
Rule 261 is in effect, do not supersede the superiority 
of trains nor dispense with the use and the observance 
of other signals whenever and wherever they may be 
required 

Interlocking home signals governing the use of 
routes leading to a block will in addition govern the 
use of the block in direction for which traffic has been 
established for a train to the next block signal 

NOTE—Cub signals will noi be used without block sig
nals except MS provided by special instructions 

605. Interlocking signals govern the use of the 
routes of an interlocking, and as to movements within 
interlocking limits, their indications supersede the 
superiority of trains, but do not dispense with the use 
or the observance of other signals whenever and 
wherever they may be required 

Rules 99 and 152 do not apply within interlocking 

limits 
617. Operating levers must immediately be blocked 

with approved blocking devices whenever the opera
tion of the lever is restricted 

627. An operator or Train Dispatcher informed ot 
any obstruction in a block must immediately attempt 
to contact any trains involved, notify the next station 
in advance and each must display Stop-signal to all 
trains that may be affected and must not permit any 
train to proceed until it is known that its track is not 
obstructed 

706. AH employes except those specifically author
ized to do so, are prohibited from making any techni
cal adjustments to a railroad radio set When a radio 
set is not operating properly the fact must be reported 
to the Train Dispatcher or Yardmaster as soon as 
practicable 

TH. Employes shall make a talking test of radio 
m channels provided when taking charge of such 
equipment Such test shall be made between fixed 
stations, fixed stations and trains or other portable 
equipment and end to end test of trains If radio does 
Mot operate properly Train Dispatcher or Yardmaster 
oust be notified promptly 

Equipped engines, cabooses or other equipment in 
service, equipped fixed points, when attended, must 
have radio on at all times with volume set high enough 
(o hear all calls 

801. Track cars will be in charge of driver, gov
erned by rules and special instructions applying to 
track cars and by the same rules and special instruc
tions as apply to trains other than passertger trains, 
except as provided in Rules 801 to 829 inclusive 

805 On tracks governed by Block Signal System 
Rules, track cars will operate with authority of Track 
Car Permit Form M in lieu of train orders 

806 Operators when authorized by the Train 
Dispatcher will issue Track Car Permit Form M which 
must be filled out in its entirety, including information 
regarding other track cars, trains or engines in the 
block If none m the block he will show "none* on 
the Form M 

A track car having received Track Car Permit Form 
M to run from one point to another must not move in 
the reverse direction 

A track car having received Track Car Permit Form 
M to occupy a track between designated points may 
move in the reverse direction 

810. Movements against the current of traffic, or 
on tracks of no assigned direction, or where Rule 261 
is In effect, will be authorized after Stop indication is 
displa)cd at each end of the block and approved 
blocking devices applied for the track to be occupied 

$28 Maximum Speeds, Unless otherwise specified 
1 lighway-Rail-Car 

Passenger Type - forward 45 MPH 
-backward 10 MPH 

Truck Type - forward 20 MPH 

- backward 5 MPH 

Aerial towers, truck mounted hoisting equipment 
or other such equipment with rigid highway rail 
mounting 

- forward 10 MPH 
-backward 5 MPH 

Not otherwise specified 
- forward 20 MPH 
-backward 10 MPH 

Track Car 25 MPH 

829g. Signal will not be displayed for the move
ment to the portion of track taken out of service 
Hand signals or verbal permission will be used by 
Train Dispatcher or operator authorizing the move
ment to pass signal in Stop position as though Re
stricting signal were displayed 
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Track Car Drivers 
400N-5 They must obey the instructions of Train 

Dispatcher, Yard Masters and Operators, within their 
jurisdiction, and of othe.s with proper authority 

