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Februzry 27, 1240.

To the Commission:

On December 31, 1932, 'thers vas a re°r end collision
between two freight thLnS on the Penngyivania Railrec-4d at
Meadows Yard, N. J., which resulted in the deatn of nae em-

ployee and the injury of two cmployvees.

Location and Ifethod of Operstion

Diviegion which extends betusen Eearcimvs Cove and ™WA-3, U,

o distanece of 2.7 miles. An assigned track for esstward
freight rnovements extends from GY interleckin> through lleadows

Thiis aceident occvrred on thet part of the llew York
J

"

). (

Yard to Heck 1ntﬂrlock1n a dietance of 1.9 milcs; mov-oments
on this track are mode as pregerined bty time-teble special in-
structions. Welther train or'erz nor block sicnels orz used.
% the zntrance to this track interlocking home slirnels are
sed fTor eithsar stepping tralns or permitiing then to enter
and to proceed on this frack; thene gignelg do not inddcate
rack occupancy, as rortions of ths track cre not caulnped with

track circuits. Tne acciaent ocourred on %tiils tr-~cz ot a
Doint 9,140 feet sast of GY station, or approximately half-wal
between GY and Hack., Approsching from the west tnorc are, in

succession, a tangent 1,270 foet in length, a 2° curve
eft 150 feet in longth, a tangent 1,560 feet in 1loxngth, a 27
curve to the leoft 250 fest in lcngth and a tangcocnt vhich ex-—
Tends 1,070 fect to the point of accident and Q,OSO Teet beyond,
The grade for east-bound trsins isg, successively, 0.6 pDorcent
descending 2,200 fect, level 1,130 febt 0.111L tercont sceni—
ing 90D feet and 0. lol vercent cscending 100 fect to the polnt
of accidcnt.

A clagsificaticn yerd lies rnorth of the east rard freight
track and 2djncent to 1t. Flﬂt track No. 1, of tThis vard, is
conticguous and parsllel to the gtmrard freiht tr «c“, and.,
at 1ts eastern end, connccts WLLu the eagtward freioht tPaCK at
a roint approximgtely 1,290 Tzet sast of the point -mere the
accident occurred. .

Interlockint home eionels 6R and 40R 90Vorn*n§ eastward
movements are located 5,701 and 2,124 feet, ‘resnectively, west
of the poln?t of QCuLdeﬂt snd are controlled from GY station;
these are poa¢tlow—11v¢t slgnals and display indications as
follows:
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Indication N

ame
Stop ¢ Stop-signal
Proceed at not excecding 15 miles : Caution-slow—svuced~signal

per hour with caution prepared
to stop short of train or ob-
struction,

Signal 50, an approach signsl to the home signal at Hack,
is located 3,822 feet east of signal 4CR and 1,768 fcet cast of
the point of accldent; thnis is a position-light signal and dis-
pleys indications as follows:

Indication Name
Procced &t not excscding 15 miles Cavtion-slow—gspced—

per hour with caution prepared to signal
stop short of train or nbstruction.

Approach next sirnal prenared to Approach-gignal
stop. A train excecdin< one-nalf

its maximum avthorized spced at

polnt involved nmust ot once reduce

to not exceeding tiiat gpecd.
Proceced v Clear=gignal

Rulesg 900 end 103 of tune operating rules and D1004,
S18A, D1623, and D1803 of the time—~table special ingtructlions
read in whole or in pert as follows:

90b. Sidings to be used in cn ascigned dircction
must not pe used in rcversc direction unless au-

thorized by the Superintendent or, in emcrgency,

under protcetion as prescribed by Rule ©9.

103. TVWhen cars are opusched by nn englne, a ftrain-—
man nugt take a consnicuous vosition on the front
of the leading car.

If signsls from the treinman connot be geen
from the engine it must be gtopncd lmmediately.

When trains ar: frequently pushed, a pock—up
hose equipoed with broke velve and alarm whistle
must be used. When so cguipred and engincmen so
advised they arc relicved from stopping when
signals cannot be secn from the leading cor. J##*



&

D10C4 Rule 1%a: A treinnot equipved to digplay
the markaers preseribed by Ruls 19, will display
on rear of train *** ; by night, a red licht, *¥¥, .

