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‘National
Transportation
Safety Board

Washington, D.C. 20594

RAILROAD ACCIDENT/INCIDENT SUMMARY

Aceldent: NY(C-87-F-R006

Location: Phitadelphia, Pennsylvania

Date and Thne: December 10, 1986, 5:27 p.m.

Railroad and Operator: Southeastern Pennsylvania Transportation Authority

Type of Traim Comrnuter

Persons on Boards 6 crewmembers and about 11§ passengers

Injuries: 6 crewmembers and about 28 passengers

Damage: $325,000

Other Damage and Injuries None

Type of Occurrence: Rear-end collision

Phase of Operation: Train No. 0151 en route; train No 9843 standing,
joading/unloading.

About 5:07 p.m. on December 10, 1986, Southeastern Pennsylvania Transportation
Authority (SEPTA) train 0151, counsisting of a single car, deperted Newtown Siding
southbond en route to Philadelphia International Airport. The weather was clear. Before

departing, the crew lested the airbrakes and noted no problems. The train made stops at
the North Broad, Temple U, and Market East Stations. The traln departed the Market
East Station with 8 in 10 passengers aboard on an approach (amber) signa! aspect. An
approach signal indicates that a train may proceed at a speed not 1o exceed 30 mph and
ghould be prepared to stop at the next signal. Also, the speed reduction to 30 mph or less
must commence before the train passes the approach signal.

The engineer of train 0151 kiew that he usually followed train 9843 on this run.
According to postaccident statements, the engineer of train 0151 said that he was
operating the train at o speed of about 12 to 15 mph when it entered a left-hand curve
outside the Suburban Station, at which time interlocking signal 6W (located 57 feet north
of the station) came into view displaying a restricting (red over red over amber) signal
aspect. 'The engineer said that it was normal to encounter a restricting aspeci on this
signal, which according to a special instruction requires that at signal 6W a train must
stop and proceed at a restricted speed, "prepared o stop shor! of train, obstruction or
switech not properly lined, prepared to stop within one-half the range of vision, not
excecding 20 mph, and looking out for broken rail” The engineer said that he applied the
train brakes but the train began to slide. Ie said that he made two further brake
applications during which the slip/slide decelostat activated and thal when the irain was
gbout 1/2 car length (42 feet) from the signal, he put the train into emergency braking.
Train 0151 continued to slide into the Suburban Station 267 feet beyond the signal and,
about $:27 p.m., struck the rear of train 9843, which was standing in the station loading
and unloading passengers.

A passenger witness on the platform observed train 0151 enter the station and strike
{rain 9843. lie estimated the train speed to have been 10 to 1§ mph, The witness heard
three or four short airbrake applications as the train entered the station. The witness said
that the emergency airbrakes were applied when train 0151 was about 1/2 car length from
the rear of train 9843.
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Immaediately aftee the aceident, SEPTA officials and the Philadelphia Fire
Department responded and began rescue operations. About 8 passengers and 2
crewmembers on train 0151 and 20 passengers and 4 crewmembers on train 9843 were
treated for minor injuries at area hospitals and were released.

The crew of train 0151 consisted of a locomotive engineer and conductor. Both
went on duty at 2:5% p.m. at the Roberts /wvenue Yard,

The engineer's SEPTA service starled in January 1983. His iast physical and rules
examinations were in November 1986. His performaice record disclosed iwo
commendations, nine warnings for substandard attendance, four suspensions for
substandard atiendance, and a 5-day suspension for failure to make n brake test.

The conductor of Irain 015] siarted with the Reading Railroad as a clerk on
July 31, 1963. He transferred from & clerk to a trainman in June 1962 and was promoted
1o conductor in 1964, The conduetor's last physical examination was in July 1985. His
last rules examination was in July 1386.

The crew of train 9843 consisted of a lecomotive engineer, a conductor, and two
passenger atlendants. 'The locomotive engineer and conductor Loth went on duty at
Chestnut Hill West at 3:26 p.m., one passenger attendant went on duty at Chestnut Hill
West at 6:40 a.m., and the other passenger attendant joined train 9843 at the Suburban
Station just before the accident.

The tocomotive engineer started with the Reading Railroad on February 12, 1953,
His last physical examination was in July 1986 and his last rules examination was in
September 1984,

The conductor of train 9843 formerly was employed by the Penn Centrai Railroad on
December 28, 1964, as an assistant conduetor. His last physical examination was in
February 1985, and bis last rules examination was in August 1986,

The passenger attendant who went on duty at Chestnut Hill West started with
SEPTA on June 17, 1984, His last physical examination was in June 1984, He was
restricted and had no qualifying dates for rules examinations. His performance record
disclosed six cautions and a 3-day suspension for substandard attendance.

The passenger altendant who jolned train 9845 just bhefore the accident was
originally hired by the Consolidated Rail Corporation on August 19, 1977, 1lis last
physical and rules examinations were in November 1988. Ilis personnel record diselosed
one commendation, five admonishments for substandard uattendance, and one suspension
for not being current in the operating rules (he was reinstaied 4 months later).

Toxicology testing was performed on all crewmembers following the accident. The
conduetor of train 0151 and the engineer and the conductor of train 9843 tested negative
for drugs and alechol.

The engineer of train 0151 supplied blood and urine semples sbout 2 1/2 hours after
Lhe nccident; the samples were analyzed by the Civil Aercomedicat Institute (CAM1). The
testing sereened for the following substances: caunabinolds, barbiturates, cocsine,
benzodiasepines, amphetamines, opiates, phenicamines, methaqualone, phecyclidine,
propoxyphene, and cthyl alcohol. The urine sample tested positive for cocaine with an
indication of 2.6 meg/m! “euzoylecognine. The blocd sample tested negative for drugs
tested by the protocol. Due to questionable analytical procedures, the resulls from CAMI
were not used.
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Testing of biood and urine samples from the engineer were also performed by the
Center for Human Toxicology (CHT} at the University of Utah. These test results showed
0.031 meg/ml of cocaine and 0,035 meg/ml of benwoylecognine In the blood sample and
0.705 meg/ml benzoylescgnine in the urine. Due to the low cocaine and benzoylecognine
concentretion in the blood, it could not be determined whether or not the engineer was
impaired. However, the presence of drugs may have been a factor in the accident.

