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A. ACCIDENT DATA  

Accident No: RRD25FR012 
Type: Passenger Injures 
Location:  Norristown, PA 
Date: 5/11/2025 
Time: 9:45 a.m. (local time) 
Carrier: Southeastern Pennsylvania Transportation Authority (SEPTA) 
Train : SEPTA 153 
Fatalities: 0 
Serious Injuries: 2  
Total Injuries: 9 

B. PARTIES TO THE INVESTIGATION  

NTSB 
FTA 
SMART-TD 1594 
SEPTA  
PennDOT 

  

C. OPERATIONS GROUP 

           Operations Chair  Scott Lavallee 
  Operations Group Chair 
  National Transportation Safety Board (NTSB) 
 
Group Member  Isaiah Garcia 
  Senior Accident Investigator 
  Federal Transit Administration (FTA) 
 
Group Member  Bruce Cheatham 
  Vice Local Chairman 
  SMART-TD 1594 
   
Group Member  Michael McLaughlin 
  State Safety Oversight Regional Manager 
  PennDOT 
 
Group Member  Jawara Jones 
  Director of Transportation 

   (SEPTA) 
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Group Member  Brad Okoniewski 
  Chief Safety Officer 

   (SEPTA) 
 

Group Member  Nicholas Smith 
  Director Accident Prevention Investigation 

   (SEPTA) System Safety 
 

Group Member  Amelija Sorg-Taylor 
  Senior Project Manager 

  TRA (SSOA contractor) 
 

Group Member  Mark Jansen 
  Senior Analyst 

  TRA (SSOA contractor) 
 

Group Member  Ian Thomas 
  Senior Project Analyst 

  TRA (SSOA contractor) 
 

 

D. ACCIDENT SUMMARY 

For a summary of the accident, refer to the Accident Summary in the docket for this 

investigation.   
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E. DETAILS OF THE INVESTIGATION 

 
Figure 1: An aerial view of the accident site, track 1 at Norristown Transportation Center. 

Source: NBC10 Philadelphia. 
 

1.0 Description of the accident location. 

SEPTA 

Southeastern Pennsylvania Transportation Authority (SEPTA) is one of the 

largest transit systems in the United States, serving five counties in the Greater 

Philadelphia area and connecting to transit systems in Delaware and New Jersey. Its 

services include regional rail, busses, trolleys, subway and a high-speed line to 

western suburbs.1 

Created by the Pennsylvania legislature in 1963, SEPTA operates over 157.8 

miles of passenger rail, with 74.9 miles of heavy rail and 82.9 miles of streetcar 

 
1 About – Southeastern Pennsylvania Transportation Authority 

https://wwww.septa.org/about/
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service. In 2019, SEPTA provided 113,571,067 unlinked passenger trips (UPT), with 

90,754,189 heavy rail UPT and 22,816,878 streetcar UPT.2 

 

• Norristown High Speed Line 
The M, formerly known as the Norristown High Speed Line, is a 13.4-

mile interurban light rapid transit line in the SEPTA Metro network, 

running between the 69th Street Transportation Center in Upper Darby 

and the Norristown Transportation Center in Norristown, Pennsylvania. 

 
• Norristown Transportation Center 

Norristown Transportation Center (NTC) is a two-level multimodal public 

transportation regional hub located in Norristown, Pennsylvania and 

operated by SEPTA. NTC opened in 1989. 

The accident site was the end of track 1 at Norristown Transportation 

Center (NTC) which is the northernmost terminal of the SEPTA Norristown High 

Speed Line. There are two tracks at this evelated terminal. Track 1 is the 

straight route from the main line and would be to the left side when traveling 

north. Track 2 is the diverging route from the main and is to the right when 

traveling north. Trains on both tracks discharge and receive passengers from a 

central platform between the two tracks. Both tracks are equipped with a fixed 

 
2 As referenced in the January 26, 2022 FTA triennial audit of Pennsylvania Department of 

Transportation. 
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end-of-track bumper device3. 

 
Figure 2: Accident damage to B-end of Septa Car 153. Source: NTSB. 

  
Figure 3: Accident damage to end of track bumper at Norristown. Source: NTSB. 

 
3 An end of track bumping device, also known as a bumping post, bumper, bumper block or 

stop block is a device used to prevent railway vehicles from going past the end of a physical section of 
track. Some bumpers work on friction only, while others use hydraulics to absorb energy. 
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1.1 Method of Train Control 

The SEPTA Norristown High Speed line utilizes Automatic Train Control (ATC)4 

to coordinate vehicle movements. This system will indicate the maximum authorized 

speed for the segment of track on which the vehicle is operating and enforce braking 

if the vehicle exceeds that speed. The system will stop the vehicle at certain control 

points as necessary along the route. For a more detailed description of this method 

of train control, see the Signal Group Factual Report. 

2.0 Events Prior to the Accident 

 

2.1 SEPTA Train 153 

The Operator of SEPTA train 153 started their tour of duty on Sunday May 11th 

at 4:46 a.m. at 69th Street Yard in Upper Darby, Pennsylvania. The operator and train 

departed 69th Street and made 2 complete round trips between 69th Street and 

Norristown. There were no reported incidents or defects with either the equipment or 

the operator prior to the accident. 

2.2 Timeline of Events Prior to the Accident 

The timeline below was complied using event recorder data. It should be 

noted that the original event recorder timestamp was incorrect and was 8 hours, five 

minutes and 16 seconds ahead of the onboard video footage. The times shown have 

been corrected to reflect local time and coincide with the vehicle camera times. 

Local 
Time 

Event Description 

4:56:00 Car 153 operator reports for duty. 
4:58:33 Car 153 event recorder powers-up. 
5:03:32 First indicated movement of Car 153. 

 
4 Automatic Train Control (ATC) refers to a system that monitors and controls the movement of 

trains, ensuring safety and efficiency. It involves a combination of software and hardware that helps 
regulate speed, monitor train locations, and manage traffic flow. 
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5:30:20 Car 153 departs 69th Street Transportation Center on time. 

6:04:22 
Car 153 arrives Norristown Transportation Center 5 minutes 
behind schedule. 

6:10:05 Car 153 departs Norristown Transportation Center on time. 

6:44:23 
Car 153 arrives 69th Street Transportation Center 4 minutes 
behind schedule (1st round trip complete). 

7:05:05 Car 153 departs 69th Street Transportation Center on time. 

7:40:49 
Car 153 arrives at Norristown Transportation Center 6 minutes 
behind schedule. 

7:50:13 Car 153 departs Norristown Transportation Center on time. 

8:20:45 
Car 153 arrives 69th Street Transportation Center on time (2nd 
round trip complete). 

9:06:05 
Car 153 departs 69th Street Transportation Center 1 minute 
behind schedule. 