S18A. Rule 93b. On portion of the reilroesd, within
defined limits within Sterninals specified in tne
time teble, troins and engines are not required to
protect agalnst following movemonts. *¥* On other
than main trac-s within thege 1imits, frains and
engines must move at such specd that thoey cen stop
within range of vision, unless such tracik 1g secn

or known to bz clecar and switcdhee properly set.

D1623. Following tracks opcrated as assigned treockn:

Rule 90b 1n erlcct.
s %

=t W

DI8C3. Rule 920 in effeet as followe:
o

s
Betwcen Hersiwug Cove and Lane,(freicht tracke).
oW %

The meximum authorized speed on the track involved is 15
miles per hour.

The weather was clcar at the time of the accident, which
occurred at 1:27 a.n.

Descrintion

Extra 1532, with Conductor Corcoran and Engincuicn Berrien
in charge, consisted at the time of the acecident of cteam en-—
g€inc 1832, a caboose, and 32 loaded coal cars, in the order
nemed. Coneisting of the engine and the cabnocc only, this
train pasred Heock at 12:13 a. m., nccording to the train sheet,
procceded under flag protection westward on the castward frelght
track at Meadowr Yord, entered flot Srack No. 1, and, ofter
picking up 32 ccrg, moved out cn the eastwerd freight track,
then moved in reverse dircetion on tols track and sotopped with
the engine stonding o suwort distance weet of gignnl 50 and thg
rear end standing 9,140 feet esst ol GY. AfSer gtanding at
thlis location sbout 5 minutes the rear cnd was struck by Extra
4736-4789.

Extra 4766-4789, with Conductor McFadden and Engincman
Hapgenlocker in charge, consisted of on nll-stecl carocse and
electric engines 4789 and 4785, in the order ncmed. Thoe caboose,
wnich, accoriding to standards of the carrier, was edquippcd with
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an emergency broke valve, was pushed ahcad of engfines 4782 and
4786, which wore operated as a 2-unit engine and controlled
from engine 4786. This $ralm lcft GY, moving eastward on-the
egastward track, at L:23 ¢.n., ecccording to the train cheet, and,
while moving at a speed of 20 miles per hour, collided with the
rear end of Extra 1532.

The rear two cars of Extro 1532 were overturned to the
right; thc rear car was denolished and the sccond car from the
rcar was badly daunged. The cobtoose of Extra £786-4702 became
derailed and stopped at an angle of 45 dogrees to the ftreck;
the roof was brdly dlstorted, the =ide sheots were bent, end a
body bolater nd o truc wrcu~bor were brecken. Engine 4789 was
not derailed but was badly danaged; the Tront of the over-cab,
the unit twitches and the transforasrs were destroved, as well
as all electricel equipment at the rear end.

The employee killed wag the flegman of Extro 4706-4789,
and the employecs injured were the conductor and the brakeman
of Exatra 4785-4789.

Sunmary of Zvidence

Englneman Berrien, of Extre 1532, stated that his train
entered 1lat track Ne. 1 about 12:35 a. m. He saw the flegman
of hig btrain leave the caboose to assigt in picking up cars; atv
that time the flagmun had in 1ig possession two red lonterns.

He could not say voesitively that tine flagmen nloced the red
lanterns on the rcar of the trein. ¥Wnen the troin wos recdy
to depart from flat itrack No. 1 tiie conductor told him that
permisslion had been otktained to occupy tac eastword ITrciht
track and to move in & reverse dirzction far enough for the
engine to clear signal 50. He ;roceedsd ecegtwerd on the east-
ward freight treck, and then bscizd the trein west of signal 50.
The purpose ol this movement, which was customary, was to attain
sufficlent gpeed for pulling the train over the Hackensark River
bridge. After his train had stood sbout & minutes, signal 50
changed to display @ proceed indication, but before the train
could be started the coliislon occurred. The weather was clear
nd he said that a car could be seen about 5 or & car lengths
distant.

Fireman Purgavie, ol Extra 1532, stated that Just orior
to the accident a car could be seen on tangent tracl about 30
car lengths distant; however, he said that after the accident
he could not see to the rear of hig train.