Both passenger attendents on train 9843 tested positive for drugs. BPoth attendents
provided urine and blood samples within 3 hours after the accident, and the samples were
lested by CAMIL. The first attendent's samples showed 168 ng/ml carboxylic acid
metabolite of THC (delta-9-tetrahydro-cannabinal) for urine, 14 ng/mnl carboxylic acid
metabolite of THC in the blood, and less than 5 ng/ml THC in the blooa. An
interpretative notle indicates "Cannabinoid levels probably indicate chronic use or use 6
hours or more before samples taken.! The other attendent's samples showed 92 ng/ mi
carboxylic acid metabolite of THC for nrine, 32 ng/ml carboxylic 2cid metabolite of THC
in the blood, and less than 5 ng/ml THC in the hlood. Urine iested positive for cocaine
ard 1.5 meg/ml benzoylecognine. An interpretative note indicates "Cannabinoid levels
probably indicate chronic use or use at least 2 hours or more before samples were
obtained. Cccaine usage probably 12 hours or more before samples were obtained."

In December 1985, SEPTA began toxicologics! testing of employees in cases where
there was & reasonable suspicion that the employee was under the influence cf alcohol or
drugs. On April 1, 13886, in an effort to upgrade supervisor roficiency in recogniving the
symptoms cisplayed by a person "under the influence” of drugs or alecohol, SEPTA sent 320
supervisers to a 2-day training session, entitled "Program for Drug and Aleohol

Detection,” al the Pennsylvania Institute. The last of SEPTA's supervisors completed the
training on August 12, 1986. In January 1937, SEPTA instituted random toxicologieal
testing of its employees. On the first day of this program, samples were collected from
11 railear operators before labor unions represenling SEPTA ewmployees brought tegnl
action to halt the program.

Teain 9151 consisted of ear 231, an cleetrie multiple-unit (MU) Silverliner Il built
by the St. Louis Car Company in 1967 for the Pennsylvania Railroad. Car 231 was one of
a sevies of 20 cars designed to run singly or in multiple-unit sets controlled from ore
control station. The car was 85 feet long, weighed 104,540 pcunds empty, and was
equipped with Westinghouse lype 26R airbrakes and eight tread brake units using
composition brake shoes. The car also had a Westinghouse cecelostst slip/slide proteetion
system that is designed to quickly ppply and release the braites to reduee fint spots on the
wheels. The car was equipped with » Futec-#unji Flange Lubricator model 3-7000 which
was designed to coat the surface of the wheel flanges with lubricating oil to reduce flange
wear, It was operating at the time of the accident. The car dertied propulsion power
from an overhead catenary wire carrying 115500 volts sve. The car had an operable two-
way radio, cab signals, headlight, markers, and a speedometer. Postaccident testing using
n radar gun determined that the speedometer was registering a speed 4 1o ¢ mph slower
than the actual speed of the ear, There was no evidence 10 show that the speedometer
had been damaged in the aceident. There was no speed or event recorder on roard, and
none was required.

Southbound trains on track 3 entering the Suburban Stetion passs through the Penn
Center interloeking swilches and signals which sre under the control of Hroad Tower.
Train movements are governed by timetable, speeial instructions, tran orders, the Book
of Operating Rutes, wayside and cab signal aspeets, and dispateher instruetions. A
postuccident inspecticn of the «ignal system revealed that it was functioning properly.

a4
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The aceldent oceurred in the B-section platform area of track 3 at the Suburban
Station. The track epproaching the accident site is within the tunnel that connecets
Suburban Station with Market F£ast Station (the last stop train 0151 made before the
accident). Approaching the accident sile from the north, track 3 is within the tunnel and
tangent, rising on a 2.Z4-percent grade unlil the track passes over the Broad Bireet
Subway tunnel. The track then enters an 8-degree curve to the right while descending on
a 2.8-percent grade, followed by a tangent gection ol track roughly 86 feet long, and then
a 9-degree curve to the left. The curve continues up to interlocking signal 6W; the track
is then tangent through the Suburban Station. Interlocking signal 6W is 57 feet north of
the Suburbuan Station.

Track 3 had two rail lubricators: one on the west rail 1,303 feet north of
intertocking signal 6W and one on the east rail 1,582 feel north of the signal. The rail
lubricators, which used Texaco 904 graphite lubricant, were adjustable to regulate the
amount of grease dispensed. After the ac~ident, a filmy black substance was found on top
of both rails, extending from the accident site to the rail lubricators. This same
substance was found on the splash guards of car 231 of train 0151. Braking marks were
found on the rail head beginning 279 feet north of interloeking signal 6W. There were
braking marks on the rail unti} 7 feet 1 inch north of the signal. Emergency braking slide
marks were found beginning 7 feet 1 inch north of interlocking signal 6W and continuing
south of the signal 259 feet to the point of impact. ''rack Department personnel
examined the rail luoricators and found them both out of adjustment. The misadjustment
would have allowed 100 much grease to be transmitted to the rail head, The grease could
have been carried forward by the wheel treads of passing trains,

On December 2, 8 days before the aceident, a slippery vail condition on track 3 had
been reported to the Broad Tower operator who broadcast a radio warning to trains until
sometime in the afternoon of December 2, The slippery rail condition also was reported
to the Track Department but no further action was taken. On the day of the accident, the
slippery rail condition was again reported to the DBroad Tower operator before the
aceident, but no radio message or correclive actions were taken.

Shortly after the accident, SEPTA employees conducted sight and stopping distance
tests, It was determined that interlocking signal 6w first became visible 364 feel norih of
the signal, and that the rear of train 9843 became visible 115 feet north of where the rear
car of the train was stopped in the station at the time of the accident. The track had not
been clecaned after the aceident, and the slippery conditions still existed. The test ecar
was similar to cor 231, except ihatl it did not have a flange lubricator. The resulls of the
tests were as follows:

Test Speed Type of
(niph) Eraking Result
15 15 ib at sighting signal; Continued into station under
no decalosiel action control

8-10 ib st sighting sigral; Stopped north of signal
then full service (26 1b)

al sighting signal;

wilh decelostal action




Test Speed Type of
(mph) Braking Result

15 10 1b before sighting signal; Stopped 15 to 20 f't north of signal
then full sersice (26 Ib)
al sighting signal;
with decelostat action

10 ib before sighting signal; Stopped 40 ft south of signal,
then full service (26 1b) 227 ft north of collislon point
at sighting signal;

with decelostat action;

emergency hraking 5 to 10 ft

north of gignal

10 ib at sighting signel; Stopped south of collision point
then full service (26 lb);

with decelostat action;

emergency braking 5to 10 ft

north of signal

10 Ib at sighting signal; Storned south of collision point
then full service (26 lb);

with decelostat action;

emergeney braking 5 to 10 4

north of signal

Three days after the accident, the test car was userd to determine stopping distances
on clean, dry rail. The results of the tests were as follows:

Test Speed Type of
(mph) Braking Result

15 18 1b at sighting <ignal; Stupped 180 ft north of signal
no decelostat action

20 8 to 10 Ib at sighting signal; Stopped 143 ft north of signal
then full service (26 1b)
at sighting signal;
no decelostat action

