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Reilroad:

Date:

Location:

Kind of accildent:
Trains involved:
Train numbers:
Engine numbers:
Consist:
Estimated speed:

Operation:

Track:

Weather:
Time:
Casualties:

Cause:
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SUMMARY

Pennsylvania
October 21, 1241
Rahway, N. J.

Side collision

Passenger : Passenger
283 : 155

MU 43 : 4876

95 cars : 10 cars
Standing : 20 m. p. h,

K3

Automatic block and cab-gignal
eystem; intserlocking limifs

Five tracks; 0°30' curve to right;
grade 0.3 percent descending
westward

~
\./

lear

About 3:59 p. m.

28 injured

Accident caused by failure to
operate llo. 2835 in accordance

with interlocking and cab-signal
indications
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INTERSTATE COMMERCE COMMISSION

INVESTIGATION NO. 2538

IN THE MATTER OF MAKING ACCILENT INVESTIGATION REPORTS
UNDER THE ACCIDENT REPOR": ACT OF MAY 6, 1¢10.

THE PENNSYLVANIA RAILROAD COMPANY

December 23, 1841

Accident near Rehwsy, N, J., on Octoker 21, 1941, caused by
feilure to operate No, 23 in accordance with inter-
ockxing snd cab-signal indications,
lockxing and cab-signal indl 0

1
REPORT OF THE COMMISSION

PATTERSON, Commissioner:

On October 21, 1941, therc was a side collision between
two passenger trains on the Pennsylvanla Rallroad near Rahway,
N. J., which resulted in the injury of 28 passengers. This
accicdent was investipgated in conjunction with representatives
of the New Jersey Board of Public Utility Commissioners,

Under authority of section 17 (2) of the Interstate Commerce
Act the above-entitled proceeding was referred by the Commis-
sion to Commissioner Patterson for consideration and disposi-
tion,
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Location of Accident and Method of Operation

This accldent occurred on that part of the New York Division
which extends between New York, N. Y., and Torresdale, Pa., a
distance of 75.6 miles. The line is equipped with an overhead
catenary system for electric propulsion of trains. In the immed-
iate vicinity of the point of accident this i1s a 5-track line
over which trains moving with the current of traffic are operated
by an automatic block and cab-signal system, the indications of
wihich supersede time-table superiority. The main tracks from
north to south are track B, westward passenger track, No. 4,
westward passenger track, No. 3, westward freight track, o, 2,
eastward freight track, and No. 1, eastward passenger track. At
a point 6,898 feet west of the station at Rahway track B joilns
with track No. 4 at a switch designated as switch 45, The accil-
dent occurred within interlocking limits at the fouling point of
tracks B and No. 4 at a point 240 feet east of switcn 45, As the
point of accident is approached from the east on track No. 4
there are, in succession, a tangent 3,080 feet in length, a 0°10"
curve to the right 194 feet, a tangent 1,868 feet and a 0030!
curve to the right 1,211 feet to the point of accident and 381
feet beyond. Throughout this distance track B practicslly para-
1lels track No. 4. In the immediate vicinity of the point of
accident track B and track No. 4 are spaced 12 feet 6 inches
center-line to center-line. At a point 300 feet east of switch
45, track B turns to the left by means of a No. 20 turnout, and
the fouling point is 240 feet east of the switch. At the point
of azccident the grade for west-bound trains on tracks B and No.

4 is 0.3 percent descending.

Switch 45 is controlled from Union tower, located 5,448
Teet east of switch 45, The interlocking machine 1s of the elec-
tric type and consists of 47 working levers., Of these levers 22
control 57 signals, 22 control 36 switches and 2 derails, and 3
control traffic, Approach locking is provided for all routes,
and sectional route locking is provided for all switches, Time
rel:zases are of the clockwork type.

