INTERSTATE COMYERCE COMMISSION

Tx Parte No., 178
ACCIDENT NEAR JAMAICA, N, Y.

Submitted November 28, 1980 Decided December 18, 1950

Accident near Jamaica, N. Y., on November 22, 1950, caused by
failure to operate the following traln in accordance vith
a slgnal lndlcation.

Recommended that a train-control system be installed.

Col, Earle Hepburn for Department of Army Operation of Rall-
roads,

Richard B, Rongartz and Jackson A, Dykman for the trustees of
the Long Island Railroad.

Orrin G, Judd for County of Nassau, New York.

5, J, Herkins and James M, 0'Connell for Brotherhood of Locomo-
tive Engineers,

Geor~e F', D. James for Brotherhood of Railroad Tralnmen.

Thomas B, Flynn for United Rallroad Workers, Congress of Indus-
trial Crganizations.

Henry E, Doliner for American Labor Party.

REPORT OF THE COMMISSION
DIVISION 3, COMMISSIONERS PATTERSON, JOHNSCN, AND KNUDSON
PATTERSON, Commissioner:

This 1s an investlication by the Commisslon on its own motlon
with respect to the facts, conditions and clrcumstances connected
with an accident which occurred on the line of the Long Island
Rallroad near Jamaica, N, Y., on November 22, 19850. Hearing was
had at New York, N. Y,, on November 25, 27, and 28, 1950, The
accldent was a rear-end collislon between two passenger trains
and resulted in the death of 77 passencers and 1 train-service
employee and the injury of 252 passengers, 8 traln-ssrvice
employees and 3 other employees,
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Logatlon of Accldent and Method of Operatlon

This accident occurred on that part of the railroad :utend-
ing between Harold, 3.7 mlles esnegt of Pennsylvanla Statisn, New
York, and Jamsica, N, Y., a distance of 7.5 miles, In the
vlecinlty of the polnt ef accident this 1s a four-tracz line, over
wvhich trains moving with the current of trafflc are opera®b:S Ty
slgnal indlcations. The tracks are equlpped wilth power rzsils
for the electrlc propulsion of trains, The main tracks from
south to north are deslgnated as No, 4 and No, 2, e=stward, and
No, 1 and No, 3, westwerd, The accident occurred on track No,
2 at a point 6,27 miles east of Harold and 1.23 miles weast of
Jamaica, From the w2sgt on track No. 2 there is a 1° curva to
the right 2,408 fest in length and then a tangent 4,885 feot
to the ro'nt of accident and 1,868 feet eastwsrd, The zrade 1o
eest-bound tralns 1s 0,3 percent ascending throuchout a dictanc
of more than 4,000 feet, then 0,4 percent descending 2,770 feet
to tne point of accident and a considereble distance eastwa,d,

r
e

Automatic slgnals 66 and C and semi-sutomatic signals 114R
and 58R, soverning east-bound movement on track No., 2, are loceted,
respectively, 1.47 miles west, 3,516 feet west, 819 feet eoss,
and &,878 et east of the point of accldent. These siznals are
of the posltion-light type and are continuously lichted, 8Siwnal
€6 displayve three aspects, signal C displays rive asvects, and
signal 114R displavs eight sspects. 8Signals 114R and 5H58R sre
controlled from the 1nterlocking station at Jay, 7.2 miles cast
of Havrold, Aspects apnlicable to thls investigation and fthe
corresvonding indicatlieng and names are as follows:

Signal Aspect Indication Mane

als} Three amber lights Proceed preparsd tc  Apnrocch.
C in dlagonal posi- stop at next signal.

114R tion to the richt. Train exceeding

Medium speed must
at once reduce to

that aspeed.
o Thre:- amber 1lights Btop; then proceed Stop-c -
in horizontal posi- at Restricted speed. proce=d,

tlon over one am-
ber light,



114R Three amber lights Procecd at Reostricted  He
in horizontal posi- speed. i
tion over three
amber lights in
diagonal positlon
to the left,

The controlling circuits are so arranged that when the block

P

between signal C and siegnal 114R 1s occupled, signal 85 indicntes
Approach and signal C indicates Stop and Proceed, When the
block between signal C and signal 114R is unoccupied and the

Indication of signal 114R is legss favorable than Approac:,

3lg-

nal C indicates Approach, When the¢ route 1s lined for mov:ent

from signal 114R to signal 58R and the block between these s

nals is occuprled, signal 114R indlcates Stop and Proceced i
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train occupying the block is less than 1,000 feet east of tivls
slgnal, Under the same conditlons except that the train oczupy-
ing the block 1s 1,000 feet or more east of signal 114R, tuae

signal indicates Restricting. When the route is lined for

G0V e

ment from signal 114R to signal B8R, the block betwesn theze
signals is unoccupled, and the indication of sisnal 58R 1s los=

favorable than Approach, sirnal 114R indicates Approach.