 
Figure 4: Timeline of events for SEPTA Car 153 and operator from start of shift. 
 

2.3 Previous Stops Made at Norristown Transportation Center 

The operator of Septa Car 153 had made two previous stops at Norristown 

Transportation Center on the day of the accident, one at 6:04 am and the other at 

7:40 am. In both instances the operator approached using throttle setting P2 to reach 

10-11 mph until 12-15 seconds prior to stopping. Once 12-15 seconds from the 

desired stop, the operator used braking positions B3-B5 to reduce speed below 5 

mph. The operator would then transition back to throttle power settings P1 or P2 to 

spot the car before using braking position B7 to stop at the desired location. 

3.0 The Accident 

SEPTA Cars arriving at Norristown Transportation Center (NTC) encounter the 

final signal for movement authority at signal 1N just south of NTC. The train control 

system will stop the vehicle south of the signal with a “No Code” ATC enforcement. 

From this point, the operators are required to ask permission from the control center 

to proceed into NTC for berthing. Once permission to stop and proceed is obtained, 

the operator will activate the override button on the control console and will then be 

able to continue north past the signal and into NTC. 
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The following timeline was developed using the vehicle event recorder and 

camera footage from SEPTA Car 153 as well as audio recordings of radio 

communications with the control center and cell phone records. This timeline is also 

time corrected in the same manner as described in section 2.2 of this report. 

 

Local Time Event Description 

9:43:48 
Car 153 Operator receives authority to stop and proceed at Signal 1N from control 
center via radio. 

9:43:54 
Car 153 stops on Schuykill River Bridge to comply with Stop and Proceed at 1N 
signal. 

9:43:58 Car 153 momentarily applies power and begins movement north again. 

9:44:04 Car 153 applies braking and stops again. 

9:44:09 
Car 153 begins moving again after pressing the override button. Throttle position 
P2 is indicated on the event recorder. 

9:44:10 to 
9:44:25  

Car 153 indicates reaching a maximum speed of 13 mph during this time while in 
P2 

9:44:26 Car 153 reduces to throttle position P1, speed has reduced to 11 mph at this time. 

9:44:37 
Car 153 indicates an increase to throttle position P2, speed has reduced to 5 mph 
at this time. 

9:44:38 to 
9:46:06  

Car 153 indicates remaining in throttle position P2 and  accelerating to a 
maximum speed of 11 mph during this time. 

9:45:07 
A-end camera shows Car 153 has cleared the 1st departing signal. Throttle 
remains in P2, speed steady at 11 mph. 

9:45:10 
A-end camera shows Car 153 has cleared the 2nd departing signal. Throttle 
indication remains P2, speed is steady at 11 mph. Vestibule camera shows stop 
marker cones visible through side door window. 

9:45:14 
Car 153 is still indicating throttle position P2, speed is steady at  11 mph. B-end 
Camera shows bumping device face in clear view. 

9:45:15 
Car 153 now shows in emergency. Speed has dropped to 9mph. B-end camera 
shows impact to bumping device. 

9:45:16 
Car 153 registers B5. speed registers 3 mph. B-end camera shows Car 153 moving 
backwards. 

9:45:17 
Car 153 indicates braking position B7, speed registers 2 mph. B-end camera 
shows Car 153 still moving backwards. 

9:45:18 
Car 153 still registers B7, speed now registers 0 mph. B-end camera confirms Car 
153 is now stopped. 

9:48:06 
Off-duty Maintenance Manger calls-in to report accident, relayed from witnessing 
custodian. 

9:50:37 Car 153 Operator reports accident to control center via radio. 
9:52:24 Car 153 Operator again reports accident to control center via personal cell phone. 

Figure 5: Timeline of events for SEPTA Car 153 and operator immediately prior to the accident. 
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4.0 Brake Stopping Distance Test 

On May 15th, 2025, NTSB investigators met with the participating parties at the 

SEPTA Mechanical Shop in Upper Darby, PA and finalized coordination for the planned 

examination and testing. A section of the Norristown High Speed Line on track 1 

between milepost 4.0 and 4.6 was designated for the test. SEPTA officials stated that 

this section of track is their designated brake testing location. 

SEPTA provided a qualified vehicle operator, SEPTA Car 153 (the actual vehicle 

involved in the incident), and personnel with distance measuring equipment. No 

repairs or adjustments were made to the braking or propulsion systems of SEPTA Car 

153 between the incident and the test. 

A visual examination of SEPTA Car 153 was performed from the ground prior to 

departure to observe for deposition of sand. Car 153 deposited sand when manually 

commanded from both A and B ends of the car.  

SEPTA Car 153 was brought to 15 MPH, and multiple methods were used to 

bring the vehicle to a stop from a fixed point. Distances traveled and elapsed times 

were recorded in the chart below.  

Each of the four tests were conducted while controlling Car 153 from the B end 

(as it was at the time of the accident) and while traveling in the same direction (north) 

on the Norristown High Speed Line to ensure uniformity of track profile in the test 

segment. 

 

 

 

Method of Stop Tested Distance 

Traveled 

(feet) 

Time 

Elapsed 

(seconds) 

Master controller placed in B4 position  81 7.63 
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Master controller placed in Emergency position 32 3.78 

Emergency stop plunger “Mushroom” 23 3.45 

Releasing master controller “Dead man feature5” 48 5.46 

Figure 6: Results of SEPTA Car 153 stop distance testing. 
 

A visual examination of the rail and SEPTA Car 153 was performed during the 

test to observe for any deposition of sand or visual indications of slipping or sliding 

wheels during acceleration and deceleration. No indications of “wheel slip” appeared 

on the operator’s console during any of the testing though the vehicle was deliberately 

accelerated and decelerated rapidly. Ground level observers saw neither indication of 

slipping or sliding wheels nor indications of sand being deposited on the rails. 

Additionally, no wheel slip was indicated on the subsequent event recorder review. 

Further testing will be conducted by SEPTA to induce a wheel slip to determine if the 

wheel slip channel on the event recorder for SEPTA Car 153 is working properly. 

 

The SEPTA vehicle operator reported that all the control mechanisms were 

working properly during the test. It was visually confirmed that throttle positions “P3” 

and “P4” were used to bring the vehicle up to speed during the stopping distance test 

to allow for comparison against the event recorder data after the test was completed. 

 

Weather conditions during the stop distance test were overcast and 66 degrees. 

There was no rain observed during testing, but it had rained earlier that morning and 

humidity remained high. It is the consensus of the investigative group that the 

conditions observed on the day of the stop distance test would not have allowed for 

any increased braking performance compared to the conditions recorded on the day 

of the accident which were sunny and dry. 

