
Editorial 
The Federal Crossing 
Protection Program 

THE LONG A\\ AITED rules and regulations for the in
stallation of crossing protection with federal funds avail 
able under the Emergency Relief Act, have now been 
released, as expla111cd elsc~Yhere in this JSsue. \s antici
pated, an alternative pLn ha5 been provided so that the 
states can assu111e a portion of unemployment relief in 
case the requirement, that 40 per cent of the money must 
be spent for direct labor, cannot be met. The it~stalla
tion of protection offers an opportmuty for the expendi
ture of a larger relative outlay for wages than numerous 
other projects proposed. l·h· a careful choice ot mate 
rials and distribution of labor, inc uding field super
vision. and other reasons, as l xplained in an editorial in 
the July issue, schedules can he proposed wh1ch will 
meet the stipulatiOn or come so close as to receive favor
able consideration all(: approval on a co-operative basis. 

';'he opportumty is 110\\ presented to provide auto 
matically controlled protection at t~onsancls of crossings. 
Thus after years of argument. the public in general, as 
\veil as the government officials. have agreed that tht. 
hazard has been brought about primarily h\' the exten 
sivc usc of motor vehicles mel the construct! m of paved 
roads. \.s a resu~t of this conviction, the government 
11ow proposes to provide the funds for improving o;afety 
of highway travel at railroad crossings. 

However. in this program. crossing protection is defi
nitely in competition "ith other forms of improvements, 
no definite sums bemg allocated to each. Therefore the 
amount of crossing protect10n to ')e approved depends 
very definitely on the forehandl'dness of tt>e railroads in 
initiating action b) contact with state highway officers 
and, t 1uough them, with the district engineers and the 
Chief of the Bureau nf Public 1\.oads. T t is granted 
t'1at, in some instances, the prelimi•1ary negotiations must 
be conductec' '·ith diplomacy. ll owevet, tln~ is being 
done success fullv in numerous states, and the obstacles 
imposed should -not be ooked upon as insurmountable. 
The important point is th·1t the fu•1ds are availablt., and 
if the signal engit'eers do not exert the·r efforts to get 
an adequate allotment for crossing protection, tht. money 
will be allocated to other purposes. 

Obsolescence in Signaling 
THE INTRODUCTION of faster schedules for passenger as 
well as freight trains has focused attention on the well
known fact that the signaling on many miles of railroad 
is decidedly obsolete, so much so that many of the older 
installations are not only inefficient but entirely unadapted 
for the handling of trains as they are being operated to
day. The respacing of signals to provide adequate brak
ing distances has been dealt with recently in these col-

, umns, but beyond this major consideration serious prob
lems arise also with regard to the replacement of obsolete 
apparatus. 
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Comment 
So far as the signals themselves are concerned, per

haps the most antiquated are the hundreds of miles of 
enclosed disk signals that are still in service on lines 
handling fairly heavy and fast traffic. Scarcely less open 
to criticism are the extensive installations of two-position, 
lower-quadrant semaphores that are still to be found. 

Rail is allowed to wear to certain limits and is then re
placed; bridges are replaced when they become inade
quate for the loadings imposed; cars are scrapped when 
they become inadequate for modern train loadings and 
speeds ; but signals are supposed to function forever. 
This situation is, of course, due in part to the fact that 
signaling must be so maintained as to function safely at 
all times. Relays, signal mechanisms, switch machines, 
etc., are sent through the shop time and again to take up 
wear and bring them back to their original operating 
characteristics. An accurate statement of all of the costs 
involved in making such repairs would, in many in
stances, show that the amount of money spent for over
hauling an old device represents a large proportion of the 
cost of a new piece of equipment, that would operate · so 
much more efficiently as to pay for itself in a few years. 

The idea of "jacking up the bell," constructing a new 
locomotive under it, and calling it a shopping job, has 
largely been discarded in the locomotive field. Thousands 
of locomoti.;es are being scrapped because railroad man
agements find it more economical to buy new modern 
motive power. Likewise, thousands of freight cars are 
being burned in order to salvage the scrap iron, because 
these old cars are of designs no longer adequate for oper
ation in today's trains. 