This carrler!s opcratine rules read in pert as follows:

DEFINITIONS

Medium Specd--Not exceeding one-half the speed aut.:-

orized for passenger trains but not exceeding 30 mile
per hour, ’

il
L)

Restricted Speed--"ot exceeding 15 miles per hovr nro-
pared to stop short of train, obs*ruvction or switcl not

properly lined and to look out for broken rall,

30. The followine signals will be used by flajznen
* * %

Night signals—-A red light, torpedoes and rusees.

99, When a train stops under circumstrnces in which

1t may be overtaken by another train, the flagman muc

T

£0

back immediately with fla-men's eienals a sufficient dis-
tance to insure full prot:ction, placing two torpedoes,
and when nccessary, in addition, dlsplaying lighted fusecs.

* K W
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Note-~When trains are operatling under Automatic Block
System Rules, the requirements of Rule 99, 1in so far as
protecting against following trains is concerned, will
have been complied with when full protection 1ls afforded
against trains moving at Restricted speed.

509. A train or englne must stop clear of a block sig-~
nal indicating Stop. * * * When a traln or engine 1is
stopped by a Stop-and-proceed signal, it may then proceed
at regtricted speed.

The maximum autiorized specd for passenger trains was 65
miles per hour.

Degeription of Accident

No, 780, an cast-bound first-class passenger traln, con-
sisted of 12 multiple—-unit cars of steel construction. It was
being operated from the front control compartment of multiple-
unit car 13565, the first unit of the train, It passed Win, the
last onen office, 4,27 miles west of the point of accident, at
6:19 p. m., on time, passed signal C, which indicated Apwvroach,
and stopped.about 6:26 p. m, on track No, 2 at a point 1.23
miles west of Jamaica. The reer end of the train stopped 3,516
feet east of signal C. About & minutes later the rear end of
the train was struck by No., 174,

No, 174, an eagt-bound flrst—-class passenger trala, con-
sisted of 12 multiple~unit cars of steel construction. Eight
of the cars were motor cars, and four were traller cars, This
train was belng operated from the front control compartment of
mul tiple—~unit car 1523, the first unit of the train. It passed
Win at 6:23 p. m., on time, passed signal 66, which 1lndicated
Approach, and stopped at signal C, which indicated Stop and
Proceed. It then proceeded eastward on track No. 2, and while
moving at an estimated speed of 30 miles p=r hour 1t struck the
rear end of No, 780,.

The rear car of No, 780 was deflected upward when 1t wes
struck by the first car of No, 174, As a result, the upper
portion of the superstructure of the first car of No, 174
between the front end of the car and the rear vestibule was
sheared off by the undcrframe of the rear car of No. 780 and
wes demolished. There were no separations between the units
of No. 174, and none of the units were derailed. The second
to the twelfth cars, inclusive, were slightly damaged,
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No. 780 was moved easftward aprroximately 75 feet by the
force of the impact, The trucks of the rear car vere moved
eastward and stooped in line with the track and underneath
the west end of the eleventh car. Therc were no separatlons
between the units of the train. With the exceptlon of the
rear car, none of the units were deralled, The rear car was
destroyed, the eleventh car was somewhat damaged, end the
other cars, except the first car, were slightly damaged,

The englneer of No., 174 was killed. The conductor, the
front brakeman, the flagman, and two ticket collectors of
No, 174 and the flagman and two tlcket collieotors of No, 780
were injured,

The weather was clear and it was dark at the time of the
accldent, which occcurred about 6:29 p, m,

The rear car of No, 780, car 1516, and the first car of
Na. 174, car 1523, were closs MP54a multipleeunit cars of steel
construction. Each cer was 84 feet 5-3/4 inches 1n length over
the buffers and veighed 114,100 pounds. Car No, 1516 was bullt
in Novenber, 1910, and car No, 1523 in December, 1910. The
center silll construction consisted of two 9-inch channels,
welghing 15 pounde pe¢r foot, spaced 16-3/4 inchee anmart and
with top and bottom covar plates, The top cover plate was 1/4
inch thick and 26 inches wide and the bottom cover plate was
3/8 inch thick and 24 inches wide, The center sills were
eguipped at each end with draft castings, end castings and a
buffer assembly, Bhe burfer plate wae 1-1/2 inches thick, 9
inches wide and 37 inches long and was located at the
longitudinal center-~line of the center sills, The draft cast-

