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Date:

Railroad:
Location:

Kind of accident:
Trains involved:
Train numbers:

Consists:

Estirated speeds:
Operation:

Tracks:

Weather:
Tire:
Cacualties:

Cause:
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Side colliision

DPassenger + Fassenger

175 : 192

12 muitinle-unit : 12 multinle-unit
cars cars

25 m, . L. + 286 m, p. n.

lantlet; tanrent; 0.86 percent
ascendin: grade eactward
Clear

Fallure to ownerate east-bound train
in accorence vitn fignal indicetions



INTERSTATE CQXMTRCE COMMISETC

FEPCRT NO. 3311

OF MAKING ACCIDENT TD'"””IT \TTON T=FCRTS
ACCIMENT REPOATS ACT QOF MAY &, 1610,

’

THE LOMG I3ZLAND RATLROAD COUFANMY

. : Jorcn 27, 1250

Accident near Rockville (Centre, N. Y,, on February 17,
192C, cauced. by failure to operate tne eest-bcurd
traln in accordance vita sienal indications,

—_—
) 1
REPORT O THE COMIIESION

PATTERSCON, Commissioner:

On February 17, 178C, there was a side collision
between two passprrer Tra Lns on the Long Tsland Rallroed
near Rockvlille Centre, ¥, ¥Y,, wnich resulted in tne dsatn
of 29 passengers ard 2 reilroad emplorees not on duty,
and tne injury of 124 passengers, 18 reilroad employees not
on duty, and 18 train-service emnloyees, Tals sccident
wne Investigeted in conjuncivicn with rerrecerntatives of the
Yew York Public Service Commlssion,

1 T
Under authority of section 17 (2) of the Interstate Zom-—
merce Act the above~entitled proceeding was referred by tne
Commiseion to Comrmissioner Pattercon ror consideration and
dlsposition, ‘
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Location of Accidcnt erd Mcthod of Oovzratlon

Tnis accident occurred on trat nart of thie reilrosd
extﬁndino betwesan Jarmalca and ~ﬁ~330u N, Y., 27,6 miles,

a doutle-trackx llne, over wnicn tralcas WOVlng wit the
current of traffic are oncrated vy antomatic block-signal
and cab-gsignal irdicetions. T.e tracks ere eduil.tved witn
rower railes for the electric propulsior. of trains. OSince
toril 22, 1949, constructton work nas Yeen 1n prceress on
tae rellroad in conncction with the elimlnation of 10 rall-
ignway grade croseinge at Foernvillis ﬂentre, 10,3 miles
(a8t of Jamalce, and traias in totn directions nave boen
coerated over temporary tracks between points 5,549 fe- b
cost and 4,716 fecet west of th~ statlion A% Pockville C.ntr:,
Vne tﬁﬂpoLarV tracks wre Locsted soutn of the new ejHde“d
curucture wilcn 18 to carry t-e permoncnt tracis, Ezceuse
of close clearance netwecn the new elevated structure end

I-!_,

(&
tuildinegs adjacent to tne souta riciit-of-wny line of tne
vs1lrond, a single track exbtends between neints ¢73 fect and
{24 feet west of the stetiorn at Rockville Centre, end tae
“vo termporary main tracks overlat and form g gontlet bstwzen
1 olnts 524 feet west and 2,071 fast west of tn~t ststlon,

' 12 corresronding rsils of the cretward and thz westward tracks
cre 1,1 feot apart througkovt the length of thc gaitTGt Tre
single -ufac section ard the gantlet are entirely within inc
Timits of Centre interlociing, Tre accident occurred on ihc

Jantlat at e point 2,080 feat ~ss% of the station at Rocxvilio
centre, and 11 fret east of th. frog ¢t the west end of the
cntlet where tnc dietence betwu-n the trackx centers vos
fect 1~1/4 inches, From the west there are, in succession, 0
2,00C feet in 1 n., a 4” curve to tne rignt 270 fcet,
00 feot, a tangent
and tnhe tangent on
r - tncre ar: in suc-
lengtn, 2 BY curve to the right
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lzoofee , a 5% curve to tu
a 1°3C' curve to thc left , and a tangent
volnt of accident and 132 fect westT ara The grad