Signals 2R and 46Rcd, which govern westward movements on
track B, and sigrnals 6R and 46Rab, which govern westward move-
ments on track No. 4, are mounted on signal bridges located
6,603 and 368 feet, respectively, east of switch 45, These sig-
nals are of the semi-automatic, 2-unit, position-light type, and
are continuously lighted. The involved aspects displayed by

these signals and the corresponding indicstions and names are
as follows:
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Asrect ' Indication Name

Vertical Proceed Clear

45 degrees Proceed prepared to Avobrosach l‘
stop at next silgnal, Train

Horizontsl Stop

~o.

exceeding medium speed must at
once reduce to that speed,

Stop-signal

Cperating rules read in part as Pollows:

DEFINITIONS

Medium Speed—--Not exceeding one-half tie speed author-~
ized for passenger trains but not exceeding 30 miles
per hour,

295. Cab signal aspects, indications and names corres-
pond to those shown for fixed signals * % ¥

296. Cab signal indications do not supersede fixed
signal indicastions excenpt when cab signal changes to a

more restrictive or a more favorable indication after
passing a fixed signal.

298, Should cab signal anc fixed signal indications
conflict, the more restrictive indication will govern,

663. A train or engine must stop clear of an inter-

locking signal indicating "stop." A train or engine

must not pass a Stoo—olgnal except when authorizea by
Clearance Card (Form C) or train order, % %* %

The maximum suthorized speed for passenger trains on track
4 1s 75 miles per hour and on track B, 70 miles per hour.

Description of Accident

No. 263, a west-bound fir:st-cless pessenger train, consisted
of four multiple-unit coachizs £ad orne multiple-unit mull—baggage
car, in the order named., All curs <re of stbel construction,
This train wze orcrataeus from *he control station of MU coach 43,
the front unit of the trein., » £ - Lol eir-Drake test was made
at New York, 20.8 milec cast or R=L ay, and the brakes functiloned
properly en route. This trein departed from New York at 3:22
p. m., according to the dispatcrer's reoord of movement of trains,

on time, departed from Rahwsy acout 3:57:15 p. m., according to

the conductor, 15 seconds late, pa

ed signal 2R, which was dis-
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playing spproach, passed signal 4€Rcd, which was displaying stop,
and stopped on track B with the front end of the fourth car stand-
ing at the fouling point of the turnout leading to switch 45. 3Soon
afterwerd No, 263 was struck by No. 155,

No, 155, a west-bound first-class passenger train, consisted
of electric engine 4876, of the 4-6-6-4 tyvpe, one mall car, one
express car, one passenger-baggage car, four coaches, one dining
car and two Pullman parlor cars, in the order named; all cars
were of steel construction. At New York a terminal air-brake
test was made, and the brakes controlled the speed properly at all
points where used en route. Tnis train departed from New York at
3:30 p. m., according to the dispatcher's record of movement of
trains, on time, passed Rahway on track lNo. 4, and while moving
at an estimated speed of 75 miles per nour it vassed signal 6R,
which was disvleying clear, and passed Union tower atv 3:58 p. m.,
on time. When llo. 155 was about 1/4 mile east of signal 46Rab,
the indication displayed by that signal changed from clear to
stop, the cab signals in engine 4876 changed from clear to approach
and the cab warning whistle sounded. This train passed signal
46Rab, and while moving at a speed estimated as 20 miles per nour
it collided with Ho, 263,

On track B the view of signal 46Rcd Trom the control station
of a west-bound train was unrestriczted throughout a distance of
2,400 feet,

The force of the impact drove the firet car of No. 263 for-
ward and the front wheels of the front truck stopped 8 inches east
of the switch points, wnich were forced open. This cer was
slightly damaged. The second car was deralled to the rignt and
leancd at sn angle of 45 degrees. Throughout a distance of 15
feet the right side-sheets and the roof sheets at the rear end
were torn away. The end-sills and the side-sills were broken and
the rcar-end vestibule was badly dameged. The third car was de-
ralled and stopped on its risht side, north of the turnout in-
volved and parallel to it. Both trucks were badly demaged, the
left side-sheets and the left side of the resr vestibule were
badly bent and many windows werc broken. Nesr the front end of
the fourth car the right side-sheets were bent end the front
vestibule was demsged. The front engine-truckx end the front
driving-wheel assembly of engine 4876, of No. 155, were derailed
to the south and the front end stcpped against the second car of
No. 282 =£nd fouled track No. 3. Engine 4876 remained upright.
The front end and the front engine-truck were badly damazed and
the main frame was cracked at the male casting location. The
first and second cars were slightly damaged.