Ings were attached to the center sills and the center-line of thre

couplers was 11-3/4 inches below the longitudinal center-line
of the center sills. Both cars were equipped with special type
Sharon couplers with 5-inch by 7-inch shanks, Each of the two
dlaphragm end posts consisted of a 5~inch channel welghing 6-1/2
pounds per foot inside a metal shave of &/16-inch steel,

The two vestibule corner posts and the two outside end door
posts were metal shapes of &/16-inch steel 'and the inside door
post a metal shape of 0,06-inch steel, There were two body
corner posts at each corner, one a 3/16~inch steel shape and the
other a 3~inch by 2-1/2 inch by 1/4-inch angle inside a 3/15~
inch steel shape. 8Slde and window posts were 0,11 inch steel
shapes, Each car was equipped with two four-wheel trucks spaced
39 feet 9 inches between truck centers and was equipped with
86-1nch steel wheels with single type brakes. Each of the two
cars was equlpped with AMLE electro-pneumatic and automatic alr
brakes with type LE 3G triple valve and ¥S EL breke valve,



- 7 -

The other multiple-unit cars of these trains also were
equipped with electro-pneumatic and automatic air braskes, A
safety-control feature actuated by the controller was provided.
If pressure on the controller handl: was released, the trailn
brakes would become applied in energency.

Discussion
As No. 780 was approaching the roint where the accident
occurred, the engineer was in the control compartment at the
front of the first car, the conductor was in the second car,
the flagman was 1n the rear car, and the other members of tne
train crew were 1in various locgtions throughout the cars of the
Traln, The brakes were in electro-pneumatic operation and had
functioned vproperly when used en route, As the train approacned
signal C, whicl: inaicated Appnroach, tie engineer initiated a
light service application of ihe brakes, When tne speed had
been reduaced in compliance wlth tue indicetion of thne signal,
this brahe appliceticn was relegsed. Power was not belng sup-
plied to the tractlion motors, and the train continued to move
a8t & speed of approximetely 30 miles per Lour, As the train
approached sipnal 114R, whilch indicrted Restricting, the engil-
neer initiated snother service application of the brekes. He
sald tnet he placed the brake-velve laadle in release positioa wvhen
the cpeea of the trein had been reduced to about 15 miles
per hour, but the speed continued to diminish and the train
stopped with the front end of thne first car 42 feet west of the
signal, The engineer was of the opinion that tne brakes had
not released properly., In order to effect the release of the
brakes a2fter the trein stopved, he placed the switch in posi-
flon for conventionel automatic overetion of the brakes, made
a brake-pipe reduction of Z0 pounds, and then placed the brake
valve 1in relesse position, When tne brakes did not releace
Immediately, he made an emergency applicetion. The collision
occurred before sufficlent time had elapsed for this brake
application to be releasea. When tne train stopred, the flagman
was ot the front end of the rcar car, He sa21d he proceeded to
the rear vestibule, obtained a lizghted red lantern, end ~lighted
from the train to provide flag protection. When he was several
Teet west of the reer end of the trein, he heard a socund 1ndi-
cating toest power was beine suppllied to the tractlion motors,
He seid ne assumed thet the train wes ebout to proceed and
therefore re-entered the rerr vestibule and sounded a proceed
signal on the communicatirg sienal system, The train did not
proceed immedistely, and he rcpeated the signel, He was about
to elight from the car a second tlnre when he observed No, 174
approacning »t a distance of about 1,000 feet, He gave a2 stov
signal with a flassnlight, but did not take further action to
provide protection before the ccllision occurred, He 4did not
display a lighted fusee at any time after the tTrain stopped.
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fle sald that the marker lights were lighted and were in thelr
proper positions on the rear of the rear c=r before the trsin
departed from New York, but he 4id not observe them after that

time. .

The route was lined for the movement of Yo, 780 from sig-
nal 114R to signal 58R before No, 780 stopped west of signal
114R., However, the block of signal 114R was occupled by an
easl-~-bound trein immediately west of siunal B3R and as a result
signal 114R indiceted Restricting for No, 780, After No, 780
stopped at signel 114R, the preceding train moved eastward =nd
cleared tne block of signal 114R, This cerused the indication
of 8lgnal 114R to change from Restricting to Avpvroasch, snd the
chenge was observed by the engineer of No. 780, Slznal 114R
1s loceted on o signal bridge wiich spsns the four tracks, and
the aspect cen be seen from the operating compertment of an
east-bound cer at any peint between signal C and signal 114R,

As No, 174 was approecuings the point where the =2ccident
ecccurred, the engineer was alone in the control compartment at
the front of the first c=r, and the members of the train crew
were in various locations throughout the cars of the train,

