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INTERSTATE COMMERCE COMIIISSION 

R E P O R T O F T K E D I R E C T O R O F T H E S U R E A U O F S A F E T Y I N R E I N V E S ' 
T I G A T I O N O F A N A C C I D E N T V H I C H O C G U R R E D ON T R E D E L A W A R E , 
L A C K A W A N N A & iA S T E R N R A I L R O A D N S A R G R E E N D E L L , N . J . , ON 
S E P T E M B E R 17, 1929. 

January 10, 1930 

To bhe Commission: 

On September 17, 1339, there was a rear-end collision 
between a freight brain and a tram of empty express refri­
gerator cars on the Delaware, Lackawanna & Western Railroad 
near Greendell, N J., resulting m bhe injury of four 
employees. This accidenb was investigated m conjunction 
wich a representative of the New Jersey Board of Public 
Utility Commissioners. 

Location end method of operation 
This accident occurred on tact portion of the Morris 

and Essex Division extending between Slateford Junction and 
Port Morris June tion,N.J., a distance of 28.6 miles, desig­
nated as ohe New Jersey cut-off, chis is a double-track 
line over irhich trains are oper< ced by tine-taole, train 
orders, m d an automatic block-signal system. The accident 
occuired on the easabound m a m track at a r>omt aoout 6 
miles east of Greendell toiler, or 242 ieet east of the 
eastern portal of Roseville tunnel, i-'hich is 1,016 feet m 
length. Approaching this point frol the west there is a 3° 
curve to the right 2,366 feet m length, followed by more 
than 2 miles of tangent, the accident occurrinb on this 
tangent at a point 5,224 feet from its western end. Tne 
grade is 0.55 per cent ascendmp foi eastbound trains. 

The automatic block si0nals involved, signals 538 
and 520, are of the two-arm, two-position, lower-quadrant 
semohore type, and are located 7,160 and 3,000 feet, respect­
ively, west of the point of accident. Oi m g to an overhead 
arch bridge, which spans the tracks at a point 843 feet west 
of signal 520, the view of that signal is somewhat obstructed 
but undei favoraole conditions a clear view can be had of 
both arms of this signal when it is 1,848 feet distant. 

It was daylight, but raining very hard, at the time of 
the accident, vhich occurred about 6.31 a.m. 
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Dcscription 
Eastbound fieight train extra 2237 consisted of 47 cars 

and a caboose, nauled by engine 2227, and was m charge of 
Conductor JicCarthy and Engineman Edwards. 0 n departing from 
the eastbound passing siding at Grcondell, the east switch 
of which is located about 7,000 feet east of the tower, at 
about 5.50 or 5.55 a.m. , Flagman Oawley put down two tor­
pedoes and left a yellow fuse^, on reaching a point just 
oast of signal 520, and before entering Rosevillc tunnel, 
ho dropped off another yellow fusee. Shortly after the 
caboose emerged from the opposite end of the tunnel, at 
which time the trc-in was traveling at a speed estimated to 
have aeen between 12 and 20 miles per hour, it was struct 
oy extra 1192. 

Eastbound deadhead equipment tram extra 1192 consisted 
of 34 empty express refrigerator oars and. a coach, hauled 
oy engine 1192, and was m charge of Conductor Hosey and 
EnfJinenan Walker. On passing Greendell tower, at 6.17 a.m., 
according to the tram sheet, copy of che following message 
was delivered to boch the head and rear end_s of the tram: 

"C&E Exa 1192 East 
Clear at Hoseville aiding 
for No. 14." 

The west switch of the eastbound passing siding at Roseville 
is located about 2-̂  miles east of wnere tho collision oc­
curred. Extra 1192 exploded the two torpedoes placed in the 
vicinity of che oast switch of the eastbound passing track 
at Grcondell, passed signal 528, wnich was displaying a 
caution indication, oassed signal o20, which was displaying 
a stop indication, passed the lighted yellow fusee that had 
been dropped oif m this i* mediate vicinity oy the flagmen 
of extra 2227, and collided with the rear end of that train 
while traveling at a speed estimated to have been between 
30 and 35 miles per hour. 

The caboose of extra 2227 came to rest on its left side 
on che westbound main track, as did engine 1192. The first 
two cars ahead of the caboose were damaged, while the 
tender of engine 1192 and two express c<IB were derailed. 
The employees injured were the conductor and flagman of 
extra 2227, and the engmeman and fireman of extra 1192. 

Summary of evidence. 
Flag nan, Cawley, of extra 2227, stated that he did not 

see any reflection from the headlight of en[ m e 1192 at 
tne time he dropped off the last fusee; he then went back 
inside the caboose, up into the cupola, and sat by the 
window. He esti ated the speed of his train through the 
tunnel, to have been about 20 miles per nour, the collision 
occurring just after emerging theicfrom. Conductor IlcOarthy, 
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who was also riding in the caboose, estimated the speed of 
his tram throubh the tunnel to have been between 10 and 12 
miles per hour. 