 

 
5 A “dead man” switch or feature is designed to be activated if the human operator becomes 

incapacitated and subsequently releases pressure on the switch, pedal or lever. Once pressure is 
released, the equipment is designed to come to a stop. 
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5.0 Cab Car Event Recorder Review 

The vehicle event recorder for SEPTA CAR 153 was downloaded post accident 

by SEPTA. A paper copy of the event recorder was provided to the NTSB on 05/15/25 

after the conclusion of the on-scene portion of the investigation. A review of the event 

recorder data confirms that the indicated speed was 11mph and that the throttle 

position indicated was P2 until impact with the end of track bumper. Wheel 

measurements taken by SEPTA and NTSB confirm the accuracy of the vehicle speed 

indicated on the event recorder.  

The vehicle event recorder was also downloaded after the braking distance 

test conducted on 5/15/25. Multiple times during the braking distance test, the 

master controller6 was placed in throttle positions P3 and P4. A review of post-test 

event recorder data confirmed that placing the master controller in throttle positions 

greater than P2 (P3 or P4) will only indicate as P2 on the event recorder. Controller 

positions P1, Coast, B1, B2, B3, B4, B5, B6, B7 and Emergency were verified to 

register properly and as utilized on the event recorder. 

 
Figure 7: Scan of SEPTA Car 153 event recorder data indicating rapid loss of speed on 5/11/25 
at 17:50:31. Event recorder time indicated was verified to be 8 hours, 5 minutes and 16 seconds 
in advance of local time, placing time of impact at 09:45:15 local time. 

 
6 The master controller is a control lever used in mass transit vehicles that combines the 

accelerator, brake and emergency controls into a single hand-operated device. 
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6.0 SEPTA CAR 153 VIDEO CAMERAS 

SEPTA Car 153 was equipped with a total of 15 video cameras labeled 

channels 1 through 13 and 15 through 16. A review of the recordings from the day of 

the incident revealed that the camera channel covering the operator was 

malfunctioning and the actions of the operator in the cab could not be reviewed 

while on scene. The recorder was retained and sent to the NTSB Recorders Division 

for review. A detailed report of the video recorder will be available in the docket. 

A review of the control cab inward-facing camera (Channel 13) after the stop 

distance test revealed intermittent interference with the image quality and other 

irregularities. At times, the camera displays the operator clearly but is frequently 

obscured with pixelation, vertical lines and occasional reversion to chronologicaly 

earlier images in the recording. The original recorder was secured by the NTSB for 

further analysis. See the video recorder factual report in the docket for further 

information. 

 
Figure 8: SEPTA Car 153 outward facing camera 1 second before impact, bumper in view. 
Source: SEPTA 
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Figure 9: SEPTA Car 153 outward facing camera at time of impact with bumper, image quality 
and color disturbed due to force of impact. Source: SEPTA 

7.0 OPERATOR CELL PHONE RECORDS 

The personal mobile phone records for the operator of SEPTA Car 153 were 

subpoenaed. A mobile phone records factual report is included in the docket. 

8.0 OPERATING RULES IN EFFECT AT THE TIME OF THE ACCIDENT. 

SEPTA Rail Operations Division Rules Manual 4th Edition  Effective Sunday, 
November 4, 2018 and SEPTA Surface Operations Suburban Victory District 
Special Instructions effective Sunday November 3rd, 2019 were provided. 
SEPTA operating rules that may be applicable in this accident are the 
following: 

 
RDR-20. Regulation of Speed  
 
The employee responsible for the movement of any train, vehicle or other on-track 

equipment must regulate speed to ensure safe operation. Trains/vehicles must not 

exceed the maximum authorized speed. Where discrepancies exist concerning the 

maximum authorized speed, the lower speed will govern.  

All diverting moves on main tracks must not exceed 15 MPH 
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20-NR1. Maximum Authorized Speeds  
The table identifies the maximum authorized speeds on the Norristown High 

Speed Line and permanent speed restrictions due to civil speed limits on the track. 

Employees must note that the civil speeds listed below may differ from the maximum 

speeds authorized by cab signal indications. When the cab signal speed differs from 

the maximum authorized civil speed, vehicles must be operated at the lower of the 

two speeds. 

    

      
     

Figure 10: Maximum speed table from SEPTA rule 20-NR1 indicating 15 mph maximum at NTC. 
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RDR-29. Station Stops  

A. Scheduled Stops  
 Unless otherwise directed, revenue trains / vehicles must stop at all stations 

where scheduled to receive or discharge passengers. For single car and two car 

operations, vehicles must approach all stations prepared to stop at the proper 

location. A stop is required unless the operator can determine no passengers 

wish to board or exit the train / vehicle. At stations equipped with Passenger 

Advance Lights, when the light is lit, train/ vehicle must stop at the station and the 

operator must extinguish the light and / or pick up or discharge passengers. 

 

B. Train / Vehicle Positioning at Stations  

   Operators are responsible for knowing the number of cars in their train / vehicle 

consist. The train / vehicle must be stopped with the front of the train / vehicle at 

proper location marker, if equipped, in accordance with length of the train. 

When a station is not equipped with car marker signs, the train / vehicle must be 

stopped at a location that is safe and convenient for passenger flow.  

Should the train stop short or overrun the station platform, and the Operator is not 

certain that all of the doors are on the platform, the doors must not be opened until 

the train is moved to its proper position on the platform or the operator has 

determined all the doors are on the platform.  

 
1. Car Marker Signs  

            
Indication: Where in use, stop the leading end of the train / vehicle at the Car 

Marker Sign that corresponds to the number of cars in the train at a station or 

turn-back location. 
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2. All Trains Stop Here Sign  

 
Indication: Where in use, stop the leading end of the train / vehicle at the All 

Trains Stop Here Sign. 

 
3. Left / Right Side Door Indicator Signs  

 
Indication: Where in use, the sign indicates the side of the train / vehicle on 

which the doors are to be opened under normal operating conditions. 

 
 C. Train / Vehicle Passes a Station Platform 
 

If the train / vehicle passes its proper berthing location but stops within two car 

lengths of the station platform, it may back up to its proper berthing location 

unless any part of the train or vehicle stops beyond an interlocking signal, 

regardless of whether the aspect is permissible. In this case, permission must 

be granted by the Train Dispatcher / Controller before movement in any 

direction in accordance with RDR-614. If a train / vehicle passes its proper 

berthing location and is more than two car lengths beyond a station platform, 

the train / vehicle must not back up to re-enter the platform without permission 

of the Train Dispatcher / Controller.  

The operator must not open the doors until it is determined all doors are 

properly positioned on the station platform. If any part of the train or vehicle 

stops beyond an interlocking signal, regardless of whether the aspect is 

permissible, the operator must not open the doors until permission is granted 



 

OPERATIONS GROUP  RRD25FR012 
GROUP CHAIR'S FACTUAL REPORT   PG 20 OF 42 

by the Train Dispatcher / Controller to reverse and the train or vehicle has 

been positioned at its proper berthing location.  