10 Ib before sighting signal; Stopped 243 {t north of signal
then full serviee (26 1b)

at sighting signal;

no descelostat action

10 1b before sighting signal; Stopped 224 t north of signal
then full service (26 1h)

at sighting signal;

no decelostat action;

emergency braking 5 to 10 fi

north of signal




‘Test Speed
(mph)

30

Type of
Rraking

18 1b before sighting signal;
then full service (26 1b)

no decelostat action;
emergency braking 5 to 10 1
north of signal

10 1b at sighting signal;
then full service (26 ib);
no decelostat action;

then emergency braking

Result
Stopped 46 to 53 ft south of signal,

214 to 221 ft north of collision
point

Stopped 37 £t north of signal

Five days after the accident, stopping distance tests on ciean, dry rail were made
with ear 231, which had been repaired. The flange lubricator was operating during the
tests. The results of the tests were as followss:

Test Speed

gmgh!
15

20

Type of
Braking

15 1b at sighting signal;
no decelostat action

8 to 10 1b at sighting signal;
then full service (26 1b)

at sighting signal;

no decelostat action

10 Ib before sighting signal;
then full service {26 1b)

al sighting signaj;

no decelostat action

10 1b before sighting signal;
then full service (26 1b)

al sighting signal;

no decelostat action;
emergency braking & to 10 It
north of gignal

18 Ib before sighting signal;
then full service (26 1b)

al sighting signal;

no decelostat action;
emergency braking 5 1o 10 ft
north of gignal

10 1b at sighting signal;
then full service {26 tb);
no decelcstat action;

then emergency braking

Result

Stopped 155 ft north of signal

Stopped 65 1 north of signal

Stopped 237 f1 north of signal

Stopped 122 It north of signal

Stopped 51 ft south of signal,
216 't north of collision point

stopped 50 11 north of signal
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L.aboratory tests were performed on the filmy black substance found on the rail near
the accident site and the splash guards of car 231. The substance resemoled the Texaco
904 lubricant from the rail lubricator and not the Imperial Oil and Grease MW040 from
the flange lubricator.

The engineer said that he was operating car 231 at a speed of 12 to 15 mph when
signal 6W came into view and he applied the train brakes. Fostaccident testing
determined that the speedometer on car 231 was registering a specd 4 to 6§ mph slower
than the actual speed being traveled. Therefore, car 231 probably was moving at a speed
of 16 to 21 mph wnen the engineer said that he applied the brakes. Although there was no
speed recorder on board, braking and slip/slide marks on the rai! verified the engineer's
early braking efforts. However, the evidence siiows that emergency braking was not
initiated until the train was 7 feet north of the signal, not 1/2 car length (42 feet) north as
the engineer stated. The witness who said the emergency airbrakes were not applied until
train 0151 was about 1/2 car length from the rear of trair 8843 inay have heard the sound
of the decelostat operating, which is similar to the sound of emergency braking. The
postaccident examination of the rail lubricators located north of interlocking signal 6W
disclosed that they were out of adjustment and were allowing too much grease to be
transmitted to the rail head. Although excessive grease may have prevented train 0151
from achieving total braking performance, the postaccident stopping distance tests show
that the train could have been stopped short of the collision, even on slippery rail at a
speed of 20 mph, if the operator had initiated proper braking action when the signal firs:
became visual. There is no evidence that the flange lubricator on car 231 malfunctioned
and contributed to the accident.

Based on toxicological analysis, the Safcly Board concludes that the engineer of
train 0151 did use cocaine sometime before the collection of specimens. However, the
concentration of cocaine in the blood was low, and il cannot be conclusively established
that he was impaired.

The Safety Board believes that the toxicological analysis and the work/absentee
record of the engineer of train 0151 suggests a cocaine dependency problem. The Safety
Board is concerned that drug use by employees in salety-sensitive positions may be a
problem in the SEPTA system based on the evidence of drug use by both the engineer of
train 0151 and the two attendents of train 9843,

As a result of its investigation of a rear-end collision of two trains in Miami,
Florida, on June 26, 1985, 1/ the Safely Board recommends that the Urban Mass
Transportation Authority (UMTA)

R-3634
Require that all employees involved in a rail rapid transit accident with

a fatality, injury, or property damage be tested in a timely manner for
aloohol and drugs.

1/ Railroad Accident Report--"Rear End Collision of Metro—-Dade Transportation Admin-
istration Trains Nos., 171-171 and 141-142, Miami, Florida, June 26, 1985"
(NTSB/RAR-86/03).




R-86-35

Require rail rapid transit systems to sercen for drig and aleohol abuse
all prospective and transferred employees prior to employment in
safety-sensitive positions.

R-86-36

equire rail rapid transit systems to  institute procedures and
information systems to inform amployees of the deleterious effects on
work performance of come cver—the-counter and prescription drugs on
work performsance,

8637

Require the reinoval of employees from safety-sensitive positions if the
rail rapic transit medical department determines that the employees' use
of a preseription drug will affeet their work perforinance.

Encourage the ereation of effective employee ussistance programs to
detect and treat substance sbuse among rail rapid transit employees in
safety-sensitive positions.

Ina letler to UMTA, dated November 3, 1987, the Safety Boerd stated:

It is aware of UMTA's role and authority In regard to safety matlers in
the trancit industry and that this authority is somewhat limited. 1f, in
order lo implement the intent of the Doard's recommendations,
particularly Safety Recommendations R-86-34 thecugh 37, UMTA must
seel the necessary legisiation, the Board urges UMTA to do so. The
Board feels strongly that the issue of alcohol and drug abuse in the
teansit industry is one that warrants Federal involvement. The Hoard
notes that with respect to Safely Reecommendation R-86-38, UMT.A has
indicated that it plans to undertake rulemaking to require recipients of
UMTA funds to establish drug sbuse programs and that UMTA is also
considering seeking legislation from Congress to strengthen sueh a
rulemaking, The Houard, therelos 2, believes that UMTA could ard should
follow a simitar couese of action to implemeat Safety Recommendations
R 86 34 through -37.

The Board notes further UMTA's s'atement that 75 percent of the transit
systeims, responding to a survey indicated that they have written rules,
procedures, policies, or directives addressing the drug and alecho) abuse
issue. The Board interprets this statement as suggesting that UMTA
feels that existing rules and polieies within the transit industry are
adequate and that, consequently, Federal regulations are not necessary.,
The Board points out, however, that many companies within the railroad
industry had ruies and policies addressing the alcohol and drug issue, but
seecidents involving aleohol and drugs continued to oeeur and, ultimately,
Faderal regulations, were necessary. I the Board's interpretation of




UMTA's statement is correct, there appears 1o be some contradiction in
UMTA's overall appreach 1o this subject m that UMTA believes that
rulemat ing is necessary 1o require the esiablishment of alcohol and drug
abuse programs but apparently does not believe there is a need to
address the specific issues outlined in Safely Recommendations B--86-34
through -37.