120 fcet, a8 torwent 448 feet,

5 feet to tncg
“or enst-

, 000
ending
n

Lound traine is, succsssively, 0.12 percant descendl
ieat, 1.5 percent dcescending 1,930 feet, 1,4 percent ac
4«34 fect, and 0,86 percent acscending 168 fect to tne 7o
c¢ccident, Tne grade for west-bound treine va netr @
0,25 percent and 1,4 percent descendine throu a Gi
of 1,042 feet immediately eecst of the polnt of sccident.
Automatic signal T en® scni-automatic sisrncl 0ZL, governing
west-bound movements on the wsstecrd track, 1rn located, respect-
ively, 5,789 feet and 1,976 feet east of the point of accident.
Autonatic signal 85176 mud semi«-rutometic cignel OZR governing
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celv, 4,042 feet and 171 feetd vest of the point

oqt ;peqe gignals
co T inuouely 11thea
~enals O2L and

are of

the position-light ty»Heo
Signal T 3ieplays four
d O°R display five aspects, and
The aspects here

pe tioc 1t zmd thelr corrsaponding indicatlons and names
are ac Jcrlows:
Sisnal Aspect Indication Name
T Tiree amber lichts Proce=3 aprroach- Approo chi=
in diaronal posi- ing nsxt sienal mediuvr,
tion %o the right at Medium speed.
O\e“ three amber
lights in verticul
“Calt*on.
O2L Tliree amter lighta  Proceed; Medium Mesium-
in horizontal speed vithin cleoy; T
ncslition over interlocking
t.ree amber limits.
1._‘“\48 in servical
esition.,
OZR Trree ambcr lichts  Stop. Stop=ai-aal
in rorizontal posi-
tion.
5178 Three amber li.hts Proceed nrepared ApDTor.Cl,
in diacona to stop at next
nositioh to th sirnal. Trein
right exceeding ledium
spced musy &
once reduce to
*hat spesd.
The cab ri-nals on the traine in this accident dlsplay
thrze - apceis. Th-sc aspocts and the corr: sponding indicevions
and ronce are as follows:
Aspect Indication Name .
Threc anber Procced. Clear.

lickts
vertlcal
positicn,



Three amver Proceed prevarcd to . Approech,
izn5s in stop at next signal.

diagonal ‘ Train exceeding

posiZion T Medium speed must

the right. at once reduce to

that speed.

Two anter : Proceed at Restricted Restricling.,
lights in speed.

diagonal

position

to the left.
The asnects c¢f the cab sienal armear in frosted class ro. els

in a rectangular box lccatsad absve the master controller,
anprox1ﬁaue1y 49 inches above the floor and slightly to unc
left of tre center—line of the motorman's observation win’ow
in the controcl compartment of the multiple-unit cars. The
aspects correspond with the aspects displayea by the roaxry
sienals except that the cab signal indicates Anproach -m.ea
the train enters a block at a ”oadway signal 1ﬂd10at1no
Aporoacn—“eélum or Medium~-clear, and indicotes Reestrictiaz
when the train enters a block aT a roadway sicnal indiceotoaz
Stop. “/ew the cab siznal changes to a more restrictive
indication, a wearning wnistle in the cab sounds until an
acknowleCoing pedal is overated. ’

Ceatre interlockine ig of the electro-pnesumatic tyoe.
The control machine is located in the west end of The siolion
at Rocrville Centre. It is provided with aporoach, trailic,
indication, and clectric switch locxing., A trock diagrai
is provided wvhich is crranged to indicate the cstabllsned
direction of traffic, track occupancy, end whether controllcd
siznals “ispley aspects to procecd. The controlling circuils
and the mechanical lccking are so arranged that before o
controlled signal can be coused fto display an aspect to
procecd a direction of traffic must be cstablished Heu"”en
that sil:nal and the opposing controlied signel, the opnHosi
controlled signal must be displaying its most rectrlctlno
asprcC, ond bhe route must be clear of ovposing trains, len
a dircstion of trafflc is csioblished 1t is maintained
auto-avically while a controlled signal is dilsplaying an
aspect %o osroceed or while the route is occunied. If
a controlled signal cisplays an aspect to nroceed and
the approach circult is cccupicd, the signal first must
be ceused to display its most restrictive aspect, then a
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6AZ., A train or cnblﬂb mus t stop clzar of an
interlocking sional indicating Stop. * * *