 
D. Door Operations 
 
Once opened, the doors must not be closed until all passengers have had the 

opportunity to board and exit the train / vehicle. Doors must not be closed 

until they have been fully opened for at least five seconds or until it is 

determined all passenger have boarded or exited. Operators of revenue 

trains/vehicles must ensure passenger doors are closed before moving the 

train / vehicle. Operators must follow the prescribed procedures to ensure 

safety if an en-route indication is received that door/s have opened. 

 
 E.      Unscheduled Stops  

Scheduled trains / vehicles must not make unscheduled stops to receive or 

discharge passengers or employees without authorization of the Control 

Center. 

 
 F. Checking Trains / Vehicles  

Employees must check the train / vehicle for passengers before going out of 

service, in spurs, or into the yards. Passengers must be politely requested to 

leave the train. If the situation warrants, the Train Dispatcher / Controller must 

be notified. 

 
 RDR-21. Movement at Restricted Speed  

Movements made at Restricted Speed must comply with the following 

requirements:  

a. The movement must be controlled to permit stopping within one half the   

range of vision short of:  

1. Other vehicles or equipment occupying or fouling the track 

2. Obstructions on or fouling the track 
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3. Switches not properly lined for movement 

4. Derails set in the derailing position 

5. The end of track 

6. Any signal requiring stop, 

AND  

b. Employees controlling or directing a movement at Restricted Speed must be 

on the lookout for broken rail and misaligned track,  

AND  

c. Movement must not exceed 20 MPH outside interlocking limits, 15 MPH within 

interlocking limits and 5 MPH within yard limits and shop areas, unless 

otherwise specified or restricted.  

This restriction applies to the entire movement. 

 

RDR-353. Movement With Operative  

Automatic Train Control Apparatus 

A. Speed Authorization 

The speedometer/speed display unit indicates the speed at which an overspeed 

penalty will occur. The speed of the train / vehicle must be controlled so as not to 

achieve the overspeed condition, while at the same time avoiding unnecessary 

delay.  

Operators must report any condition that prevents a train / vehicle from being 

operated at less than the maximum authorized speed. 

 
     B. Overspeed Activation 
 

In the event the train speed achieves any of the illuminated speed aspects, the 

overspeed light will illuminate and the audible alarm will sound. To avoid a 

penalty stop, the control handle must be placed in the appropriate brake position 

within the prescribed time. 
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The audible overspeed alarm and overspeed light will deactivate when the Train 

Operator: 

 1. Responds within the required time, 

AND 

2. Maintains application of the appropriate brake position until speed has been 

reduced below the maximum illuminated speed aspect. 

 

C. Display of “No Code” 

In the event the system conveys a “No Code”, an audible alarm will sound and the 

overspeed light will illuminate when the train is moving; when the train is stopped, 

all Speedometer / Speed Display Unit lights will become dark. Upon receipt of a 

“No Code” the operator must: 

1. Bring the train / vehicle to a complete stop, 

AND 

2. Unless otherwise specified by Special Instruction, contact the Train 

Dispatcher / Controller for instructions prior to moving the train / vehicle.  

3. After permission has been granted to proceed, activate the “Stop / Proceed” 

button. The 15 MPH aspect will flash and an audible tone will sound. The 

movement must be made at Restricted Speed until receiving a more 

favorable speed display or passing a more favorable interlocking signal. 

Speed must not be increased until the train has run its entire length. 

When communication cannot be immediately established, operators must activate 

the “Stop / Proceed” button and proceed at Restricted Speed. A report of the 

situation must be made to the Train Dispatcher / Controller as soon as possible 

without delay. Attempts to make this report must begin no later than the next station 

after receipt of the “No Code.” 
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RDR-37. Use of Emergency Braking System  

Train / vehicle emergency braking systems must only be used in emergency 

situations when necessary to prevent an accident, injury or damage. Once the 

emergency brake system has been activated, the train / vehicle must come to a 

complete stop before attempting to recharge the system. 

 

RDR-924. Safe Operation of Train / Vehicle  

Operators must be attentive and maintain a constant and vigilant lookout for anything 

that would affect the safe movement of their train or vehicle. If anything distracts the 

attention from a constant lookout ahead, or if weather or other conditions reduce 

visibility, operators must at once regulate their speed and operation to ensure safety.  

A. Operator Responsibility for Safety 

Operators are responsible for taking the following actions:  

1. Making the safety of patrons and employees a priority over every other 

consideration.  

2. Exercising good judgment, avoiding risks and complying with all rules and 

orders.  

3. Ensuring all passengers boarding or leaving the vehicle are clear of the 

doors and the doors are closed before moving the train / vehicle.  

4. Keeping aisles and passageways of vehicles clear of all baggage, to the 

extent practical. Baggage should be kept between seats and out of the 

aisles.  
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 5. Keeping careful watch for trespassers on the right-of-way, pedestrians, 

highway traffic and other obstacles in the foul of the track and exercise due 

diligence to avoid an accident or injury.  

6. Notifying the controller of any trespasser or hazardous condition on the 

right-of-way.  

Operators must monitor air pressure and other gauges and indicators while 

operating trains / vehicles. The Control Center must be immediately notified any time 

the gauges indicate abnormal conditions or any time the braking system is defective.  

 
B. Adverse Weather Operations 

Operators must adjust their operation during adverse weather and other unusual 

conditions to ensure safety, including but not limited to:  

1. Adjusting their speed to maintain control of the vehicle when poor or limited 

visibility exists such as fog, heavy rain or snow.  

2. Operating with extreme caution during slippery rail conditions caused by 

rain, sleet, petroleum or other slippery materials, chemical spray, leaves, 

snow or ice. Operators must consider temperature and other weather 

related changes when operating trains / vehicle.  

3. During periods of snow or ice accumulation, ensuring that all switch points 

are free of ice/snow and that the points can be properly set for direction of 

travel. Upon inspection, operators may have to clear an obstruction in order 

to restore the switch to the normal operation. In such instances, the Control 

Center must be immediately notified. Operators must never place hands, 

feet or any other body part in switch points. 

When the track area is flooded, Operators must stop their vehicles short of the 

flooded area, ensure it is safe before proceeding, and follow the proper procedures 

for operating through high water. 
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RDR-921. General Responsibility of Rail Vehicle Operators  

A. General Responsibility 

Operators of rail vehicles are responsible for the following:  

1. Compliance with all operating rules and procedures. 

2. The observance of all signals and signs, and for controlling their movements 

accordingly. They must regulate speed and exercise discretion, care and 

vigilance in moving vehicles to prevent accidents, injury to persons, 

damage to property, collisions or derailments, or delays to service.  