On February 1, 1988, UMTA responded that:

UMTA  has  developed and  forwarded to  the Department of
Transportation's General Counsel's Office a draft Notice of Proposed
Rulemaking on "Control of Drug Use in Mass "I'ransportation Operations.”
3econd, this initial draft of proposed rulemaking currently being circu-
lated within the Department addresses recorimendations R-86-34
through R-86-37 as well as recommendation R-86-38.

Alternatives to the proposed safety demonstration project are being
considered Lo approach the drug and alcohol abuse problem in the transit
industry. Among the options under consideration are a "how to" manual-
challenge grants, and 4 national task force to study the problem.

Pending the Safety Board's evaluation of UMTA's response, Safety Recommendations
R-86-34 through -37 will remain in an "Open--Unacceplable Action" status., Safety
Recommendation R-86-38 has been classified as "Open- - Acceptable Action.

'Phe National Transportation Safety Board determined that the probable cause of

this acecident was ‘he failure of the engincer of Septa Commuter Train 0151 to comply
with the approuch and stop signals and the slippery condition of the rail.

The attached brief of aceident contains the Safety Board's findings.
BY ‘T'HE NATIONAL TRANSPORTATION SAVETY BOARD

/s/  JIM BURNUETT
Chairman

Vice Chairman

JOUN K. LAUBUER

Momber

uIOSHPIl r[‘. NAIJII
Momboer

March 29, 1988
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~—Basic Informationr——

Reporting Railroad SEPTA

Type of Accident
Operating Phase
Method of Operation

COLEISION, REAR
STOPPING
TIMETABLE
TRAIN ORDERS

NATIONAL. TRANSPORFATION SAFETY HOARD
WASHINGTON, D.C. 20594
NYU-BT-F-ROD6A
BRIEF OF ACUCTDENT

PHIIADELPHIA, PA

Property Losses
Rallroad ~ $2006,000
Non-Railread - $ 0

Fire

e

——Railroad/Persornel

Train Data
Railrocad
Type of Train
Train ID 0151
Direction SOUTH
Speed {Est.) 12
Speed (Auth.) 1

SEPTA

COMMIITER

Time {Lcl) - 1527 EST

i oms

Injuries
fatal 3Serious Minor None
Employees 0 0 2
Passengers g O ¢
Motorist 0 C 0
Ucher G i 25

Train Consist/Damage

No. Loco. Units N/A
No. Cars/Caboose 1/0
Enc of Train Monitor N/2
Length (Feet) N/&
Trailing Tons N/A
Loco. Damaged/Derailed - N/A
Cars Damaged/Derailed - 1/0

Crew Information
Front Fnd -~ 1
Rear Erd -1
Toxicology Performed
Results
Radio Cammunications
Radio tvailable - YES
Operational - YES

—Envirorment /Operations Information—-

Weather Data

Weather Condition - CLEAR

Condition of Light -~
Signt Distance -

TUNNEL/ARTIFICAL TLL.

z15 FT.

tinerary
Last Departure Point
NEWICWN, PA

Destination
PHTLADFLPHIA ARPT, PA

Hazardous Materials

Involved -~ NO

Evacuation - YES

Cars Involved - §

Track Information

wmer - SEPTA
Type/No. of Tracks — MaIN/2
Gradient/Aligmment - LEVEL/TANGENT

—Narrative—

COMMUTER TRAIN NUMBER 0151, CONSISTT!« QF ONE SILVFRLINER CAR, STRUCK THFE REAR OF STANDING COMMUTER TRAIN NUMBER 5843,

CONSISTING OF 4 SILVERLINER CARS, IN SURBURBAN STATION.
LUBRICATORS PRECEDING THE ACCIDENT STTE WERE OUT OF ADJUSTMENT AND HAD APPLISD EXCESSIVE LUBRICANT TO THE RAILS.
ENGINEER OF NUMBER 0151 AlEMPTED TO STOP, THE TRAIN HRGAN TO SLIDE UNTIL IT STRUCK NUMBER 9843,
THE ENGINEER OF NUMBER 0151 WAS POSITIVE FOR {OCATNH.

NUMBER 9843 WAS LOADING AND UNLOADING PASSENGERS.

RATL
WHEN THE
TOXICOLOGICAL TESTING OF

ON TRAIN NUMBER 9843, ONE PASSENGER ATTENDANT TESTED POSITIVE FOR

MARTJUANA AND COCAINE, AND THE SECOND PASSENGER ATTENDANT THSTED POSITIVE FOR COCAINE.




BRIEF OF ACCIDENT,

File No. - 86-156 12/1G/8% PHILADELPHIA, PA 1) - 0527 EST

Occurrence #1 - COLLISION, REAR
Phase — STOPPING

rinding(s)

SIGNAL INDICATION ~ MISJUDGED - ROAD PASSENGER ENCINEER
PHYSICAL IMPAIRMENT (DRUGS) ~ ROAD PASSENGER INGINEER
RAIL BEAD - CONTAMINATED
RAIL HEAD - SLIPPSRY
TRACK MAINTENANCE — NOT CORRECTED -~ YARDMASTEPR

—Probable Cause—-

The National Transportation Safety Board determinmes that the Probable Cause(s) of this
accident is/fare finding(s) 1,4

Factor(s) relating to this accident is/are finding(s} 2, S




NATIONAL {RANSPORTATION SAFETY HOARD
WASHINGTON, D.C. 20534
NYC-87-F-RO06R
BRIEF OF ACCIDENT

File No. - 86-156 12/10/8% PHILADELPHIA, PA Time {(Lcl) - 0527 EST

-y —

—Basic Information—
Injuries

Reporting Railrocad - SEPTA Property Losses Fatal Sericus Minor
Type of Accident =~ COLLISION, REAR Railroad -~ $125,000 loyees b ] 4
Cperating Phase ~ STANDING Nom—Railroad - § 0 Passengers © 1 21
Methcd of Operation -~ TIMETABLE Motorisc 0 1] 0

TPAIN ORDERS Fire Other g o 12

NO

~——Railroxi/Personnel Information——

Train Data Train Consist/Damage Crew information
Railroad - No. Loco. Units Feont End -~ 1
Type of Train -~ No. Cars/Cabsose ncar End - 3
Train ID - 9843 End of Train Monitor Tcxicology Performed - YES
Direction - SOUTH Length {Feeot) Results - POSITIVE
¢
0

Speed (8st.) -
Speed {Auth.) -

Trailing Tons Radio Communications
ioco. Damaged/Derailed Radio Available - YES
Zz2rs Damaged/Derailed Operational ~ YES

ke beare- A e e B - e e e e e e el e o A e e e o i i e o B i e, P Lok ke < — v .