Sngmeman Walker, of extra 1192, stated that the fireman 
took the message handed on at Greendell as the tram passed 
that point at a speed of about 15 miles per hour. After 
reading the res sage m e fireman handed it to the engmeman, 
who also read it. Sngmeman Walker said it was raining very 
hard and that at first ne had the storm window wide open m 
order to get a view ahead, however, as the ram beat m and 
he was getting ^et, he closed the window to the 45° angle. 
On reachm 6 the vicinity of the east si itch of the eastbound 
passing sidmg at Greendell two torpedoes were exploded, but 
there v/as no lighted fusee at this time. Extra 2237 had left 
the sidmg more than 30 minutes before extra 1192 passed 
G-reendell to^er. After leaving Greendell the engmeman 
started eating his lunch, approaching signal 528, which he 
saw was displaying a caution indication, the speed of his 
tram was about 30 rules per hour and just after passing the 
signal he began to consulc the time-table m order ro ascer­
tain how much time he had on tram No. 14. It was while he 
was so engrossed that he passed signal 520 without having 
observed its indication, but he did see a burning yellow 
fusee tnot had been dropped off in this immediate vicinity 
by the flagman of extra 2227. At aoout chis time a rrann 
went by on the opposite track, leaving the tunnel filled with 
smoke and stsa i, he turned his head to identify this tram, 
opened che window and. threw out lunch paper, between signal 
520 and the tunnel, and shut off steam upon entering the 
tunnel. Although he could not see through the tunnel, he 
proceeded at a speed of aoout 30 miles per hour, and the first 
indication he had of anything wrong was when ne felt the 
crash, no air-brake application having oeen made. Engineman 
Walker further staced that while approaching signal 520 he 
looked under the overhead arch bridge and saw the oottom arm 
of the signal, but that he passed it without seeing che top 
arm. Engmeman Welker fully realized tnat he had passed a 
signs! without seeing the indication displayed; but said 
that the fusee encountered m this immediate vicinity ha'1 

•urned down about 3 or 4 inches from tne cop, indicating to 
him that the preceding tram was from 5 to 7 minutes ahead 
of him. 

Fireman Decker, of extra 1192, stated, that he took the 
message off the hoop, read it, and. handled it to the engme­
man. He did not recall whether two torpedoes were exploded 
m the vicinity of the east switch of the eastbound passing 
sidmg. After leaving Greendell, the speed was increased 
from about 10 or 15 miles per hour to about 30 or 35 miles 
per hour, and. from that pomt on he was kept busy, almost 
continuously, pulling down coal and v0rking on the fire, and 
did not see either of the signals involved or the yellow 
fusee, the first indication he had of anything vrrong being 
wnen the collision occurred. Conductor Hosey, Head Brakeman 
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Hughes and Flagnan Wilson were riding in the coach, the 
last car m the tram, and were unarare of anything wrong 
prior to the collision. They estii ated the speed of their 
tram to rave been between 30 and 35 miles per hour at the 
ti 1 3 of the collision. After m e accident, both Conductor 
Hosey and Flagman Wilson saw a stop indication displayed on 
signal 520; Flyman Wilson further stated that the lighted 
yellow fusee nad just aoout burned out as he got back to it. 

Section Laeorer Cavana stated that he was walking east­
ward on the south side of the tracks when extra 2227 
passed h m . when it went by signal 520 he saw that signal 
assume the scop position, both arms going to the horizontal 
position. Section Laborer Cavana tnen observed extra 1192 
following, a short distance a-way, and thought that it would 
be brought to a stop at the signal but wnen he realized 
that it wa,s not going to be brought to a stop, he waved his 
ari.ie to attract the attention of the engmeman, but he did 
not see the engine nan as the cab nadows were closed. 
Section Laborer Cavana said that he was only a few feet 
away from, signal 520 when extra 1192 passed it. 

Tests made of signals 528 and 520 suosequent to the 
accident disclofed them to be m proper working order. 

Conclusions 
This accident was casued by the failure of Engmeman 

Walkei, of extra 1192, properly to observe and ooey auto­
matic block signals and other restrictive indications. 

From the warnings wnich he had. icceivod, Engmeman 
IVc lker should have boon fully aware of the fact that he 
was closm b up on the preceding tram. He had run over 
torpedoes near signal 523, and the caution indication of 
that signal was displayed for his tram; near signal 520 
there WELS a yellow fusee only partly burned out. The 
caution indication of signal 528 required him to approach 
signal 520 prepared to stop, and the burning yellow fusee 
required him to proceed ' ith caution, prepared to stop short 
of tram or obstruction. He ooserved neither of these 
requirements. Instead of being on the alert to observe 
the indication of signal 520 and prepared to oring his tram 
to a stop as required by the indication of that signal, he 
was occupied m eating his lunch and examining the time 
taole to cneck up on a following tram, and his attention 
was also attracted, to a passing tram on tne opposite track. 
He adrntced that he saw only the oottom arm, which was 
m caution position, but failed to see tne top arm which, 
as disclosed by the investigation, was m stop position, 
and. notwithstanding the fact the.t he knew he had passed, a 
signal without seeing its indication ne did not stop as 
reauired by the rules but proceeded at practically undimin­
ished speed. The burning yellow fusee which he encountered 
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near signal 520 was an additional warning, but m spite of 
even this warning, Engmeman Walker proceeded through the 
snoke-and-gas-filled tunnel, where the view was almost 
wholly obscured, at a rate of speed which he himself esti­
mated at about 30 miles per hour. Engmeman Walker 
entered the service of the Lackawanna as fireman m 1906 
and was promoted to engmeman m 1912. It is difficult 
to believe that an engmeman of his expenence could have 
displayed such disregard of restrictive and warning signals 
if he was m good physicel condition and m possession of 
all his faculties, yet he steadfastly maintained that he was 
awake and not sick or incapacitated m any way. 

This accident a 5 a m directs attention to the necessity 
for automatic tram control devices to enforce obedience 
to restrictive signal indications when not observed or 
heeded by engmeman. For a period of several weeks prior to 
this accident the traffic over this line averaged about 48 
trains daily, with approximately the same number m each 
direction. 

The employees involved m this accidenjAvere experienced 
men and none of them was on duty contiary to the provisions 
of the hours of service law. 

Respectfully submitted, 
'7. P. BORLAND, 

Director. 