The meximum arthorized specd for ths traing in this
acci”ent 1es 55 miles per hour, but 1t was restricted to
30 miles per hour over the ucmporary trecks in the vicinity

of Rockville Centre.

Descrinticn of Accldent

No, 175, & west-bound first-class p2ssengsr train,
congisted of 12 multiple-unit cers of steel construction.
It v~s being operated from the front control compartment
of muitiple-unit car 1819, the first unit of the train,

I% derarsted from Babylon 2t 9:58 n, m., on time, posgscd
sigﬂul 7, vhich indicated Approach-medium, storped at the
shation £t Rockville Centre and dspsrted ot 10: 34 Do M.,

S mirutes late, p=ssed sicn2l CZL, whilch indiceted Medlume~
clecr, and, while moving at an estimated -peed of 20 miles
per houvr, collided with He. 182 at a point £,080 feet gt
of the gstetion at Rockville Contre

No, 1%2, an onect-bound fir-%=cl-s= pasgeonger train,
consigt~G of 12 multivle-anlt cers ol steel conqtructiﬁn
It vis being operated “rom the front control compartacnt
of multiple~unit cer 14182, the first anlt of the traln,
It passed Velley, %the 1 st open nfflce, 2.71 milzs wesan
of tho peint of accident, 2t 10:31 p. m., oa time, passed
signal 5176, whick indicatesd Appro-ch, pcesed sienal 277
which in¢icited Stor, end, while movinc £% an estimated
speed of £f miles rer nour, zo0ilided witk No. 175. ’

The uvraing collidsd at a point atsut 11 fest east of
the froo at tre west ond of the vantlet.. The Tirst com and
the front truck of the second car of No. 175 werc dera’..ed
o the north, and the traln stoppazd with the west end of
the fi.st cor 49 feet vwrest of tYe point of aceident., The

el
Tilret cor stopped against an embackment north of the “vf el
and leaned te th: right an an anrle of &0 demrses., The 1-7%
side cf the front veztiknls wag ~pueh-d and the l=ft gice

of the car weas demolished. The sccond car rerained uori T
and wac budly damaged. Ths third, fcuritn, f.fih, o1z,
ninsh, rna Yenth cars were sofevrat damaged, Tne Front iruck
of the first car of No. 192 w2z deraiied tn ihe go0ith, end
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the trein stomped with th» =ast end of th: first car

about £0 Tret east 2f tre point of accident. The first

car rcmalted upright, The left side of the front vostibule

was cruchel gad the lef* side of the car was lemolished. .
Tne reciidler of the cars of this traln except the zichth,

ninth, and twelfth cars were somewhat damaged.

The motorman, the conductor, the front brakeman, the
flaqmau, and two ticket collectors of o. 175, and the
orma“, the conducior, the Tront brakeman, the flarman,
and rix ticket collectors of No, 192 wore injured.

Thie weather wae clear at the time of the accldents, which
ocenrred «t 1013 p. m. )
The muitiple-unit crrs of these trains are equipned

with elestro-pneuma“ic and automatic air brakes, A SDfOtU—
control Frature actustzd by a contact pluncor on th
Le

controllzr handle i1s proviged. If nressure on this Dll frer

is reicased, the train brukxss «ill bzcome anplied in cmevgcney
unicse a brake application of ¢ predcterrined brake-cylinder
pressure has becn mades. The cl.ciro-pacumatic and the
automavic featurcs of the train trake system are operated

by onc btrake valve.