The weather was clear at the time of the accident, which oc-
curred about 3:59 p. m.
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Discussion

The switch and turnout involved are protected by an inter-
locking which 1s so arranged that when the route is lined for
movement on track No., 4 the approach signal and the home signal .
for that track will disvlay proceed, and the aporoach signal for
track B will display approach and the home signal will display
stop. Wnen a train has entered the approach circuilt on trsck No,

4 the route cennot be lined for movement from track B to track
No. 4 until the time release has completed its operation,

The route vas lined for No. 155 to move on track No. 4 beyond
the switch involved. No. 263 passed its approach signal, which
was displayving approach, passed its home signal, which was dis-
playing stop, and stopped with the first four cars fouling track
No., 4. The engineer endeavored to back the train clear of the
turnout but before this movement could be started No., 155 colliced
with MNo. 283,

According to the statement of the engineer of No. 283, as his
traln was spproaching the point wnere the accicent occurred the
speed was about 30 miles per hour, and he and an engineer wvho was
qualifying for service were meaintaining a lookout ahead from the
control station in th: front vestibule of tre first car, Both the
approach signal and the cab sipnel displayed spproach for his
train. He acknowlsdged the cab warning weoistle, Soon afterward
the student engineer called the incicetion displeyed by tke home
signal as clear and the engineer ovened the controller, he speed
was about 35 miles per hour at & pvoint ahout 500 feet east of the
home signal wnen the student engineer called the signel indica-
tion as stop. The engireer immediately applied the brskes in
emergency but the distance was not sufficient to stop short of

the fouling point of the turnout. The student englneer said that
he did not call the indication displayed by the home signal as
clear but called a stop indication twice. The signals are so
arranged that the home signal on track B cannot display clcar,

The engineer of No. 263 said he was not accustomed %to another
person being with him in the control compartment. He thought the
presence of the student engineer confused him in regard to the
signal indications, and that he misunderstocd what the student
englneer sald., Under the rules, after No. 263 passed the approach
signal, wvhich was displaying approach, it wzs reculired to proceed
at not exceeding 30 miles per hour and to be vrepared to stop
snort of the home signal, The cab signal continued to d:xsplay ‘
approach after the engineer became confused concerning the indi-
catlon displayed by the home signal. The rules recuire that when
there is conflict between cab-signal indications and wayside-
signel indications, the more restrictive indicstion will govern,
Had No. 263 been operated in accordance with signal indications,
this accldent would have been averted. After No, 263 stopped on
the turnout, the baggagemaster of that trzin immedistely proceeded
to the rear and gave flagging signals to No. 155, hut the distance
was not sufficient for No. 155 to stop short of the fouling ooint
of the turnout,
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The engineer of No. 155 said that as his train was approsch-
ing the point where the accident occurred the speed was 76 miles
per hour and the fireman-helper and ne were maintaining a loof-
out ahead. The wayside signals and the cab signals displayed
proceed for his train. When his train was atout 1/4 mile east of
the home signal for track No. 4 the indication of that signal
changed to stop, the cab signal changed to approach and the cab
warning signal whistle sounded., He immediatzly moved the brake
valve to emergency position but the distance wasd insufficient to
stop short of the fouling point of the turnour involved, He
Tirst observed the flagging signals of the bagragemaster of No.
263 after the brakes were aprlied in emergency.

Cause
It is found that this accident was caused by failure to
operate No, 263 in accordanes with interlgezing and ceb-signal

indications,

Dated at Wasnington, T. C., this twenty-third
day of December, 194I1.

By the Commisgion, Commissioner Patterson,
Ww. P. BARTEL,

(SEAL) Secretary.