3. The safety, comfort and convenience of their passengers.  

4. The safe and efficient operation of their trains or vehicles. This includes but 

is not limited to performance of all required tests and inspections when 

taking control of a train or vehicle, following proper Log On and Log Off 

procedures, and proper reporting of any equipment defects or unusual 

occurrences.  

5. The proper operation of doors.  

6. The proper display of destination signs.  

7. The proper lighting and ventilation of vehicle.  

8. Operating on schedule. At no time will a vehicle run ahead of scheduled 

time.  

9. All operational functions including, but not limited to, trainlining, 

troubleshooting, and responding to annunciator indications.  

10. Preparation of Train / Vehicle, including: 

a. Performing a vehicle inspection in accordance with the current 

procedure prescribed for that specific vehicle before departing any yard 

or when making relief.  

b. Completion of the proper inspection forms or reports.  

c. Performance of the brake test prescribed for the type of equipment to be 

operated. 
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 B. Operator Requirement to Report Defects on Vehicles 

Operators are required to report all defects found on vehicles regardless of the 

degree of the defect. Defects affecting the safe operation of the vehicle or the 

ability to maintain schedule must be reported to Control Center or a supervisor 

immediately. Non-safety critical or non-schedule altering defects must be 

reported as soon as practical without delaying service. After reporting the defect 

the Operator is governed by the instructions received.  

All defects must be recorded on the prescribed form and submitted no later than 

the completion of the assignment. Defects requiring a vehicle to be removed from 

service must be completed promptly and left with the vehicle or given to the 

relieving employee. 

 

C. Vehicle Operation 

Trains / vehicles must be operated in the appropriate manner. The following is 

prohibited:  

1. Rapid acceleration that causes spinning of the wheels.  

2. Use of the "door switch" for braking.  

3. Use of track brakes for routine braking.  

4. Misuse or non-compliance to the "Standard or Emergency Operating Rules" 

pertaining to equipment applications.  

5. Giving hands signals to highway traffic, pedestrians, or other users of streets 

and rights of way. 

An assigned operator must not permit another qualified operator to take over 

operation of a vehicle unless authorized by Control Center or supervision. If 

authorized by supervision, Control Center must be advised immediately. 

Scheduled trains / vehicles must complete their entire schedule unless otherwise 

directed by the Control Center. 

 
D. Reporting Delays 
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Operators must advise the Control Center of interruptions, or any known 

condition that will delay the train / vehicle or prevent it from maintaining schedule, 

including but not limited to: 

1. All Sub/El delays in excess of 1 minute; 

2. All standing delays in excess of 5 minutes, unless previously reported;  

 3. All running delays to schedules of 10 minutes or more; 

 4. All delays of 2 minutes or more when relief does not 

    show or in unfit for duty; and 

5. Whenever a line diversion is required. 

 
RDR-362. Proceed Cab  

  
 
Indication: Trains with operative cab signals proceed straight on main line route at 
speed governed by cab signals. Trains without operative cab signals must stop and 
call Control Center for instructions. 
 

NORRISTOWN HIGH SPEED LINE SPECIAL INSTRUCTIONS 

921-NR3. Brake Test Procedures  

a. N-5 Train - Yard  

1. Enter the B-end cab and insert the key into the control key switch. Set the 

mode switch to STANDBY, and verify that the controller handle is in the B7 

position. Turn on all interior lights and emergency evacuation light switches 
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and activate sander switch. Activate the Headlight Bypass switch in the K41 

cabinet and the Headlight switches on both consoles.  

2. Verify the parking brake is applied (0 PSI) and the disc brake cylinder 

pressure is 35 PSI or more.  

3. Perform a walk around inspection, making sure all cutout cocks are in the 

NORMAL position (handle crosswise to the pipe) and all lights are in 

working condition and sand has been dropped.  

    If a walk around inspection cannot safely be conducted in the NHSL barn, 

Operators must position their vehicle outside of the barn, clear of the 

walkway and perform the walk around in the NHSL yard.  

4. Make sure all switches to be used are set properly for your movement.  

5. Turn Headlight Bypass switch off in K41 cabinet.  

6. Once the main reservoir pressure exceeds 120 PSI, set the mode switch to 

Run and the reverser handle to Forward. To cancel the overspeed alarm, 

momentarily press the stop and proceed switch. Charge the emergency  

pipe by pressing the recharge rocker switch until the emergency pipe pressure 

reaches 110 PSI.  

7. Make an emergency brake application by depressing the emergency stop 

button. Verify the emergency pipe pressure decreases to zero PSI and that 

the brake cylinder pressure increases to 50 PSI or more.  

8. Place the emergency stop button in the UP position and after approximately 

30 seconds recharge the system.  

9. Make an emergency brake application by moving the controller handle to 

EM.  

10. Verify that the emergency pipe pressure  

reduces to zero PSI and that the brake cylinder pressure increases to 50 PSI or 

more  

11.Move the controller handle to B7 and after approximately 30 seconds 

recharge the emergency pipe.  
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12.Release the parking brake by momentarily pressing the parking brake 

release rocker switch, and verify that the parking brake air pressure is 110 

PSI.  

13.Press the controller handle and move it to “Coast.” Verify that the brake 

cylinder pressure Reduces to zero PSI.  

14.With the controller handle in ”Coast,” release pressure on the controller 

handle to activate the deadman feature. Verify that a full service brake 

application occurs (35 PSI or more brake cylinder pressure) then place the 

handle in P1 and verify that there is no propulsion.  

15.Reset the deadman feature by pressing down on the controller handle and 

moving it to the B5, B6 or B7 position.  

16. Perform a running brake test by placing the controller handle in P1 position 

to move the car. Then make a service brake application to verify that the 

train stops properly. 

17. Change ends and repeat steps 4 through 16. 

b. N-5 Train - TERMINAL  

1. Close the doors, make sure the parking brake is released, press the 

controller handle and move it to “Coast.” Verify that the brake cylinder 

reduces to zero PSI and that the disc brake applied indicator turns off.  

2. With the controller handle in “Coast” release the controller handler to 

activate the deadman feature. Verify that a full service brake application 

occurs (35 PSI or more brake cylinder pressure) then place the controller 

handle in P1 and verify that there is no propulsion.  

3. Reset the deadman feature by pressing down on the controller handle and 

moving it to the B5, B6 or B7 position  
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9.0 OPERATOR TRAINING AND RULES COMPLIANCE INFORMATION. 

9.1 Certification and Re-certifcation Information 

SEPTA requires each operator to recertify annually. 
 