—Envirciment fOperations Information——

weather Deta Itinerary fdazardous Materials

weather Condition - CLEAR Tast Departure Point Involved - RO

Condition of Lignt -~ TUNNEL/ARTIFICIAL ILL. ROBERTS YARD, PA Evacuation - YES

Sight Distarce ~ 1i5 FT. Cars Involved - 0

Destination Track Infermaticn

CHESTNUT BILL WEST, 27 Owner ~ SEPTA

Type/No. of Tracks - MAIN/2
Gradient/Alignment - LEVEL/TANGENT

-

——Narratiw—

COMMUTER TRAIN MUMBER DIS1, CONSISTING OF ONE SILVERLINER CAR, STRUCK THE REAR OF STANDING COMMUTER TKAIN NUMBER 9843 ¢
CONSISTING OF 4 SILVERLINER CARS, IN SUSURRAN STATION. NUMBER 9842 WAS LOANING AND UNLOADING PASSENGERS. RAIL
LASBRLCATORS PRECEDING THE ACCIDENT SITS WERE OUT NF ADJUSTMENT AND HAD APPLIFD EXCESSIVE LUBRICANT TO THE RAILS. WHEN 1HE
INGINETR OF NUMBER €131 ATTEMPTED TO STOP, THE TRAIN RFECAN TO SLIDE UNTTIL IT STRUCK NUMBER 9843. TCXIOOLOGICAL TESTING OF
THE ENGINEER OF NUMBER 015 WAS POSITIVE POR QOCAINE. ON TRAIN NUMBER 9843, ONF PASSENGFER ATTENDANT TESTED POSITIVE R
MARIJUANA AND CUCAINE, AND THE SECOND PASSENGEX ATTENDANT TESTED POSITIVE HOR COCAINE.
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- e nme

—B8asic Inforet o

Reporting Rziirosd
Type of Accident
Operating Phase
Method of QOperation

ZIPTA
COLLISION, REAR

o -~
STANDING

TIMETABLE
TRAIN ORDERS

NAFIONAL IRANSPORIATION SAFETY HOARD
WASHINGTON, 0., 20594
NY(-87-F-ROGER
BRIuF OF ACCIDFNT

PHIIADELPHIA, PA

Property Losses
failroad - $125.000
Non-Railroad - S &

Fire
NO

e e e o T e e o o o e e e o et i e e S il e e 18 Akt . o . g e P . e, S ki . S AR, Al e ., . i o . g e e = e

i Informetiomy—

Train Consist/Damage
No. Locn. Units

No. Cars/Caboose

End of Train HMonitor
Length {Feet]
Trailing Tors

Loco., Danagyed/Derailed
Cars Damaced/Deralied

—Envirorment/Operations Informatrion—

reather Date
wWeather Condition
Condition of Light
Sight Distarce

—~

~ CLFAR

Time (Lcl) - 0527

injuries
Faral Seriocus
Employees 0
Passengers 0
Mororist 0
Other G

Crew Information

Front Brd - 1

Rear End - 3
Toxicology Performed
Res . s

Radl _ammunications
radio Available - YeS
Operational - YES

~ TUNNEL/ARTIFICIAL ILL.

———Narracivwe—

Destination
CHESTNUT HILL wEST, PA

Hazardous Materials

nvolveg ~ NO

Evacuation - YES

Cars Invdlved - O

Track irformation

Osmer ~ SEPTH
Type/No. of Tracks - MAIN/2
Gradient/Alignment - LEVEL/TANGENT

—

COMMUTER TRAIN MUMBER 0151, CONSTYSTING OF ONE SILVERLINER CAR, STRUCK THE REAR OF STANDING COMMUTER TRAIN NUMBER 9843,

OG- SISTING OF 4 SILVERLINER CARS
I »"XICATORS PRECEDING THE ACCIDENT SITE

LITINEER OF NUMBER 0151 ATTEMPTED TO SioP,

THE ENGINEER OF NUMBER G151 WAS FOSITIVE FU2
MARTJUANA AND CUCAINE,

. wrLY

-+ SUBJRBAN STATION.

TR

]
o dls

COCAINE .

ive

NUMBER 9843 WAS LOADING AND UNTOADING PASSINGERS.
WERE OUT OF ADJUSTMENT AND HAD APPLi%D EXCESSIVE LUBRICANT TO TUE RARILS,
TRAIN BFGAN TG SLIDE UNTIL IT STRUCK NUMBER 9843,

RAYL
TCXIC OGICAL TESTING OF

ON TRAIN WNUMBER 9843, ONE PASSENCER ATTENDANT TESTED POSITIVE FOR

AND THi SECOND PASSENGER ATTENDANT TYSTED POSI rOR COCATNE.,
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National
Transportation
Safety Board

Washmqton DC 20594

Aacident: NYC-B7-1-R00G©

Locatiou: Ardmore, Pennsylvania

Date and Time: January 26, 1987, 8:29 p.m,

Railroad and Qperators: Southeastern Pennsylvania Transportation Authority
Type of Train: Two transit cars and one work car
Persons on Board: 3 operators, 23 passengers

Injuries: 18 passengers received minor injuries
Damage: $148,000

Other Damage and Injuries: None

‘Type of Occurrence: Rear-end collision

Phase of Qperation: En route on main track

Al T7:47 p.m. on January 26, 1987, Southeastern Pennsylvania 7Transportiation
Authority (SEPTA) bullet car 207 departed the 69th Street Terminal, Upper Darby,
Pennsylvania, northbound for Norristow., Pennsylvania, via SEPTA's Red Arrow Division,
Morristown High Speed Line track. The movements of cars on the line are econtrolied Dy
an avtomsatic block signal system. The weather was clear. Car 207 passed the Ardmore
Junction Statio.. and about 7:55 p.m. arrived at the Ardmore Avenue Station, where it
stopped to discharge passengers. After departing the station, the operator stopped at
signal 19, locaied 378.9 feet north of the station, which was displaying a stop (red) aspect.
He csiled the SEPTA Control Center to report that a work car was stopped in front of
him.

