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INTERSTATE COMMERCE COMMISSION

REPORT OI" THE DIRECTOR QF THE BUREAU OF SAFETY CONCERNING AN
ACCIDENT ON THE ERIE RAILROAD NBEAR BINGHAMTON, N.Y., ON
SEPT=MBER 5, 1933.

October 7, 1933.

To the Commission:

On September 5, 1933, there was a rear-end collision
between a passenger train and a milk trasin on the Erie Railroad
near Binghamton, N.Y., which resulted in the death of 14 pas-
sengers, and the injury of 31 passengers and 1 employee. The
investigation of this accident was made in conjunction with
representatives of the Public Service Commission of New York,

Location &and method of operation

This accident occurred on the mein line of the
Susquehanna Division, which extends between Hornell, N.Y., and
Susquehanna, Pa., a distance of 139.7 miles. This is a double-
track line over which trains are operated by time tatle, train
orders, and an automatic block-simnal system, supplemented
by an eutomatic train stop of the intemittent-induction type.
The point of accident was nearly 2 miles east of the passenger
station at Binghamton; approaching this point from the west,
beginning at the center line of the station, the track is tan-
gent for a distance of 8,938 feet, followed by a 1930 ' curve
to the right 843 feet in length, and then tangent track extend-
1inz to the point of accident, a distancc of 30 feet, and for
a short distance beyond that point. The grade castward from
the station is slightly descending, the maximum being 0.24
percent, and it 1s then slightly ascending for a distance of
about 2,300 feet to the point of accident.

The signals involved, named in order from west to
east, were automatic tlock signal 214.2 and the intarlocking
homec signals at Libterty Strect and BD Towers, thesc signals
teing locatced 11,759, 7,980, and 5,962 fect, respectively,
west of thc point of accident, and automatic block signal
212.2, located 893 feet cast of the point of accident. The
automatic signals arc of the l-arm, 3-position, upper-quadrant
scmaphore type, the night indications being red, yellow and
green, for stop, approach and procced, respectively. On the
same mast with signal 212.2, and mountcd below it, is a 3-
position, clcectrically-opcerated train-order signal, and the
control of the automatic signal is so arranged thaet its indica-
tions will not be morce favorable than those displayed by the
train-ordcr siznal. The interlocking homec siznals arc of the
2-arm scmaphorc type; the upper arms are of the 3-position,
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upper-quadrant, semi-automatic type, displaying the same night
indications as the automatic signals, while the lower arms are
non-automatic, lever controlled cclling-on signals operating
in two positions, the night indications being red and yellow,
for stop and proceed at restricted speced, respectively. Thesc
calling-on signals were installed for the purposc of advancing
a train into cn occupied block and for authorizing diverging
movements., On account of braking distance of only 2,018 feet
between the home signels at Liberty Strecet and BD Towers, an
over-lap has been provided so that automatic signal 214.2,
west of Banchamton station, will not display a morc favorable
indication than approzch unless the home siznal ¢t Liberty
Strect is in the procced position.

The aoutomatic train stop operates in conjunction wath
the way~side signals, the inductors being located approximately
70 feet in the rear of coach signal; the device will cause the
triin brakes to be applicd when the way-side signel is in the
stop position unless the cnginemon operates o forcstalling
lever in the cab of hais cngine.

There is a lony siding on the south side of the cast-
bound track, this siding beginning just east of BD Tower ond ox-
tending for o consideroble distence east of signal 212.2, with
o crossover conncction with the cast-bound trock &t ¢ point =
short distancc east of the signal. At the time of the accident,
the reor portion of an cast-bound freight trcin, consiasting of
& coboosc and 82 cors, wes standing on this track, the head car
boing probably coout 1,000 fect wast of tre point of aceident.

The weather was clear ond dark ot the time of the
cccident, which occurred about 7:23 p.m.

Description

Eust-bound freight train no. 80 consisted of 92 cars
and a caboose, hauled by engine 3370, and was in charge of Con-
ductor Norbton and Engineman Griffin. Before arriving at Bingham-
ton the crew of this train had received a message instructing
them to pull inte the siding east of BD Tower, and when passing
the station at Binghamton, at 6:59 p. m., accordinz to the
triin sheet, a messaze was handed o the engine crew telling
them that switch engine 78 would bring out to them the cars to
be picked up at Binghomton and also take from them the Binghomton
cars which were to be set out. This train passed BD Tower, ac-
cording to the train sheet, at 7:01 p. m.. and pulled in on the
eastward siding.