Train Dispatchers 
400N-10. Report to and receive their instructions 

from the Superintendent or from such officer as he 
may designate They must be familiar with the 
physical characteristics of the portion of the territory 
in their charge and with all general orders, bulletin 
orders, general notices and other instructions in 
effect on their territory before assuming charge of 
their duties They will control and issue orders gov
erning the mo\ement of trains in accordance with 
the rules They are responsible for transmitting and 
recording train orders as prescribed by the rules; for 
issuing such other instructions as may be required 
for the safe and efficient movement of trains; for 
maintaining the prescribed record of train movements 
and impoitant incidents affecting the movement of 
traffic; for having available when being relieved an 
ink written transfer in their train order book of all 
outstanding and unfulfilled train orders along with 
the number of the last general order, bulletin order 
and general notice and other information relative 
to existing conditions the relieving Train Dispatcher 
should know and for being assured that they are 
understood Such transfer must be in accordance with 
instiuctions and initialed by the relieving Train 
Dispatcher 

They must also be conversant with the requirements 
of the current issue of special instructions governing 
operation of signals and interlockings insofar as their 
duties are concerned 

They must keep informed of weather and other 
unusual conditions that may affect the movement of 
trains and see that crews and others concerned are 
promptly notified Operators 

400N 11 Report to and receive their instructions 
from the Division Operator or Chief Train Dispatcher 

They must obey the instructions of the Train Dis
patcher and Train Director and advise them immedi
ately of any occurrence which may affect proper 
operation or safety of train movements They must 
comply with instructions of the Wire Chief and 
officers of other departments on matters pertaining 
to those departments 

They are responsible for the delivery o f train orders 
and messages to the persons addressed, arranging the 
use of b l o c k s , tracks, interlocking switches and signals 
and prompt movement of trains in accordance with 
the rules, train orders and special instructions 

They will observe passing trains in compliance 
with Rule 77, and also report the improper display of 
marker 

They must maintain the prescribed station record 
of train and track car movements and make a written 
transfer thereon with all necessary information The 

relieving operator must read this information aloud 
(0 O p e r a t o r being relieved to insure complete under 
standing and sign this record in bis presence 

The display of unauthorized publications, the u s e 
of unauthorized appliances, as well as placing non 
essential items o n instrument cases o r interlocking; 
is prohibited 

They must not absent themselves from duty until 
relieved and must notify the Train Dispatcher 
promptly should their relief fail to report at the 
prescribed time 

They must report the weather as required, and in 
ease o f sudden change, high water, storm or fog, 
promptly advise the Train Dispatcher 

When required, they will operate hand operated 
switches, crossing gates, movable bridges, and other 
devices as may be designated 

When necessary to temporarily nullify protection 
afforded by blocking devices, to permit a movement 
over a route not r e s t r i c t e d , the devices must be irn 
mediately restored to restricted position 

They must comply with the requirements of the 
current issue of Special Instructions Coverning 
Operation of Signals and Interlockings 

The> must pass necessary examination and be 
qualified at a block or interlocking station before 
accepting an assignment for duty 

In electrified territory they will operate power 
control boards and such other devices as directed by 
the power director 

Train directors, their assistants and levermen, in 
the duties assigned them, are also g o v e r n e d by these 
instructions 
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N o v e m b e r 1 5 , 1977 

S U P E R V I S O R O P E R A T I N G R U L E S 
N O T I C E 77 - 1 4 

A S S T . C H I E F D I S P A T C H E R S 
T R A I N D I S P A T C H E R S 
T R A I N D I R E C T O R S 
B L O C K O P E R A T O R S 
L E V E R M E N 

I n f u r t h e r r e f e r e n c e t o I n s t r u c t i o n o f S u p e r v i s o r O p e r a t i n g 
R u l e s N o t i c e 7 7 - 1 3 : 

R u l e 829 ( g ) - N E C 4 0 0 w i l l n o t a p p l y t o p a s s i n g o f U o f W 
E q u i p m e n t . 

A . MOVEMENT O F MW E Q U I P M E N T B E T W E E N B L O C K A N D / O R I N T E R L O C K I N G 
S T A T I O N . 