. In a similar manner, numerous interlockings and the 
signaling on many sections of certain roads are due for 
a thorough "house-cleaning." The self-satisfaction, ac
quired from the fact that maintenance has been improved 
to such an extent that signal performance is much better 
than in certain years in the past, is no fence to hide be
hind. The signals may be working just as good or better 
than they ever did. But if the entire layout is so anti
quated as not to meet modern requirements, some one is 
going to analyze the situation and the signal engineer will 
then be placed on the defensive unless he has previously 
called this condition to the attention of his management. 

The opening wedge for prying loose certain signal re
habilitation programs is the necessity for meeting the re
quirements for the operation and protection of trains 
now being operated. On certain territories extensive re
placement of obsolete equipment must be made to provide 
safety. However; there is always the necessity of justify
ing an expenditure also from an economic standpoint. It 
is oftentimes surprising to one to discover the savings 
that can be effected by modern apparatus and methods 
of power supply in reducing operating and maintenance 
costs. However, in the vast majority of projects, such as 
the combining of interlockings, installing remote con
trol, extending centralized traffic control, etc., savings in 
operating expenses, as well as increased efficiency in train 
operation, go a long way to justify the expenditure re
quired. 

As an example of what can be clone, the Boston & 
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Maine carried out 19 separate projects during the last 
winter, involving extensions of C.T.C., remote control, 
combinations of interlockings and the replacement of ob
solete signaling, as explained in an article elsewhere in 
this issue. It is true that this Boston & Maine program 
was financed by a government loan; but many other roads 
have just as good credit with the government as the Bos
ton & Maine. The situation as to signaling on the 
B. & M. was just as good or better than that on numerous 
other roads; the reason that the extensive program was 
inaugurated and carried to completion so efficiently was 
that the signal officers were active in presenting a clear 
explanation of the opportunities to effect savings and in
crease efficiency by modernizing the signaling and inter
locking facilities. 

The depression appears to be passing, general business 
seems to be on a gradual upgrade, and with the continu
ation of these trends financial problems will clear so that 
funds will be available. The railroads are "clearing their 
decks" as to cars and locomotives so that they may be 
prepared to handle increased business on an efficient and 
economical basis . Unless signaling is to lag behind in the 
improvement program, investigations, plans and esti
mates should be started now to include numerous projects 
of rehabilitating signaling, combining interlockings, ex
tending C.T.C. and adding cab signaling. By doing the 
preliminary planning now, a lot of rush work entailing 
snap judgment and errors will be obviated later. 

T T 'f 

Collision on the Erie 
Ol\ Al'J{ L 25. there was a head-end collision hct\\'CCn 
t\YO freight tr,,if s on tl'e Ene ncar ~fQ Cr•)SSing. X.Y., 
which resulted in the injury of three employees. ;\11 ah
stnct of the reJ ort of the Bureau of Safety J .C. C., con
ceming this accident follo\\·s: 

The accident occurred on that part oi the :r\ ew York 
Div;sion clesig·natccl as the Cnham Line. which extends 
be \\'een Crahar'1, X.Y .. ar' l • ·ewburg-h Junctillll, a dis
tance of 42.2 mile~. In the immuliate vicinity of the 
point o• accident this is a double-track line over which 
tr::>;ns are operated by time-table. tram-orders. and an 
automatic ')lock-signal system: one of the trains irn-oh·ecl 
in thi-; aceident \\·as hemg operated against the current of 
traffic, this mover~ent bcmg authorized by a train order. 
The accident occurred on the westbound main track 
approximatd) 4 mile,; east of ~\I Q Crossing. 

Extra 3374, (Symbol Second Xo. 90), an eastbound 
freig-ht train. consi~ting of 46 cars ard a caboose. ar
riYecl on the ea-;tlJound main track at :.IQ Crossing, 
where the crew received train-order 2, form 19, which 
read as iullows: 

"J:xtra 3374 east has right o" way over opposing trains on the 
west\\ 1rd track l\1 Q Cross ng- (<> west end of l\foudna v;aduct." 