Switch engine 78, in charge of roreman Gaffney, with

30 cars to be delivered to train no. 90, followed that train on
the cast-bound track from Binghamton, and after train no. 90

had cleared on the siding, enzine 78 procecded on the main track
to the cross-over cast of signal 212.2. The work of sctting out
the 10 cars for Binghamton and picking up the 30 cars brought
out by enginc 78 was in prozress when truin no. 8 approached

on the cast-bound track and wis stopped by the flagman of the
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Exst-bound troein no. 8 consisted of 3 express cars, 1 mail
c.r, 1 combinction beggoze car and coach, 2 coaches, and 1
porlor cor, houled by engine 2916, ond wis in charge of Conduc-
tor Burlingime ond Encineman Granticr. The first, second, third,
fourth and seventh cars were of steel construction, while the
fifth, sixth and eighth cars were of steel-underframe construc-
tion. According to the train sheet, train no. 8 arrived at
Binghamton at 7:03 p. m., one minute late, departed at 7:16 p. m.,
one minute late, and passed BD Tower at 7:18 p. m., receiving
at the latter point an approach indication on the top arm of
the home signal, indicating that at that time auntomatic signal
212,2 was in stop rosition. Shortly afterwards train no. 8 was
flagzed by the flagman of switch engine 78, and was brought to
a stop with its rear end, as nearly as could be determined,
893 feet west of sigmal 212.2. About one minute after having
been brouzht to a stop the rear end of the train was struck by
train third no. 2,

A milk train is usually operated on this division as & scc-
tion or sections of passenger train no. 2, which 13 due to lecave
Binghamton ot 1:52 p. m., and it was one of thess scections,
being operated as train third no. 2, vhich was involved in the
accident; 1t consisted of 6 milk cars, 1 cxpress car, 11 milk
cars and 2 coach, all of stcel under~frame construction and in
the order named, heuled by cnzine 2929, wnd was in charge of
Conductor Shea and Engincman King. This trein was stopped at
gignal 214.2,trcin no. 8 beinz at the station, and then pro-
ccaded slovuly and wos stopped a few car lengths behind train no.
8, vhere 1t remained until after thoat traim had deportad. Train
third no. 2 thon procceded, possed Binghomton station nt 7:18
p. m., according to the train sheet, two minutes bchind trein
no. 8, reccived on approsuch indicotion ot the home sisgnal ot
Liberty Street, was given the ccllinz-on arm ot 3D Tower, in-
dicoting th. t the block was obstructed and that the troin wos
to proccced <t restricted speoed, possed BD Tower ot 7:21 p. m.,
~ceording to thec train sheet, throe mimutes behand trcin no. 8,
cnd wes approaching signal 212.2 when it collided with the roecr
cnd of train no. 8 while troveling ot o gpoed beliceved to
h>ve been betwoen 15 end 20 milcs per hour.

The front end of enzine 2929 crushed the superstructure of
the parlor car for a distance of several feet, and the front
end of the second car from the rear overroue the underframe of
the third car from the rear, resulting in the rear of the lat-
ter car beinz telesooped for a distance stated by the shop
superintendent as 47 feet; practically all of the casualtics
occurred in this car, which was practically destroyed. ZEngine
2929 was only slightly damaged; the cxpress car in train third
no. 2 was destroyed but only slight damaze was sustained by
thrce other cars in the train. The omplovee injured was the
porter in the parlor car of train no. 8.

Summary of evidence
General Yordmastocr Reap had been informed by the dispatcher

that train no. 90 would arrive about on the time of truim no. 8,
and he told the dispatcher he would run the train to BS Tower



and put it on the eastward siding et that point. He then in-
structed Yardmaster Mchndrews to have the yard crew receive
the Binghamton cars to be set out by train no. 90 and take out
to that train the 30 cars which were to be picked up; before
going off duty, he also told the yardmastcr t¢ notify the en-
gineman of train no. 8 to look out for train no. 90 doing
work at the east end of BD siding. General Yardmaster Reap
said train no. 90 passed the station at Binghamton at 6:55

pP. m., whereas the train sheet time was 6:59 p. m., and said
he considered that there was time enough to do the work at

the east end of BD siding without delaying train no. 8, on the
assumption that there was a period of 20 minutes available for
that purpose, or betwecen 6:55 p. m., and the departing tine

of train no. 8 from Binghamton, which is 7:15 p. m.

Yardmaster lMfcAndrews said he rcceived the instructions
from the ganeral yardmaster and that he told Switch Foreman
Gaffney that train no. 8 was on time, also telling the enzine-
man of train no. 8 to watch out for the yard enginc working
with train no. 90; he said hc had frequently made similar
movements in the past. 1In this particular casce, he knew that
the time would be short, but considercd that it could be done
without delaying train no. 8; he thought that the yard enginec
started from the freisht housc about 6:55 p. m., or possibly
a little later.

Statcments by the cngineman and two brakemen of train no.
90 were to the coffcet that they had coupled to the cars taken
out to them by the switch ongine amd were backing them in on
the siding whon the collision occurred. The conductor amd
flugman werc in the caboosce, the merkers on which had becn
turncd so as to display green to the recar vhen the train first
pulled in on the siding. The flagman thought truin no. 8
passcd the caboosc at a speed of about 20 miles per hour and
that train third no. 2 passed about 3 minutes later, travel-
ing at & spced of cbout 25 miles per hour. The omgineman,
condunctor and flagman said that the movements being made in
connection with picking up and sctting out cars werc not un-
usucl, the conductor seying it had been done before when closc
ahead of first-elass trains.