A t o r i g i n a t i n g s t a t i o n , b e f o r e f o r m i s i s s u e d , s i g n a l s m u s t 
b e i n S t o p P o s i t i o n a n d B l o c k i n g D e v i c e s m u s t b e a p p l i e d t o s i g n a l s 
a n d s w i t c h e s t o p r o t e c t t h e r o u t e . A f t e r B L O C K I N G D E V I C E S a r e a p -

' p l i e d , FORM M w i l l b e i s s u e d . F O R M C w i l l b e i s s u e d t o p a s s S t o p 
S i g n a l w h e r e R u l e s 2 5 1 - 2 5 3 - 2 5 4 a p p l y . T r a i n O r d e r s w i l l b e i s s u e d 
w h e r e R u l e s 2 6 1 - 2 6 2 - 2 6 3 - 2 6 4 a p p l y . 
B . MOVEMENT F O R E X T E N D E D D I S T A N C E S B E T W E E N 3 OR MORE B L O C K A N D / O R 

I N T E R L O C K I N G S T A T I O N S : 

A t o r i g i n a t i n g S t a t i o n , b e f o r e FORM M I S I S S U E D , s i g n a l s m u s t 
b e i n S T O P P O S I T I O N a n d B L O C K I N G D E V I C E S m u s t b e a p p l i e d t o S I G N A L S 
A N D S W I T C H E S t o p r o t e c t t h e r o u t e . A t I n t e r m e d i a t e B l o c k a n d I n t e r 
l o c k i n g S t a t i o n s , t h e r o u t e m u s t b e s e t a n d s i g n a l p u l l e d t o p r o c e e d 
i n d i c a t i o n w i t h B L O C K I N G D E V I C E S a p p l i e d i n t h a t p o s i t i o n . 

W h e n e n t i r e r o u t e i s s e t a n d l o c k e d u p , FORM M w i l l b e i s s u e d t o 
a l l B l o c k S t a t i o n s a n d FORM C w i l l b e i s s u e d t o p a s s S t o p S i g n a l w h e r e 
R u l e s 2 5 1 - 2 5 3 - 2 5 4 a p p l y . 

T r a i n O r d e r s w i l l b e i s s u e d w h e r e r u l e s 2 6 1 - 2 6 2 - 2 6 3 - 2 6 4 a p p l y . 

I n t h e a p p l i c a t i o n o f R u l e 6 3 7 , O p e r a t o r o f MW E q u i p m e n t f i n d i n g 
a HOME S I G N A L m o r e f a v o r a b l e t h a n S T O P w i l l t a k e t h a t s i g n a l a s B l o c k 
O p e r a t o r ' s a u t h o r i t y t o e n t e r I N T E R L O C K I N G . O p e r a t o r o f MW E q u i p m e n t 
m u s t r e p o r t t o c l e a r t o B l o c k O p e r a t o r w h e n t h e m o v e m e n t h a s b e e n m a d e 
t h r o u g h t h e i n t e r l o c k i n g a n d i s C l e a r . 

NATIONAL RAILROAD PASSENGER CORPORATION 
AMTRAK 

NORTHEAST CORRIDOR REGION 
NEW YORK DIVISION 
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November 15, 1977 
Notice 77-14 
Page 2 of 2 

BLOCK and/or INTERLOCKING STATIONS to the rear of the movement 
may remove their BLOCKING DEVICES after the movement has reported 
clear of the Interlocking of the Adjacent Block and/or Interlocking 
Station, 

ISSUING FORM "W" TRAIN ORDER WHEN TRACK IS OBSTRUCTED OR MAIN
TENANCE. 

A B C 

Track Out of Service by Form "W" Train Order between any Two 
Points (A to B or B to C) will not include the Interlocking at either 
Location 

Track Out of Service by Form "W" Train Order between Extended 
Points (A to C) will also include the Interlocking at B - At Inter
mediate Interlockings, BLOCKING DEVICES must be applied to the Track 
Named in the TRAIN ORDER Signals will be in Stop Position and con
sidered nonexistent. 

Uhen a porition of track is Out of Service by FORM "W" TRAIN ORDER 
Signals must be in Stop Position and BLOCKING DEVICES applied to signal 
and switches to protect the route at both ends, before Train Order is 
made Complete 

Train Dispatcher must be careful before giving Extended Authority 
of Extended Block in FORM "W" TRAIN ORDER. 

la/ A E. HOAGLAND 

A. E HOAGLAND 
SUPERVISOR OPERATING RULES 

AEH:cg 