;\loodna viaduct is ncar BS Tower, 12 miles east of 
l\IQ Crossing. Extra 3374 ePtered the westbound main 
track and departed from l\I Q Crossing at 3 :28 a.m. and 
was traveling at an estimated speed of 30 miles per hour 
when it collided \l·ith Extra 3213. E. ·tra 3213. a west
bound freight train, consisting of 65 cars and a caboose 
passed BS Tower, 12 miles from 1\IQ Crossing at 3:22 
a.m., found signal 61 11~ cli~playing an approach in<hca
tion. and was stopped west of that signal, just before 
being struck hy Extra 3374. The employees injured 

were tl.~ fireman and head brakeman of Extra 337~ and 
the fireman of Extra 3213. 

Train Dispatcher Beers stated that Train First , T0 

90 departed from ~IQ Crossing at 2 :21 a.m., and w!- en 
it failed to arrive at BS To\\er at 2:45 am. he callec 
the operator at that point and inquirec: if he haC: hearC: 
it approaching; the operator replied in the negative. Dis
patcher Beers then remarked that Train Secol'd , ro fJQ 
was closing up and he would probably run it around 
Fm;t "' o. 90, and instructed the operator to get ready 
for a form 31 order He then called the operata:- at :\IQ 
Crossing and told him to copy a form 1 q order, after 
which he issue•l the following order; 

"HS 31--C&F ,dl wesl\\ar<l trains 
l\IQ 19-C&F E ·t•a 3374 east 
I:xtra 337-+ ea:;t has rig! t O\'e• oppo~inv trains 
on westward tr ,,ck }.f Q Crossing to west < nc of 
l\[codna viaduct." 

\ fter the two operators repeat('d the order he m::.de 
it complete at 2 :54 a.Pl. Just as he c•m1pletecl the order 
the operator ~.t BS Tower called and said that !1e J ad 
heard frain t<'irst :\o. 90 c;:.'l in the tlagn m, and abo 1 
this time tl'e operator at MQ cro~sing reported th tt 
Trair Second No. 90 (Extra 3374) had entered tht 
circmt, \\hereupon he instructed the 1:- ttcr operator to 
hold this train until he learned \\'hat was dela} ing r 'ra n 
First ~ • o. 90, hut clid not say anythin,; to the npaato 
abou• not delivering the train order. TLe 01 crator , t 
l3S Tower reported Train First X o. 90 as pasS111F( at 
3 :15 am. and suggested that train order 2 be annulled 
if ~'rain Second No. 90 had not ltft ~lQ Cros~ing, so 
that west-hnn•1d Extra 3213 could proceed. "\t 3:18 
a.m. Dispatcl1er Beers annulled the order at BS fo,, er, 
issum5 train-order 3 for that purpose, hut iailecl to 
annul the order at MQ Crossing, th;nking that 1ht. oper
ator at that point was holding Train Second X o. 90. 
Extra 3213 passed BS Tower at 3 :22 am .. and the dis
patcher theg rang .:\IQ Crossing with the intentiun oi 
annulli1 g the order to Extra 3374. but receiYed 1 o re
sponse. 

Operator\ otll'g, on duty at :VIQ Crossing. stated that 
a fte·· train orde·· 2 was made complete, he was instructcC: 
by the dispatcher to hold Train Second 1 'o. 90. Trouble 
thet! developed with the interlocking whereby he coulcl 
not lock a derail and he reported the matter to the <1' s
patcher and the n1c1int~.iner. As Train Second :01' o. 90 
arrn·ed he started out to spike the derail. met the head 
brakeman, and, forgettmg the dispatcher's instructiom 
to hold Train Second X o. 90, delivered the enginctm.n's 
copy of train order 2 and a clearance card to the her cl 
brakeman; he then spiked the derail, returned to tl.e 
tower and obtained the conductor's copy of the order, 
and went outstclc and gave it to the conductor as tl•e 
rear end of the train was passing the tower. As soon as 
the train passed through the cross over to the west-
1)ound track, which was between 3 :20 and 3 :25 a.m., he 
notified the dispatcher that it would clear the switches 
about 3 :28 a.m. and the dispatcher then told him that 
Extra 3213 already had passed l3S Tower on the same 
track. 

This accident was caused by the action of the dis
patcher in annulling a train-order to the inferior tram 
without first annulling it to the superior train; the oper
ator at ::\IQ Crossing failed to hold the superior train in 
accordance with 'erbal instructions from the dispatcher. 