The work car had departed the 69th Street Terminal northbound at 7:31 p.m. to
clear snow around the third rail. It broke down and stopped north of signal 19. Because
the operator of the work car wag having difficulty cormmunicating with the control center,
the control center instructed car 207 to proceed with caution up to the work car 1o help
maintain radio contact with the work car., The rear of car 207 was about 213 feet north
of signal 19,

At 8:17 p.m,, car 202 deparied the 69th Street Terminal for Norristown, About
8:29 p.m., car 202 passed the Ardmore Junetion Station., Signal 17, which was 141.7 feet
north of the station, was displaying an approach (amber) aspect. The amber aspect
indicates to & car operator that he should "Approach the next signal at a medium speed,
not to exceed 25 mph; preparve to stop short ¢f the next sigual,” whieh in this case was
signal 19 located north of the Ardmore Avenue Station. Since car 202 was not required to
stop at the Ardmore Avenue Station, the operator proceeded past the station. As the car
contirued around a right curve, the operator saw signal 19 displaying a stop (red) aspect,
and he applied the car brakes but went past the signal. The operator of car 202 said that
after passing signal 19, he saw the red marker light on the rear of a car ahead. He said he
slapped al the brake handle and ran toward the rear of car 202.

At 8:29 p.m, car 202 collided with the rear of car 207 and pushed it into the rear of
the work car. The operetor of the work car called the control eenter via radlo and
reported an emergency. The conirol center called for emergency service. Of the 23
passengers and 3 operators on board the cars, 18 passenger were taken to hospitals,
treated for minor injuries, and released. Damage to the equipment was estimated to be
$148,000,
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The B-end sheet of car 292 was crushed 1 1/2 feetl at the anticlimber, and two
seatbacks were dislodged. The A-end exterior skin of car 207 was scverely bent, il
anticlimber was crushed inward 2 1/2 feei, and the coupler and radial har carrier was
broken off. The A-end roof was deformed upward and splintered. ‘I'ne work car recelved
minor damage.

The 2t-year-old operator of car 202 was hired by SEPTA on June 3, 1985. Iiis
service record showed eight diseiplinary actions for rules violations for reporting late for
work. He had been involved in three amececidents, for which he was suspended each time.
The last accident occurred November 11, 1986, when he passed a red flag, endangering the
lives of a supervisor and others. On the day of the sccident, he had reported for duty at
2:38 p.m. at the 69th Street Terminal and had made six trips in car 202 before starting the
8:15 p.m. trip to Norristown,

The 2%-year-old operator of car 207 was hired by SEPTA on June 16, 1986. His
service reccrd showed 10 rules violations for reporting late for work. On the day of the
accident, he had reported for duty at 4:30 p.m. and had made two trips to Norristown, one
in car 207.

Postaccident toxicology testing was perforined on the operator of ecar 202 and the
operator of car 207. Analysie was carried out by the SmithKline Bio-Science Laboratories
and the National Medical Services, lnec., in Willow Grove, Pennsylvania. Tests were
nerformed to screen for the presence of ethyl alcohol and 25 drugs classified under the
headings of amphetamines, burbiturates, benzodiazepines, narcotics and basic drugs, and
trieyelic anti-depressants.

The operater of car 202 provided samples of urine and blood for toxicological

analysis about 1 1/2 hours after the accident. The urine analysis indicated the presence of
26 ng/m} of carboxylic acid metabolite of £1C, 1 meg/ml of cocaine, and 82 meg/ml of
the cocaine metabolite benzoylecognine. An analysis of a blood clot indicated no
unchanged cocaine {with a reporting cocaine limit of 0.05 meg/ml) and "at least" 0.3
meg/g of benzoylecognine.

The operator of car 207 provided toxicology samples about 3 1/2 hours after the
accident. The urine sualysis indicated the presence of 26 ng/ml of earboxylie acid
metabolite of THC. The blood sample tested negative for THC and its metabolites.

In December 1485, SEPTA began loxicological testing of employees in cases where
there was & reasoneble suspicion that the employee was under the Influence of alcohol or
drugs. On Aprll 1, 1986, in an effort to upgrade supervisor proficieney in recognizing the
symptoms displayed by a person "under the influence” of drugs or aleohol, SEPTA sent 320
supervisors to a 2-day training session, entitled "Program for Drug and Aleohel
Detection," at the Pennsylvania Institute. The last of SEPTA's supervisors completed the
training on August 12, 1986, In January 1987, SEPTA instituted random toxicological
testing of its employees, On the first day ol this program, samples were collected from
11 railcar operators before labor unions representing SEPTA employees brought legal
action to hall the program.

SEPTA classified cars 202 and 207, built by the Brill Company in 1931 and 1935,
vespectively, us type 200. Constructed of aluminum and steel, with a canvas-covs ~ed,
wooden plank roof, each car was 55 feet long, 9 feet wide, 10 feet high from top of rail to
top of roof, and weighed 52,000 pounds. Each car had 26 bench-type seatls with a seating
capacity of 52,
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Both cars were propelied by o 100-hp d.c. eleciric motors, each driving two-
wheel, axte~mounted two-wheel trucks on 37-fool 8-inch centers. Each wheel nad a
twn-shoe, casi-iron clasp breke; Lraking pressure was applied via levers and rods from a
brake cylinder mounte? on the car body., Braking was conirolled by MD~33 brake valves,
one located at each operating position at eech end of the c¢ar., ‘The brakes salso could be
applied by a handbrake locatad at each operating positica., There were no speedomneters
on the cars. Radiotelephones were installed in each car.

The cars were also equipped with sand hoppers, two at each end of the ear, which
suppiled sand via a hose Lo the rails in front of the lead wheels when the operator either
operated a button 1o relense sand or made an emerg.ancy brake application. Maeh car

received a twice-weekly company preventive maintenance inspection and a twice-yearly
State-required inspection.

When car 202 was lsst inspected on January 24, 1987, all defects were noted and
repaired and two brake shoes were replaced. Postaccident tests of the brake system of
car 202 showed the brakes were functioning as intended,.

The Ardmore Avenue Station is 2,197 feet rorth of the Ardmore Junction Station,
The tracks between the two stations are tsngent for 1,097 [eet, then enter into a
3~-degree right-hand curve until 113.9 feet north of the Ardmore Avenue Station, where
the track becomes tangent again up (o and past the aceident site. The track has a (-.03
ascending grade through the Ardmore Avenue Stntion and past the accident site,

Signal 17 is 141.7 feet north of the Ardmore Junction Station, Signal 19 is 378.9 feet
north of the Ardmore Avenuve Station and 2.:%4 feet north of signal 17. Postaccident

tests of the signal system control releys and cables and track circuits of signals 17 end 1¢
showed the system to be operating as intended. Therefore, signal 17 would have been
displaving an approach (amber) aspect as car 202 passed.