NAME HIRE DATE CRAFT NHSL 
QUAL 
DATE 

LAST RIDE 
EVALUATION 

LAST  RE-
CERTIFICATION 

SEPTA Car 153 
Operator 

10/11/2021 Operator 08/15/2023 05/29/2024 05/29/2024 

Figure 11: SEPTA provided data regarding the certification of the operator of SEPTA Car 153. 
 

9.2 Crew Hours of Service (HOS) Information 

The operator of SEPTA Car 153 had 13 hours and 24 minutes of off-duty time 

before the day of the accident. The day of the accident was the operator’s 2nd 

consecutive work day. The operator had been working this assigned route and 

schedule since Febrarury of 2025. 

 
NAME DATE TL HRS ON DUTY/ 

HRS INTO SHIFT 
AT TIME OF 
INCIDENT 

PRIOR OFF-DUTY 

SEPTA Car 153 
Operator 

5/10/2025 10 hours and 18 
minutes 

33 hours and 16 
minutes 

SEPTA Car 153 
Operator 

5/11/2024 4 hours and 50 
minutes 

13 hours and 24 
minutes 

Figure 12: SEPTA provided data regarding time on duty at the time of the accident and previous 
shift worked including the time off-duty prior to each shift. 
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9.3 SEPTA Car 153 Operator Testing Record 

NAME START 
DATE 

END 
DATE 

TEST 
EVENTS 

TOTAL 
RULES 

OBSERVED 

NON-
COMPLIANT 

RULES NON- 
COMPLIANCE 

% 
SEPTA Car 

153 
Operator 

5/11/2024 5/11/2025 9 61 1         1.6% 

Figure 13: SEPTA operational testing records for the operator of SEPTA Car 153 going back 1 
year prior to the accident. 

9.4 SEPTA Car 153 Operator Previous Safety History 

The NTSB was provided with records of all previous safety incidents and 

accidents for the operator of SEPTA Car 153 as well as SEPTA policies regarding 

post-incident training safety training or re-training including any offered to the 

operator of SEPTA Car 153. These records cover the operators time operating in all 

three SEPTA transportation modes including light rail, trolley and bus operations. 

Since hiring in 2021, the operator has been involved in three collisions that were 

deemed preventable where the operator either contributed to the accident or failed 

to take an action that would have prevented the accident. Two of the accidents 

occurred while in bus service and one while in trolley service.   

The operator was additionally charged under the SEPTA performance 

counseling program for three collisions for which the operator was determined to be 

solely responsible for the accident and for which he was suspended from service from 

one to three days each. All three of these collisions occurred while in bus service. The 

operator was also assessed discipline for a stop signal violation for which he served a 

5 day suspension. 

In December of 2024, after the operator’s most recent bus collision prior to the 

incident at Norristown, the operator was discharged through the SEPTA progressive 

discipline policy. The operator had been been returned to work on the SEPTA “Last 

Chance” policy and was on probation at the time of the accident. 
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10.0 INTERNAL OVERSIGHT 

 
SEPTA provided a copy of their 2025 Transit Rail Rules Compliance Program 

for Subway/Elevated, Suburban Rail & Light Rail Transportation User’s Maunual 

effective February 1, 2025 and is included in the docket. The user’s manual outlines 

participant responsibilities, training, qualification and recertification requirements for 

participants, procedures for conducting tests, data entry guidelines and department 

goals broken down by SEPTA rail transit mode.  

 

 
Figure 14: Section E from the SEPTA Transit Rail Rules Compliance Program User’s 

Manual with monthly testing goals for participating employees with Norristown High Speed 
Line (NHSL) highlighted. Source: SEPTA 
 

The NTSB requested and received 365 days of rules compliance program data 

on the NHSL, as well as compliance data specific to the Norristown Transportation 

Center (location of the accident) and for the operator of SEPTA Car 153.  
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11.0 EXTERNAL OVERSIGHT 

11.1 Pennsylvania Department of Transportation (PennDOT) 

The Pennsylvania Department of Transportation (PennDOT) State Safety 

Oversight Agency (SSOA) manages a statewide safety program established by the 

Pennsylvania Legislature through House Bill 840. PennDOT SSOA preceded federal 

state safety oversight (SSO) guidelines created in 1997 under 49 C.F.R. Part 659 and 

has transitioned to the requirements under 49 C.F.R Part 674 under Moving Ahead 

for Progress in the 21st Century (MAP-21) as of 2018 and revised in 2024. The 

PennDOT SSOA also derives its authority from Pennsylvania State Law Title 74 Part II 

(Public Transportation), Chapter 15 (Sustainable Mobility Options) section 1510.1 

(State Safety Oversight Office). With this authority, the PennDOT SSOA is responsible 

for oversight of fixed guideway transit systems in Pennsylvania to meet related rail 

safety oversight requirements of the Federal Transit Administration (FTA) and the 

Commonwealth of Pennsylvania.  

11.1.1 PennDOT SSOA Audit of SEPTA 

In accordance with 49 CFR 674.31, a State Safety Oversight Agency (SSOA) 

must conduct a complete audit of a Rail Transit Agency’s compliance with its Public 

Transportation Agency Safety Plan at least once every three years. PennDOT is the 

designated SSOA for SEPTA. PennDOT elects to conduct this audit on an on-going 

basis over the 3-year timeframe. The last of the on-going audits was conducted on 

March 4th and 5th of 2025 and released on April 29. All audits conducted by PennDOT 

over the 3-year review period are included in the docket. Findings from the PennDOT 

SSOA audits will result in findings of non-compliance for which a Corrective Action 

Plan (CAP) will be developed and implemented by SEPTA. 

For the 3-year audit period, PennDOT SSOA identified findings of non-

compliance regarding rules compliance across the SEPTA system, and specifically on 

the SEPTA Norristown Highspeed Line (NHSL). The findings submitted originated 

from internal SEPTA audits, SSOA conducted audits, SSOA inspections as well as 
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safety events. The CAPs developed by SEPTA are reviewed and approved by 

PennDOT SSOA. The approved CAPs are tracked to document progress through to 

completion and either the elimination or reduction of the safety risk. 

From 2022 until the date of the accident, 27 CAPs had been opened focusing 

on SEPTA’s NHSL operation. Of these 27 CAPs, 21 had been closed and 6 remained 

open at the time of the accident. During the same timeframe , 10 CAPs had been 

opened regarding rules compliance and training across all of SEPTA’s rail transit 

systems. Of these 10 CAPs, 7 remained open at the time of the accident.  

 

11.2 Federal Transit Administration 

The Federal Transit Administration (FTA), is an agency within the U.S. 

Department of Transportation (DOT). FTA is headed by an administrator appointed 

by the President of the United States. FTA is one of DOT’s 10 modes of transportation 

and is run by a headquarters in Washington, D.C. as well as 10 regional offices that 

assist transit agencies in all states and U.S. territories. The FTA has an Office of Safety 

in Washington D.C. that conducts triennial audits of a State Safety Oversight Agency’s 

(SSOA) compliance with Federal requirements. 