Liscuession

The “rakes ani *fke cab sisnal cquiprent of Na, 175 -
& before the “roin d"na”+ea from BGV‘lol, and funef'
bl

teste :

pI'Ope Y e qut,Y'cl gtatlion s%ops wor: made beti=gn cabwion

and Fo :iville Ceptr= and the breges fuanctic~ned properly

when usvf. Ag the TY jﬂ" er ~nroach:d Centre 1:tcr;ocking,

signal 0Ll indicated Yedium-zlcar and the cod sional

indlcaugd Arproach, Tp-sc st~nal indications euthorizcd

thp train to enter and te have ~xclusivse rich*t to ths roufte
thrcugh tre interlocking. Trnc h-ndlizht wee lighted bri-Itiy.

As the train aprroacr=3 “re -reet end of the Fcntl t, 5 motcr—

men obgelved the headlisrt of No, 182, is dimmod *nc neadlliont

of ".1s train and then realin=d *hat "o, 1€2 had passcd o .nal

C2R, vnich governs the entrance of cast-bound trainc to tke

gcantlet, EHe immecdiately ini“zo%-d en emcrgerncy brake a7 nli-—
cation o1l sornd=Gd a warniac whistle s8* -rnal, The coxlicion

occur,cc belfore th- brake apnlica*tion had b-core elfrci.ve,

The crew of No., 122 renmor%cd for duty at Pennsylvania
Station, New York, V. ¥Y,, 21.1 miles wret of the pClnt of
accidcnt, at €:086 n, m. Trney used the equipment of o, 102
in making one round trip bctirron lew York end Babylon, cnd



were cn route from New York to Babylon on their second trip
when the accident occurred. Before No. 192 departed from

New Torlz tre brehes were tested by a car inspector and
functioncd proverly. Under tho operating rulcs of this
cariicr thnc motorman was reGuired to make a departurc Tost

of the cab-signal eculvment and to notify the rroper author:ity
if it vas net in on~ratine condition. 4 schedvied

station stop was made at Jamaica in the usual manne

Aft2o the trein departed *rom Jamaica the conﬂuctor was
s2at%2d at the recer of the first cer and the other membors
of the train crew were in veriouvs locations throughout tTho
other cars of the trein. The conductor scid that the
motormen was alone in the control compartment ot the froat
of thb Tirst car. The conductor hecrd tho grade-crossiag
engine—rilistle siegnal sounded for two gr-de croselngs in
tn“ vicin: ¥y of Valley Streem, 2.8 miles wcet of the point
of c«celdent, but he did not notwce whether it was sound zd
for a grade crossing sbout 450 feet west of signal 028, The
coaauctor Scld that from his pO%ithﬂ at thre re“r of the

Y mrmal Acmr oy nn|11fn v\n+ Tn~sem s it 41a el
ca U—b' P il

4Ll DU Uald J.LC UL 10U Jldc 7 Uilg bULLlJU. UL UIlT )
wariinz-vhistle while the train weos in motion. Therefore,

he did not know whether this whistle sounded after the troin
passcd sicnel S178. Members of the train crew said they
thouzht tlle sweed of the trein as it avoproeched sizanl 02R
was about 28 miles per hour, which wcs fne usual specd for

the troin in that viecinity. None of them observed the 2shccet
displayed by signal 5178 or 02R. There wes nothing unusual
about the operetion of the train until the brazes were aphlied
in emergency immediately before the collision occurred,

An exemination of the eauivment efter the nccident
occurred Cisclosed thet the breke-~velve hendle in the
conbrol compartment of car 1482 of No. 192 was in emerg:acy
pos’ vioa, the control switch 'ias in position for electro-
pnonm9u¢c operation of the train brrkes, the controller
handle 1ras in neutral position, end the cab-signal warning—
whistle cutout cock "= in mosition for the whistle to
sound vhen the cab signal chenged to a more restrictive
agoect., The air-brake equivpment of car 1482 wrs dame ged
to such nn extent thet tests could not be mede, The nir
brckes of the other cors of o, 192 were tested after the
accldent oczurred, end they functioned properly.