Conductor Corcoran, of EZxira 1532, sto
train entered flat track No. 1, he reportd ,
operator at GY; then he walked toward the rear oiv the traln ’
with the flagman, who at that time had in voggegsion one

white and two red lanterns. He sald that ae he went only hoalf-
way back he did not sce the flagmen place the red lantoerns on

the rear end. After an eir-br-lke tost wag mede cnd the train

was ready to depart he obtainced permission from the operator at

GY to make a reverse movement upon the ecastwerd freicht track

far enough westward so that when his train started it could

attaln sufficient snced to surmnunt the grade covroaching the
Heckensack River bridge. This movement was completed, the

train stopped Just west of sign L 50, :nd he was at a telephone
located about 6 cor lcngihs east

the crash of thc collision, which occurrcd cbout 1:27 o. m.

When mek.ng the reverse movement he was abie, becruse of track
curvature, to see a red lantern swinzing ~t the recr end of

his train, but after the accident ne was unible to find evidence
0f red lanterns in the wreckage. At the time of the accident

he saw the flagmon walkingz ftoward the engine and aobout 6 or 7
car lengths digtant from it. It is customery for a flagman to
ride the front end when leaving Meadows Yerd. In one statecment
he sald that it was possible to see an objecet 10 car lengths
distant, but in another he said that it was possible to see
about 30 car lengths, &s the snov on the ground reflected light.
He gsalid the reverse movement on the eactward freight track was
made in the usual manner and that his crew had complied with

all rules applicable.

d Tthet affter his
to e¢learr to the

[
[
.
n

0

of the engine when he heard

o
-
3
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Flagman Lehmen, of Ixtre 1532, stated that he had two
red lanterns and one white lantern 1n his posgsegsion vhen he
walked to the rear of the curs that vere to be picked vn. A
cut was made at the rear of tae thirty=—second cor, and the two
red lanterns were sbttached by wire huoks to the outer cnds of
the end=-sill handholds &t the reor end of the rear car. During
the recverse movement, which wes made in the usual menner, he .
rode on the rear cor until the truin stopped, thean he started
toward the front end of his train ond was about 5 or 6 car
lengths distant from the cngince vhen the accident occurred.
He was certain thot the red 3-nterns were lighted -/hen he left
the rear of the train but after the accident was unable to find
evidence of the lanterns as fhe rear tvo cars werc overturned '
and coal was spilled on the ground.

Conductor McFadden, of Extra 47806-4782, stated that the
alr brekes were tested and they functicned proverly. Vhen ap-—
proaching the point of accident he 'was mainteining a lookout
and had stationed himgelf on the right side of the front plat-
form of the caboose, which was being pushed eastward by engines
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4786 and 4789 on tne eastward freight track; the flacmaon was
stationed on the left side of the platform nesr the emergency
brake-=valve. A caution—-slow-gnesd indication was dlsplayved by
signal YR and Llbe trein procec”ed vreparsd to astop at signal
40R, which was digplaying o siop indication. When the train
approached signal 40R the indicetion changed to csution=slow-
speed and the speed was increased to cbout 20 miles por hour.
Soon afterward he obgerved thot cars were standing about 8 car
lengths distant on the eastwnrd freipght track and there was no
light on the cars. Simulftancously hig train incrcascd speed and
he jumped off when sbout 1-1,/2 car lengths distant from the cars
ahcad., It wns his copinion that his flarmon ondecvored to apply
the bralive by the emergency brrke-velve on the caboosc, and,
being occupied at thirt duty, failod to jump off{. Hec understood
that when cears cre pushed it iLg the dvty of the person riding
the front car to obsecrve conditions nhead and to transmit in-
formation to the cngincman by mrans of hand or lontern signals.
He seid that when he was on the front end of the ccboose and it
was being pushed ahead of the engin=s, he wsg r2gponsible for
controlling the speed. In this insgtunce, at the gpeed in which
hig trein was moving, there wes insufficient time to give a stop
signal to the enginsman in timec to avert the collisgion. Al-
though the speed was in excess of that autiworized on the east-
ward freight track, he did not think it unsafe; the increased
rate of gpeed, which he estimatcd as about 30 miles per hour,
attained just as the cars shead cane into view, was dircetly
responsible for his inabllity to give a stop signal in time to
avert the collision. He understood that the signals involved
did not indicatc track occupancy, and that trains arc required
to run on the castw.rd freight trac™™ prepered to stov within
range of vision; it is not unuvsuesl te find trains stancing on
this track. He sald that theroc had been instznces when 1t was
necegcsary to apnly thke alr braiics by meang of the caboc=e emer-—
geney brake-valve while trevergine yord trecks. Although the
wenther was clear the limit of viegibility wes aboul 8 car lengths