  

The FTA is required to implement and maintain a national public 

transportation safety program to monitor the safety of all public transportation 

systems that receive federal funding. The safety program includes: 

  

1) The National Public Transportation Safety Plan, detailing safety performance 

criteria and minimum transit safety standards; 

  

2) The Safety Certification Training Program, a safety training regime for personnel 

who  conduct transit safety audits; 
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3) The Public Transportation Agency Safety Plan, a requirement for each transit 

agency to detail what it will do to ensure the safety of its system; and 

  

4) The State Safety Oversight Program, which establishes independent state-based 

rail transit safety oversight agencies, with enforcement authority to compel the rail 

public transit agency to complete necessary safety actions. 

 

11.2.1 FTA Audit of PennDOT SSOA 

The Federal Transit Administration (FTA) is required to monitor and evaluate 

SSOA compliance with FTA’s SSO rule on a triennial basis under 49 CFR part 674.11. 

The most recent FTA audit of PennDOT SSOA was released on January 26, 2022 and 

is included in the docket. 

 In the most recent audit, there were four findings of noncompliance.  

• PennDOT did not have a process or procedure in place to investigate 

allegations of noncompliance with a Public Transportation Agency 

Safety Plan (PTASP). 

• PennDOT did not ensure that the rail transit agency’s  (RTAs’) PTASPs 

review and approval checklists included the minimum elements. 

Specifically, recordkeeping requirements and safety performance target 

coordination with state and metropolitan planning organizations. 

• PennDOT did not ensure that the RTA included and implemented all 

PTASP part 673 requirements. In particular, the SEPTA PTASP did not: 

o Include safety performance targets. 

o Describe an ESRP that allows workers to report safety conditions 

to senior management, including protections for employees who 

report safety conditions or describe how the agency informs 

workers of safety actions taken in response to reports submitted 

through ESRP 



 

OPERATIONS GROUP  RRD25FR012 
GROUP CHAIR'S FACTUAL REPORT   PG 36 OF 42 

o Describe how the agency communicates its safety management 

policy to all agency employees. 

o Use updated terminology and processes required from part 673.  

o Describe a process to monitor operations to identify safety risk 

mitigations that may be ineffective, inappropriate or not 

implemented as intended. 

o Describe a process to identify causal factors as a part of safety 

event investigations. 

o Describe a process to monitor information reported through any 

internal safety reporting program. 

o Describe a management of change process to identify and assess 

changes that may introduce new hazards, if that change may 

impact safety performance or how to evaluate the proposed 

change. 

o Describe a process to develop and carry out a plan under the 

direction of the accountable executive to address safety 

deficiencies identified as a part of the safety performance 

assessment. 

• PennDOT did not ensure that all elements of the PTASP were internally 

reviewed by the RTA. Some of the audit elements for SEPTA did not 

have an assigned date for internal review. 

All four findings were closed out by the FTA by 3/11/2022. 

 

12.0  Toxicology Testing 

Post-accident drug and alcohol tests were administered to the operator of 

SEPTA Car 153. The results of the toxicology testing were negative for all substances 

included in the testing panel.  



 

OPERATIONS GROUP  RRD25FR012 
GROUP CHAIR'S FACTUAL REPORT   PG 37 OF 42 

13.0 Interviews conducted on scene 

The investigative team conducted 3 interviews relating to this accident on May 

12th and May 13th 2025. The following notes were taken. Please see the docket for 

full interview transcripts. 

13.1 SEPTA Car 153 Operator Interview Notes 

The operator stated that he was hired on October 11th, 2021 as a bus operator. 

After a year and half of bus service, he trained for three months as a trolley operator 

on the Media-Sharon Hill Line and then another three months of training on the 

Norristown High Speed line where he has primarily worked since completing his 

training. The operator stated that he was satisfied with the training he received and 

felt there is ongoing support and resources available if he needed them. The training 

received was described as a combination of instructor-led classroom training, on-the-

job training with a mentor and some on-line training as well. The operator stated that 

he felt that he was allowed to stop if he determined that conditions made further 

movement unsafe. 

The operator described his work schedule. He was on a regular assignment 

referred to as a “jumper” that had split days off (Wednesday and Friday) with different 

start times ranging from 4:56 to 6:20am depending on the day and had been on this 

schedule since February 26, 2025. In the estimation of the operator, he works 44-45 

hours per week. He stated that during weekdays, he will work the first part of his shift 

then have a 3-hour “swing” in between shifts before returning in the afternoon to 

complete the final portion of his shift. On weekends, he stated that there is no swing 

between shifts instead working straight through. On occasion, the operator stated 

that he has been asked to stay and perform additional tasks during his swing break. 

When asked about sleep and stressors, the operator stated that he had 

between six to eight hours of sleep the night before the accident and that there were 

no interfering events going on in his life. On the topic of cellular phones and other 

personal electronic devices, the operator stated that SEPTA’s policy is that electronic 



 

OPERATIONS GROUP  RRD25FR012 
GROUP CHAIR'S FACTUAL REPORT   PG 38 OF 42 

devices cannot be on your person and must be tuned off and stowed in a locker, 

vehicle or bag. When asked if he was in compliance with this policy, he stated that he 

was and that his phone was off and in his bag. 

Describing the day of the incident as “just a regular day”, he stated that he 

clocked in for work at 4:56 am. The operator stated that on the day of the incident, he 

was operating with a single car which he stated was normal on weekends. He also 

confirmed that operating with two cars during the week was typical. The operator 

stated that he did inspect the car he was using on the day of the accident and was the 

first operator of the day to use the car. No deficiencies with the equipment were 

reported by the operator. Conditions at the time of the accident were described to 

be sunny and clear by the operator. The operator stated that he could see the 

wayside signals and the end of track bumper clearly and that there are stop location 

indications on the platform at Norristown Transportation Center. He further stated 

that there are different stop location signs for operating with a single car and for 

operating with two cars. The operator confirmed that he was operating a single car 

on the day of the accident and that the stop location when operating a single car is 

farther away from the bumper than when operating with two cars. 

From the stop for the signal, the operator described starting his movement 

using throttle position P3 to get up to 12 to 13 miles per hour. He stated that he then 

placed the controller to braking position B4 as he approached the stop location. The 

operator stated that this is how he always stops at this location. He stated that when 

he placed the controller into braking position B4 immediately prior to the accident, 

that it did not stop SEPTA Car 153 as he had expected and that he panicked as a 

result. The operator was asked if he used any other braking position greater than B4 

immediately prior to impact, he stated that he did not. When asked why he did not 

place SEPTA Car 153 into a greater braking position or press the emergency stop 

brake, he stated that he “froze up”. 