Sight and stopping distance tests were conducted with cars similar to those involved
in the eccident. 1n the tests, the brakes were applied at the 3outh end of the Si)-foot-long
platform at the Ardmore Avenue Ststion when signal 19 first came into view, The tests
produced the following results:

Stopping
Speed Distance Type of
{mph) Afeet) Broking

23 120 FFull service
2 140 Full serviece
395 d17 ¥ulil service
46 525 Full service
56 819 Full service
52 718 Deadman brake spplication
57 805 Deadman brake application

Based on conservation of momentum, the Safety Board estimated the impact speed
to be 22 mph. Caleulations indicate that if car 202 was traveling a1 25 mph and collided
at 22 mph, the brakes were not applied until it was 37 feet from impact which i3 644 feel
and 17.3 seconds from the point of possible perception; this is a considerable deiay in
perception. {ad car 202 been traveling at 45 mph and impacted at 22 mph, the
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pre~impsct braking distance would have been 406 feet, which would have allowed a
maximum o? 285 feet and 4.3 seconds for pereeption and renction,

Bused on stop distance computations and the passenger's statemer! that the
operator of car 202 was "eutting up" with  few femaie passengers that were standing
around him, the Safety Board believes the operator did not comply with the yeliow and red
railroad signals, He either Substantially exveedod the maximum 2% mph speed mandated
by tive yellow signal, or he had an exorbitant delay in perception and did not pereeive the
red zignai and stop the car beyond the normal stopping distance. In either nase, the
operator's levels of alertness and behavior were a gross deviation from that normally
expected from an opersicr of g public conveyance,

Based on the toxicclogical analysis, the Safety Board coratudes that the operator of
car 207 had been exposed 1o cannabis {marijusna) at cyme time before the accident. The
Safety Board also conaludes that the conce.trations of the cocaine metabolite
benzoylecognine in the blood and urine of the operator of car 202 indleate cocaine usage
and usage of a significant dossge before the acelden., Baged on this toxicological data
and his work/absentee record the safety Board belicves that the operator of car 202 had s
chemical dependency problem, Furthermore, the Board believes that the level of

alertrniess and the behavior of the operator of car 202 were probably impaired by his use of
cocaine and/or marijuana, ‘

The Safety Roard is concerned that drug use by employees in safety-sensitive

positions meay be a problem in the SEPTA system based on the evidence of drug use by the
operators of ears 207 and 20%.

As a result of its investigation of a rear-end collision of two trains in Miami,

Florida, on June 26, 1934, 1/ the Safety Board recommended that the Urban Mass
Transportation Authority (UMTA):

R-86-34
Require that all employees ihvolved in a rajl rapic transit aceident with

& fatality, injury, or property damage be tested in a Limely manner for
aicohol and drugs.

R-86-35

Require rail rapid transit systers Lo sereen for drug and alcohol abuse
all prospective and transferred employees prior to employment in
safety-sensilive positions.

R-86-36

Require rail rapid transit systems o institute procedures and
information systems to inform employces of the delelerious effects on

work performance of some over-the-counter and preseription drugs on
work performance,

A b e .

1/ Railroad Acoident Report--"Rear End Cellision of Metro-Dade Transportation Admin-
Istration Trains Nos, 171-171 and  141-142, Miami, Florida, June 26, 19g5"
{NTSH/ » AR-88/03).




R-86-37

Pequire the removal of employees from safety-sensitive positions if the
rail rapid transit medical department determines that the employees' use
of a prescription drug will offect their work perfarmance.

R-86-38

Encourage the creation of effective employee assistance programs 1o
derect and treat substance abuse emong rail rapid transit employees in
safety-sensitive positions.

In a letter to UMTA, dated November 3, 1987, the Safety Board stated:

It is aware of UMTA's role and authority in regard to safety matters in
the transit industry and that this authority is somewhat limited. If, in
order to implement ihe intent of the Board's recommendations,
particulariy Safety Recommendations R-86-34 through -37, UMTA must
seek the necessary legisiation, the Board urges UMTA to do so. The
Board feels strongly that the issue of alcohol and drug abuse in the
transit industry is one that warrants Federal involvement, The Board
notes that with respect to Safety Recommendation R-86-28, UMTA has
indicated that it plans to undertake rulemaking to require recipients of
UMTA funds to establish drug abuse programs and that UMTA is also
considering seeking legislation from Congress to strengthen such a
rulemaking. The Foard, thercfore, believey that UMTA could and should
follow a similar course of action to implement Safety Recommendations
R-86-34 through ~37.

The Board notes further UMTA's statement that 75 percent of the transit
systems, responding to a survey indicated that they have written rules,
procedures, policies, or directives addressing the drug and aleohol abuse
issue. The Board interprets this statement as suggesting that UMTA
feels that existing rules and policies within the transit industry are
adequate and that, consequently, Federal regulations are not necessary.
The Hoard points out, however, that many companies within the railroad
industry had rules and policies addressing the aleohol and drug issue, but
accidents involving alcohol and drugs continued to occurr and, ultimately,
Federal regulations, were necessary. If the Board's interpretation of
UMTA's statement is correct, there appears to be some contradietion in
UMTA's overul! approach to this subject in that UMTA believes that
ruiemaking ls necessary Lo require the establishment of alxohol and drug
abuse programs but apparently does not believe there is a need to
address the specific issues outlined in Safety Recommendaiions R-86-34
theough ~37.

On February 1, 1948, UMTA responded that:

UMTA has developed and forwarded to the Department of
Transportstion's General Counsel's Office a draft Notlece of Proposed
Rulemaking on "Control of Drug Use in Mass Transportation Operations.”
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Second, this initial draft of proposed rulemaking currently being cireu-
lated within the Department addresses recom mendations R-85-34
through R~86-37 as well as recommendation R-86-18.

Alternatives to the proposed safely demonstration project are being
considered to approaclt the drug and aleohol abuse provlem in the transit
industry. Among the options under considcration are a "how to" manual,
challenme grants, and a national task force to study the problem.

Pending the Safety Board's evaluation of UMTA's response, Safety Recommaendations
R-86-14 through -37 will remain in an "Open-~Unacceptable Action" status. Safety
Recommendation K- 86-38 has been classified as "Open--Accept. ‘le Action.

The National Transportation Safety Eoard determined that the probable cause of the
accident was the failure of the engineer/operator of Septa Commuter Train 0202 to
comply with the approach and stcp signal due to physical imp airment caused by drug use.

The attached brief of aceident contains the Safety Board's findings.