The brekes of this train had functioned properly when used en
route, The headlight was lighted. Members of the crew sald
that the train was stopped =2t signal C and then proceeded esst-
ward, The conductor seid that at first the speed wess low, but
when the second car, in which he was lccated, was in the vicinity
ef the station at Kew Gardens, 1,960 feet west of tne peint of
accident, there was a noticeable increase 1n speed, This in-
crease continued until the specd was ebout 35 mlles per hour,
trnen the brakes of the train were spplied in emergency. The
collision occurred » few seconds leter, The engineer of No,

174 was killed, and it could not be determined why the train

was not operated at restricted speed throughout the length of
the block as required by the indicastion of signal C. However,
the indication of signal 114R chenged to a more favorsble one
after No. 174 passed signal C, and from the menner in which the
traln was controlled it appears proeb-oble thet the engineer
observed the aspect of signal 114R when the indication cnanged
from Restricting to Approrch, assumed tnhnnt the train immedi~tely
preceding No. 174 had clenred tne block of that signal, and
immediately increased the speed of his train, Appsrently he
made an emergency appllcetion of the brakes when he first saw
the preceding train, but there was insufficlent distance in ‘
whicth materially to reduce the speed before the collision
occurred,

After the accident occurred, the bra2kes of the cars of
each trein, except the rear two cars of No, 780 and the first
car of No, 174, were tested and they functioned properly,
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The braites of tie atove three care were damnrged to the excn T

that troey uould not te tested, All of the wheels on enci: nalt

of No, 174 were incpected and nn g1ld-Tlat spcts cr ektld narks
were found, Thlg indicates that the wheels of No, 174 wer: 20t |
glldling batore the uccident ocecurred, The automatle h‘ock—sig—
nal m,un«m was tested and no det'ective coniit*ou wag round

Signale %9 and C were undar continunnus observation by :mnl e

of the sicnal department of the 18ilroed torovzrnut a vperiod

of three days after the accident gcourred, end they rucctisned
pron2rly throughout that period,

Ou tie long Isl~nd@ Rallrond an zutomstic train-stop de-
vice of *li:2 tripper typ2 is provided on 7.7 uliec of bthe Lline,
Thesce detvicers avtoraSical ly cnuse an emergency eprlicatfilon of
the brukes vhen a traln passqs a stnp sicnal unless the triln
flrst 1s ctopped and the tripper device then 1s manually non r-t-
ed tr the gon-tripning position. They are located on that rurvt
of tiie Atlantic Branch which extends tetween Dunton, 0.o alle
vest of Janmaica, cnd F=$tbna Avenueg, and at two drawbrid.-og
on t1ic Rockawayv Beach Braschk, An automatlic train estop o7 ke
triprer tyme, or sny other sutomotic train stop of the 1latore
mittent trype, probably would not have prevented tre acciceat
hers unfer investientirn., If scoch a trinper dovice had heen 1o
use, the cnpinecer could have placed the tripper in non-trippling
pos:i on uffer the trein was stonnpd at signal § and then Pro-
ceeded without furthcr rc st cflon than wag ilmnosed hy th i nsl
indicutinn., With other sutomatic train-azton devices of ¢ iiter-
mittent tope as now used on oth'r reiireads the sutomatlc ntica-
tlon of the brokes can be forestallsé by the oneration 27 an
actnowledeing devies, and tre train can trn proceesd wit ont
further ovtomatic restrictlon. An sntomatic vleck-sgi~nal ay~t
1 in gevvice on 159,7 milesg of this line which include bhoae
portloas of ths line of greatest traffic densgity, Thls t~rritory
lacludes thizt pert ot the 1line exteonding betweon Harold and
Babylon. An automatic cab-simnmnl byﬂtem 18 1a servics on 44,1
mileg of trls line., Thais territory nclnﬂe th ¢ donble-irack
line extending between Harold and Great Heg e single=senck
line extending tetween Grent Neck and Port qutinaton and the
double=-trnck line extendling between Fillside, 1.4 milcs erot
of J-madoca, end Batylon., These siranle coatlnuously
provite uan aspect in the operating compa.tment ol cach
trair to indlcate track conditicns aread. If o cab-sienal
system ned been In use on tre line wvhere thig acclident oconurred,

a Rag IJ’Liq" aspect would have haen dlgplaved continuouﬂiy in
tre en. 1 evr's comvartment of No, 174 aft-r 1t pase-d giensl G,
wileh wouid have indicrted that the priceding troin J,i ne

sinl
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clear~c t'w bloeckh, and th: eccident i, ht not hrwve sreourieds,