Front Brrkeman Etzweiler, of Extrn 4786-4789, stotcd that
when approaciiing the point of accident he wygs statlioned in the
Lront doorway of the caboose and warn locking ahcad, In effect
he corroborated the conductor'y statement, except that he sald
the range of visibility was 10 crr lengthe., He was femiliear
wlith the rules in effect perbtaininzg tc movemcnts on the east-
word freight trock. He wos not alarmed at the speed at which
his traln was moving Just prior to the accidens, as 1t was
about the usual gpeed maintained.

Engineman Hogenlocker, of Extra 4786-4789, stated that
the alr brakes were tested and they functioned proporly. When
arproaching the point of accident, hc was operating the controls
from the west oab of engine 4786, which wac at the west end of
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his train, and cngine 47892 and the cabooge were shead of him as
the train moved eastward on the eastward track. 4 caution-slow-
speed indication was displayed by signel 6R and slgnal 40R dis-
played & stop indication uwntil his trein wes about Z or 3 car .
lengths from it, wher 1t changed to ceoution-slow-specd. The
speed was increcased to 12 or 15 milcs per hour and he maintalned
a constant lnokout, The ccboose and the engine ahead restricted
his view, conscguently, he wos unablc to see elther the cars
alicad or the red lanterns. He gserd he knew that the caboose was
equipped with an emergency brale=valve., He understood Rule 103
and was depending upon th~ train crow using the cmergency broke-
valve in any inctracce wllen he could net zec o stop hand-=signal.
The fireman called the indlcetion 2t signsl) 50 as belng clear;
he opened the econtroller %o the sceond notch and the cpeed was
increased. as indiccicd By the gpeedometer, to 20 milcs per hour.
The traln had moved only 4 or & cor lengtas farther when 1t
struck the train ahewd. Just prior to the collislion, as the
speed wan about 14 miles per hour, L2 thought the trein could
have been stopped in tims to avert the accident, provided the
conductor cecould sze the trcin ~head o distance of 8 car lengths
and had given & stop eionnl. FHe ¢2id after the accldent the
conductor told him that he did not see the train alicad until

the caboose was 1-1/2 car leagths distant. He understood the
rulcs required that trains be operaied on the eastward freight
track preparced to stop within renge of vision, and thrt the maxi-
mun authorized spced was 15 mlles per hour. In thig inctance,
i1t was not his inteontion to violate the specd restriction nor to
accept the indication of gignal 50, but he opened the controller
to the second notchh for the purvos> of keeping the motors moving
in accordance with the instructions “or handling motors at low
speced. The instructicns oronibit sreration with the corvroller
in one notch continuously and recouirc that 1t be opened and
closed alternately. He sald that vigibility wac restricted to

8 or 10 car lengtiis,

-

stated that when his

Fireman Schauer, ol Extrs 4787-478
I ent he wes meintaining a

train was apprecaching the pcint ol
lookout from nis side of the unginc could not scc the speed=-
omcter but ecstimatad that the spc>d wes avout 20 or L2 miles per
hour. He¢ corrobor:ted the eacinem-als statenent in 211 egsential
detalls., He seid that a 1ich® on o car could have been gseen a
digtance of 20 or 25 cur lenging, hut thet & cor without a 1light
attached could have been seen only 5 or O cer longtlis. ‘

Operator Jewens, of GY, steted that hc gove Extra 1532 per-
mlission to make a reverse movenent on the eastward track to back
clecr of slgnal 50, At the same time he permitted Extra 4786-
4789 to enter the ecastward freight track but held silgnal 40R at
stop until the conductor of Zxtra 1532 reported that the
reverse movement was completed. Then he permitted Extra 4786-
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4789 to proceed eastward on the castward freight traci. There
vas nothing unusual in thoe movement which Zxtra 1532 made.