BY THE NATIONAL TRANSPORTATION SAFETY BOARD

/s/  JIM BURNETT
Chairman

/s/ JAMES L. KOLSTAD
Vice Chairman

/s/ JOHN K. LAUBER
Member

JOSEPH T. NALL
Member

March 29,




NATIONAL TRANSPORTATION SATETY EGARD
WASHINETON, D.C. 25594
NY(-87-F-R2GSB
BRIEF OF ACCIDEAT

01/26/87

~--Basic Information---
injuries
Reporting Railrcad SEPTA Property Losses Fatai Serigys Hinor
Twoe of Accident COLLISION, REAR Railroad tmpioyees 0 :
Cperating Phase STANDING Passengers O
Method of Operation Motorist g

---Railread/Personnel Informatien---

Train Data irain Consist/Damage Crew Information

Railroad SEPTA No., Leco. Units Front End - 1

Type of Train COMMUTER Mo. Cars/Caboose fear tnd - 0

irain 1D 67 End ¢f Train Monitor Toxicology Performed - YES

ngih
Speed (Est.) Trailing Tons Raaio Communications
Speed (Actual) Loco. Damaged/Derailed Radio Available - YES
Cars Damaged/Derailed Operaticnai

Direction HORTH tength (Feet) Results - POSITIVE

---Enviromsent/Operations Information---

Weather Dat2 Itinerary Hazardous Materizis
Weather Condition - CLEAR Last Oepartuyre Point Involved - NG
Condition of Light - DARK, ARTIFICIAL ILL. UPPER DARBY, PA cvacuation - YES
Sight Distance - 560 fT. Cars invelved - 0
Destination Track Information
NORRISTOWN, PA Owner - SEPTA
Type/No. cf Tracks - MAIN/2
Gradient/Alignment - DESCENDING/TANGENT

TRANSIT CAR 202 STRUCK THE REAR GF STAKDIMG TRANSIT CAR 207, WHICH IN TURN STRUCK STANDING WORK CAR 401 THAT WAS BROKEN DOWM.
HAD MOVED UP BEHIND WCAK CAR 401 70 YELP MAINTAIN RADIO CONTACT. CAR 202 HAD PASSED AN AMBER SIGNA! ADVISING THE OPERATOR 70 P
TO STOP AT THE NEXT SIGMAL. THL OPERATOR SAW THE NEXT SIGNAL WHICH WAS RED, AND APPLIED THE BRAKES. HE WENT PAST THE RED SIGN
THER SAW THE RED MARKFR LIGHTS ON THE REAR CF CAR 207. HE THEN RAN 70 THE REAR OF HIS CAR BEFORE IT STRUCK THE REAR CF CAR 207
TOXICOLOGICAL TESTINS OF THE GPERATOR OF CAR 202 WAS POSITIVE FOR COCAINE AND MARIJUANA, AND TESTING OF THE OPERATOR OF CAR 207
POSITIVE FOR MARTJUANA.




BRIEF OF ACCIDENT, coatinued

ARDMORE, PA Time (Lel) - 2029 EST
Occurrence #i - {OLLIST

#hase - SLOWING

Finding(s)

1. SIGNAL INDICATION - NCT CCMPLIED - ENGINEER OF OTHER TRAIN
2. PHYSICAL IMPAIRMENT (DRUES) - ENGINEER OF OTHER TR

The National Transportation Safety Board determines that the Probable Cause(s) of this
accident is/are finding{s) 2

Factor(s) relating te this accident is/are finding(s} 1




NATIONAL TRANSPORTATICN SAFETY BOARD
WASHINGTON, D.C. 20594
NYC-87-F-RCO9A
BRIEF OF ACCIDENT

Time {icl) - 2029 £ST

---Basic Iaformation---
Injuries
Reporting Railroad SEPTA Property Lossas Fatal
Type of Accident COLLISION, REAR Ratlrgad - $48,000 Employees C
Operating Phase EN ROUTE Non-Raiiroad - 3 0 Passengers C
Method of Operation Motorist 0
Other

---Railroad/Personne! Iaformation---

Train Data Train Consist/Damage Crew Information

Railroad SEPTA No. Loco. Units Front End - 3

Type of Trainm COMMUTER No. Cars/Caboose Rear End - 0

Train ID tnd of Train Monitor Toxicecliogy Performed - YES
Direction Length {Feet) Resuits - POSITIVE

Speed {Est.) Trailing Tons Radio Commmmications
Spead {Auth. Loco. Damaged/Deraiied Radio Availabie - YES
Cars Damaged/Cerailed peraticnal

e m W E m W m e W T W W W W T W W W T W W W O MW AN W W W W Y T W M T MW W MW W R W W W N o A T T omh T — — — o — m — m m m m e - e e LA s A .

---tnvironment /Operations Iaformation---

Weatner Data Itinerary Hazardous Materials
¥eather Condition - CLEAR Last Departure Point Invoived - N0
Condition of Light - DARK. ARTIFICIAL IiLL. UPPER DARBY, PA Evacuation - YES
Sight Distance - 500 FT, Csrs Involved - G
Destination Track Information
NORRISTOWN, PA Cwner - SEPTA
Type/No. of Tracks - MAIN/2
Gradient/Alignment - DESCENDING/TANGENT

---Narrative---

TRANSIT CAR 202 STRUCK THE REAR OF STANDING TRANSIT CAR 207, WHICH IN TURN STRUCK STANDING WORK CAR 401 THAT WAS BROKEN DOWN.
HAD MOVED UF BERIND WORK CAR 401 TO HELP MAINTAIN RADIO CONTACT. CAR 202 HAD PASSED AN AMBER SIGNAL ADVISING THE OPERATOR 10 P
TO STOP AT THE NEAT SIGNAL. THE OPERATCR SAW THE NEXT SIGNAL WHICH WAS RED, AND APPLIED THE BRAKES. HE WENT PAST THE RED SIGK
THEN SAW THE RED MARKER LIGHTS ON THE REAR OF CAR 207. HE THEN RAN TO THE REAR OF HIS CAR BEFORE T STRUCK THE REAR Of CAR 207
TOXICOLOGICAL TESTING OF THE OPERATOR OF CAR 202 WAS POSITIVE FOR COCAINE AND MARTJUANA, AND TESTING OF THE OPERATOR Of CAR 207
POSITIVE FOR MARIJUANA.
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BRIEF OF ACCIDENT, continued
01/26/87 N . Time (Lc])

Occurrence #1 - COLLISION, REAR
Phase - SLOWING

Finding(s)

1. SIGNAL INDICATION - NOT COMPLIE ROAD PASSENGER ENGINEER/MOTORMAN
PHYSICAL IMPAIRMENT (DRUGS) - ROAD PASSENGER ENGINEER/MOTORMAN

Probab?e Cause---

The National Transportaticn Safety Board determines that the Probadle Cause{s! of this
ccident is/are finding{s) 2

Factor{s} relating to this accident is/are finding(s) 1

T

2029 EST