The mwotor 2ares which are operasted over thile linc ore coulpn. @

witn aut-n~tic cab-gipnal snwparatue, »nd, to exbtend the e, 0-

eirnerl neirletion betwern Herold ona LAllelde, 1% would pr .&
neccerusry only to instgll track equivment. Thic econld bt
aceonplishied in ¢ ehort pericd or tire, and would et onee rro-

vide £ neccure of ineressed rmrotection. Thie oxtonsion of to
exictin, c-c-flirnel sveten shonuld os undertelken ifumodir t-lv,

Durins the 30-d-y perilod nrceedine the doy of th 21 o7,
the »veoroeo novement dsily exeept Seturdave snd Jund-ve in U
vieinitvy ) the poins of meerldent wae 370 troins.,  Lese then 1
verc-ni o theze movementc weve frel-ht traine, "ne rosinum
traffile denoity eastward occur=s betruen 5 v, m, rnd 4 p,.o,
end the meowitum tr~ffic deneity westrard orcurs betwen 8 o, oo,
end 9 o, w., Durinec guch reriods the fraflfic Aenslty 1s enout
four times erenter tiinn the avercce of the rewnsinder of the d-v.
The exceptionnlly eloge snccine ¢f treing reoulred during theeg
periode rendare 1t necogerary to provide the most eff-ectlve wmor-us
avall-tic to sclecuard suclh trefiic. "hile e cab-gignel eycton
superimhosed uron an cutomotle niock-elensl eyetem provido oo
subpatantial inerceree in protection rr cosuprred with » svet-un
using rordwey eirnnle conly, the ceb-cignal eyvsbcw -8 nol uto-
metic-lly end continuously enforce conplirnece with the srvecd
resirictione lamosed by restrictive si-nrl indicetione, The
Ceommies lon Invegble trd rn accldent on tnis line »hich occulreu
et Rockville Centre on Frprucspry 17, L9280, whieh reerlted in the
dentn of 31 v»ersons ~nd the Injurv of 188 personc, The line
on which thie zecldent occurrcd wae cgulpped witl, ~uftomnte
block-signrl 2nd cap-sipnel avavenme,  Thoce evehicuws mere unr-
tidniur prorerly and indlersted to the envineer or theo ~gt-counc
trein that a etop weg rcculresd »t the entr-nec of the bloe™ in
vhiell the sceident occurred. However, the cneineer <fa not
t e ~ctlon in time %o stop the trein ¢t the etop givnel, »nd
the orein weoe woving at a espreed of 20 milce por hour =ten e
collision vccurred,

Auton:tie train-contrnl evetems ' bieh continuaursly nnfore.
presaribed gpe~d liuite have vewn develeoscd rnd ere w ed or ofthor
reilerosda, I such an sutourctic troin-control +yvstsi had bDeen
in use on %kile linc, 1n both o7 tieew eeeees th epeod of the
treins iavelved would hev: teen cutowrtic:llv rorfrietcd to thy
prescrised limit end the »recidonts Jitther would hrve deen
averted or their ceverity preotly rocduced. Therefore, g e ¢‘
meorns ot rroviding for the wexinum vrobection of the densec
tr-Tflec un this lins, steps chould at once be taken by the
cerrier to inetr1) an ~utonctic trsin-conbtrol evste . whies
cutomrtinglly onn econtinunuely will :nrorce ceosinlisnee »itl
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the reculrements of cutomatic block-sicnrl -~nd cob-szi.nrl
Indic- ti~ns.

Cauge
It ia found that this rccident wre cauged by fallurs
to operate the Tollowing trein in rccordence with =2 gignel

Recommendestion

Tt 1g recommended that the trustece of the Longe Islenca
Rallroad Compeny extend th: sutometic crb-rfignel cveten to
its 1luc tetween Farold snd Hillreide, ¢nd install ¢ trein-
contrnl cveSem nn thet vart of the line sbove referrcd %o
rnd =lsc on tha% part of ite line now equipned with =n
automstle crb-girnal systemr which tranin-control system will
agtomatiec~1lly and continuouglv enforece & csreed restriction
of not cxcceding 12 miles per hrur for treoins when entering

end while nroceeding throuzh r plock occurled by s precedins

or oprogins trein., Unlees the Jommlesion 1s sdviged within

30 deve efter this report is served thet thesce recouamend-ticne

will be comwrlicd with, consideration will ve siven to the
inetitution of o further prucecding under Section 25 of the
Interst-~te Conmmerce Act.

¥y the Commiession, [ivision 3.

. P. BARTEL,

Secretnry,