Iaspection #nd tests of the signal anparatus at Cea:re
interlocking were begun by sign?l forces of the carrier about
45 minutes after the ccecident cccurred, The lever used to
establish the direction of traffic between signals 02L and
OZR -ras found to Ye in position for west—bound movements aad
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was locked electrically in thet position by occupancy of

trock circuits in the route. The lever controlling 81’1m1
02r. vies in position for thet sicnal to indicate Stop nd o
locked in that position by the mechanical locking of tm, .
control machine. The mechanical locking of the control
machine, the approach locking and traffic locking circults,
the coatrol circuits of the signals, and the wayside
cab—signnl epparatus were tested and were found to be
operatiiy properly. The operating cheracteristics of

relerys and electric locks were within the limits in which
they rere designed to ooercta. All circuits were tested

for ~rounds, and there wes no condition found that would

have cousod an meTODeT operation of the signrl systca,

Abovt 5 minutes after the cccident occurrcd signal 027

wags ovscived to be indicating Stop.

During this investizotlioa the motormen of No, 192
declincd, through his attornev, to make a stotement regarding
the cceident. Accoriing to the records of the rciermL
commany vhe mnfnvmﬂﬁ of Mo, 192 nrhod been employed

as an engineer and motorman for more than 25 years. at

the time of the ecccident he haé been on duty approximately
four hours. The members of the crew of No. 192 scid the
train was operated betwr-zn New York and the point of accident
in the usucl manner., The fTrain pasged Valley, 2,71 miles
west of the polnt of accident, at 10:31 p. m., on time, aad
an average speed of ﬂbout 40 miles per hour was mulﬂteanW
betireen Vglley and the point of accident. Apverently the
troin was under control in the vicinity of signal S176 and
a broke opylication was made before ths trein entered uopon
the temporsry track, because the speed of the treoln when

1t entered the descending crade east of the approach gi_nal
was about 30 miles ver hour. According to members of the
Train crew the specd further wes reduced to about 25 milcs
per hour on the desccnding grode before the brakes werc
apnlied in emergency. A crossing wetchman stationed at a
crossing about 450 feet west of signal O2R said he did not
hear the engine whistle of No, 192 sounded as that train
aporoaciicd, It could not be determined whether the cab
signal equipment of Yo, 192 wee tested by the motorman belore
departure from New Yorx. However, he did not file & reoort
that the equipment wos defective 1n cny monner,

Since this accident occurred, the maximum authorizcd .
spocd of trains has becn restricted to 15 miles ver hour
betueen points 500 fert ecst of signal 02L and 800 fect
wcst of signal 02R. The control circuits of signal T and
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sicnel 8176 have heen arranged so that signal T indicatous

Stor +rhen the route is lined for an east—boundé movenasat cver
the gantlet end signal 5176 indicates Stop when the roie

i1s lined Jor a west-bound movement. A monually oper:t=d
troin-stop device of the tripper type has teen inst-1lled
at each of these signals. This device causes an emerze.cy
apnizcction of the train brekes when a nultiple-unit enr

sses the device wkile 1t is in tripping position. Toese
devices are operzted by employses under the direction of tre
opers tor at Centre interlocking. When the route is liaed Ior
an ensi-bound moveuent, the train-stop device on the e-stummnd
trock at signel 85176 is plrced in non-tripping positisn ond
the device on the westward track -t sicnel T is maintained

in trin>ing position, When the route is lined for 7 wosi-
bound mcverent, the device on the westward treck at siznl
T is placed in non-tripping position and the device on the
cagtivard trocik &t signal 5176 is maintoined in tripping
position,

in scrvice about May 10,
ov r the tempor-ry trazis
ime and doukle—track operctlion

hat the permanent tracks at
d i

Cause
It is found that this =ccident was caused by Failur
to overate the ecst-bound trein 1n accordance —"ith signol
indications.

Dated at Washinston, D. C., this twenty—-sevenii
day of March, 1950,

By the Commission, Commissioner Patterson.

(SEaL) W. F. BARTEL,

Secretory.