The operator stated that SEPTA mentors and supervisors have gone on rides 

with him in the past since he started operating on his own. He stated that a supervisor 

went with him the weekend previous to the accident. 
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13.2 SEPTA Light Rail Instructor Interview Notes 

The instructor stated that he had been with SEPTA for nine years and had been 

an instructor for the last seven years. Prior to becoming an instructor, he stated that 

he had operated on the Norristown High Speed Line until 2018. In his current 

position, he stated that he trains operators on SEPTA’s Norristown High Speed Line, 

Media-Sharon Hill Line as well as various other SEPTA employee groups who require 

on-track safety training. 

The instructor stated that the current SEPTA light rail operator training 

program is 25 days in duration. The training program consists of both classroom and 

field training and includes single car as well as two car operations. He stated that 

training can be extended beyond the 25 days if necessary. Each instructor is usually 

responsible for two students during training but can occasionally be three students 

per instructor.  

According to the instructor, student operators are taught how to approach 

Norristown Transportation Center on both track 1 and track 2. The trainer described 

that track 1 at NTC has a total of three berthing locations identified as 1, 3 and 5. 

Track 2 at NTC has berthing locations 2 and 4. He stated that operators are trained 

that when they are operating with a single rail vehicle, they are to stop at berthing 

location 3 when on track 1 at NTC. The instructor stated that when stopping at 

berthing location 3 on track 1 as trained, there would be room for an another vehicle 

and an additional twelve to fifteen feet before the bumper. 

The instructor outlined the procedure that student operators are trained to 

perform when approaching and stopping at NTC. He stated that students are trained 

to approach NTC until the rail vehicle experiences an ATC “no code” causing a stop. 

After stopping, they are trained to obtain permission from the control center to 

activate the override and continue beyond the ATC “no code”towards the station and 

platform. The instructor stated that students are taught to maintain a target speed of 

10 mph approaching the passenger platform then reduce to between 5 and 7 mph 
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from the start of the platform up to the desired berting location. He stated that 

operators are trained to control their speed at this location by modulating between 

power positions P1 and P2 up the slight incline of the tracks to the platform at NTC. 

The instructor stated that although the above described method for berthing at NTC 

is consistently taught to the student operators, it is not mandated by any written 

SEPTA operating rule or procedure. 

The instructor described the blended braking of the SEPTA cars of the 

Norristown High Speel Line. He stated that above 5 mph, the braking positions (B1- 

B7) on the master controller use dynamic braking7 and that below 5 mph the braking 

positions will apply the disk brake (friction) system to reduce speed. The instructor 

discussed a training scenario in which the student operators are instructed to use the 

vehicle parking brake as a method of stopping when there is a failure of the braking 

system. The instructor also stated that this scenario is covered in a question on the 

test the operators must pass for certification. 

The trainer described the rest of the operator training program including the 

final computer based exam and check ride that the operator must pass to gain 

certification. If a student needed additional training time, the instructor stated that 

additional time would be allowed and that if an operator failed the final check ride, 

they would have a second opportunity to pass before being dropped from the 

program. The trainer stated that student operators had been dropped from the 

training program in the past, but has not had to drop any himself. 

 After the certification process is complete, the trainer stated that the new 

operators then get an additional five days operating with a seasoned mentor before a 

follow-up ride evaluation the following week. The instructor also stated that all 

operators must recertify annualy with a knowledge test and a ride evaluation and 

must retain their certifications on all three modes on the Victory District (NHSL, 

 
7 Dynamic braking is an electrical braking technique used to slow or stop a vehicle by 

converting kinetic energy into electrical energy, which is then dissipated as heat or returned to the 
power source. 



 

OPERATIONS GROUP  RRD25FR012 
GROUP CHAIR'S FACTUAL REPORT   PG 41 OF 42 

Media-Sharon Hill Line and bus operations) regardless of what mode they are 

currently working. 

 

13.3 SEPTA Custodian Interview Notes 

The SEPTA custodian stated that he was present at NTC at the time of the 

collision. He stated that he saw SEPTA Car 153 approach as he was working near the 

end of the platform. He stated that he saw the operator in the car as it passed by and 

observed the operator. He reported that the operator’s eyes were open, did not 

appear to be sleeping and that he appeared to be looking straight ahead and that he 

did not see the operator distracted by anything like an electronic device. The 

custodian stated SEPTA Car 153 was moving faster than what he considered 

“normal”. The custodian stated that in his experience, single cars will stop near the 

middle of the platform near where cones are placed while two cars together stop 

closer to the corner of the building. The custodian stated the he questioned why the 

car wasn’t stopping. 

As the custodian was performing his normal duties preparing to empty a trash 

can, he stated that he heard a loud sound “like a boom” and then saw SEPTA Car 153 

moving backwards (away from the bumper) when he looked. The custodian stated 

that in his estimation, he saw the car move backwards about a foot and a half. He 

stated that he saw the back door of the car open and people began to come out 

some of whom appeared to be hurt. He stated that the operator of SEPTA car 153 

asked him to call an ambulance. 

The custodian stated that he called his supervisor to report the incident and 

that the supervisor stated that  she would call the SEPTA control center. The 

custodian then stated that he called 911 to report the accident and that emergency 

services arrived quickly after the call. After emergency services arrived, the custodian 

stated that he returned to his duties. Working at NTC on the day of the accident was 

an overtime assignment for the custodian and was not one of his regularly assigned 

work locations. 
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The custodian reported no unusual smells or mannerisms when speaking with 

the operator of SEPTA car 153, did not see anything in his hands  and did not believe 

that the operator was wearing a watch on his wrist. 

 

14.0 Post-Accident Actions 

The Southeastern Pennsylvania Transportation Authority (SEPTA) has taken the 

following actions in response to the accident. A workforce-wide safety alert was 

issued to inform employees of the incident and reinforce the importance of adhering  

to all safety protocols, maintaining focus during tasks, and remaining vigilant for 

potential hazards in the work environment. To enhance physical safeguards, SEPTA 

installed portable train trip stops at Norristown Transportation Center. These trip 

stops act as a critical last line of defense against trains overshooting the platform, 

automatically activating emergency braking via the onboard trip-cock system when 

engaged. SEPTA also reduced the approach speed limit into end-of-line stations from 

15 MPH to 5 MPH. To further enhance visibility and operator awareness, larger and 

more prominent berthing stop signs were installed on station platforms. Additionally, 

thorough inspections were conducted to verify the proper functionality of all operator 

cab and passenger inward-facing cameras. SEPTA also introduced a 15-day 

inspection interval for event recorders to monitor fault indicators and ensure data 

recording integrity. 
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