He s8id that it was possiole to see about 75 car lengths at
She time ol ths accident, which occurred about 1:27 a. m,

Accordins to the data furnished by the railroad, the east-
ward freight trock at Meadows Yard is an assigned track bub is
not a main track,

After the acciidcent ocourrad o shattered red lantorn was
found under tinz dcebris at the scen~ of the aceldont.

Discusailon

Lecording to the cvidenc2, Extra 1532 moved forward from
flat treck No. 1, entercl the castward freight track at a point
about 220 feet eust of signel 50, then, after receiving per-—
miszlion from tac operator at Gf gtation, backed westward on the
castward track ond stopped with the engine stending Just west
of signal 50 and the rcar end 5,140 feet cast of GY station.
The flegman galtd that he attacned two liznted red lonterns to
gerve as markers on the rear end-¢ill heondholds of tThe rear car.
He rode the rcear end back on the eastward freight traclk until
the train stopoed, then walked toward the front erd. The train
had been stonding at this point about 5 minutes when its rear
end was struck by Extra 4780v-4739.

The maximum suthorized speed on the track involved is 15
miles per hour. Thig track 1g an o<signed track and rules ap-
plicsble to agsigned tracks praescribe that treins be overated
at guch spceed that they can be stenpad within range of vicion;
trains and engines are not reguircd to protoct cgainst follow-
ing movanonte, Sisnale in use on this track do not inalcate
track occupancy.

Enginca 4786 ond 4789, oper-ting oo o 2-unit engine and
pushing the ceboose whead, ontered the eastword £ reight frack
ot GY station; the controls were opecrated from the west cab of
the mors weaterly unit. Signsl 40R we~ dicpleying a stop
indication as thig train apnroached, but before 1t stopped the
slgnal indication changed to caution-slo—gpced, ond Extra
4786~4789 proceded castward at o speed of obout 14 miles per
hour. The fiv nmon of this train observed that signal 50 was
displaying o proceed indication and informed the engineman of
that fact. He immedietely opened the controller to the second
notch and the apeed was increaced to 20 milee per hour, as
indicated by the epecdometer. Neither the engineman nor the
firemun obgerved that Extra 15729 was occunying the track retween
their own train and signal 50, because their view ahead was
obhscured by engine 47£9 and tae ccboose. The conductor and the
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flggman of the second traln were stutioned on the Tront plat-
form of the caboose to maintain a lookout =und to transmit %o .
the engineman, by lantern sicuals, informntion of conditiona

on this track which might affect the safe passage of their trailn.
The conductor said that when he saw the cars ahead they were but
8 car lengths distant and at that time there was no lightad
lantern displayed at the rear cnd. The flagman of the first
train sald that the red lanterns were lichted when he started
toward the front end and the conductor of the first train stated
that he saw one 1lizhted rod lantern swinging at the rcar of the
train as it backed around a curve on the eastward freight track
shortly before the accident occurred. A chaStercd recd lantern
was recovered from the debris afser The amccident but 1t could
nhot be determinced whether it was 1ishted at the tinmo of the
accident. The conductor of the sccond itrain said that simul-
tanecously with seeing the cars ahead the speed of his train
increased so rapidly that 1t was impossible either to reach the
emergency ‘braoke~valve on the opposite side of the platform or

to give a lanvern stop signal in time to avert the collision.
Why the Tlagman did not open the cmergency brake=-velve is not
Xnowvn, as he was killed in the accident.

. According to the rulcs snplicoble to operation on the

track involved, the flagman of the first train was not required
to provide flag protcction and the second train was reguired to
run prepared to stop within range of vision. A1l members of
the crews of both treinsg involved wore Tanilliar with the rules
anplicoble to ‘an assizned freight track. All surviving members
of the crew of the second ftrain stacoed thot the speed was in
excess of the meximum autherizsd spced ol 15 miles por nour,

but 2ll were agrecd tnat suca speed wes not unusual. Tio cnglne-
man said that he had opened the controller for the purpose orly
of keeplng tae motors moving, end not in response to the proceed
indication at signoi 50, and his intention was to closc the con-
troller immadiately ond to drilt.

Conclucion
This accident wes caused by failurc to control the speed
of Extra 4786-4729 in complisonce with the rulcg applicable to
trein movementes on an assigned track. .
Renpectfully sutmitted,
S. N. MILLS,

Director.


http://ma.ximu.rn