Switch Foreman Goffney, of switch engine 78, scad that
his cngineman had whistled out a flag in order to protect the
mevements being made, and that the flagmen was locctoed about
200 yards west of siznal 212.2 when he flageed troin no. 8.
Forecmon Goaffney did not romember that hc had ever before
deloyed troin no. 8 while meking similer movements. Switch-
man Noonan, who was doing the flagging for cengine 78, said
hec rode dovn to the east end of BD sading on the rear car,
got off and walked back until he had a clear view of the
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straight track west of the curve. He flagged train no. 8
as it epproached, boarded the step at the gangway, and
told the enginemesn that they had cars for train no. 90
and to watch out, after which he got off and waited until
train no. 8 pulled ahead toward the signal and stopped,

at which time its rear end was practically opposite where
he was standing. Switchman Noonan then walked around

the rear of the train to the west-btound track, on which
track his own engine would return to Binghamton, and as
he did so he saw the flagman of train no. 8 starting back
to flag, He did not pay any further attention to the
flagman, but began to walk eastward at an ordinery gait,
and had reached a point about opposite the head end of the
seventh car in train no. 8 when he looked around and saw
train third no. 2 approaching. Switchman Noonan did not
gsee the flagman of train no. 8 again after first meeting
him while walking around the rear of that train, and
estimated the interval between the time at which train no.
8 stopped and the time of the collision to have been about
one minute.

Engineman Grantier, of train no. 8, soid Yardmaster
McAndrews told him about the work beiny done at the cast
end of BD siding. The home siznal at Liberty Strecet went
to the clear position before his cngine passed it, while
an approach indication was received on the home signal at
BD Tower, indicating that at that time signal 212.2 was in
stop position. As he possed this approach signal he operated
the forestalling lever of the train-stop devicce snd pro=-
cceeded at reduced speed, being flagged when he reached
tho western end of the curve; he further reduced specd
sufficiently to enable the flagman to get on thc bottom
stcep of the zangway and thoe flogman told him that cars
were being picked up by train no. 90, after which he pro-
ceeded and firally brought his train to a stop at a point
he estimated to have been about 500 feet west of signal
212.2, at which time he whistled out a flaz. Ensinemen
Grantier dad not think he had been stopped over one minute
when the collision occurred; the force of the impact moved
his engine shead 4 or 5 feet; the train was standing with
the brakes released, and the independent brake on the
engine was not applicd.
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Fireman Washburn of train no. 8, confirmed the statements
of his engineman as to the signal indications received at
Liberty Strect and BD Towor, and estimated the speed to have
been 20 miles per hour at Liberty Strecet and 25 miles per hour
when passing BD Tower. He also said that his train reduced
speed so that the flagman could get on, after which it was
stopped with the engine five or six car lengths west of signal
212.2. Accordinz to Fireman Washburn, his enzyineman whistled
out a flaz just as he was coming to a stop, and he estimated
that the time interval between stopping and the time of the
collision did not exceed one and one-half minutes.

Baggoremaster Williams, of train no. 8, said his train
proceeded slowly after pussing BD Tover, estimating that the
speed did not exceed 5 or 6 miles per hour, and the train
finally stopped at the end of the tangent track and at once
started chead before he could get to the door of the bazzage
car; the train palled shoad slouwly towards signal 212.2, the
engineman whistliny out & flagz about the timc of stopping &t
that point. After looking ahead and sceinz what was going on,
Baggazcmaster illiams looked beack toward the reur and saw
the flagmin got off and stert back to flag, and on looking west
of the flagman he saw the headlight of the following train.
Accordinz to his statement, the flugman was ziving stop signals
with his red and vhitc lantarns, and the bugzazemaster hecrd
thesc signals o.cknowledged.

Heed Brakemon Donovon, of troin no. 8, scad his trcan made
abtout normal speed until it roached BD Towcr, and from thot
point castwird i1ts speed was 1less then 20 miles per hour, the
train ontcring the curve west of the point of accident ot @
spocd of 5 or 10 miles per hour. He did not recall that his
trein made more thon one stop, cnd this 22s ot o point 500 or
600 feet west of signal 212.2, ot 7:22 p. m. He got out on the
ground cnd srw Flogmon Morris running brck to flog and clso sow
the hecdlizht of the followinz troing Heod Breokemon Donovonm
thouzht the flogman wont bock as frr os wes possible in the
period of cbout onc minute tefore the ~ceident occurrcd.

Conductor Burlingame, of train no. 8, said that wnile stand-
inz at the station he saw a train back of him which he supposed
was the milk train, His own itrain left Binghamton between 7:15
end 7:16 p. m., and moved at less thun the usual rate of speed,
althoush he did not know the reason why. The train finally
came to a stop near signal 212.2 and as it did so, he heard the
enzinemai whistle out a flag., At this time Conductor Burlingzome
was in the head end of the sixth car collecting transportation;
he went out to the front vestibule, looked buack on the enzine-
men's side, saw the flagman getting off with red cmd white
lonterns, and then looked ohead and saw that the automutic
signal was in stop position. The conductor then retumed inside
the cir and had collected one more ticket whon the accadent
occurred, vhich in his opinion wis not more than 45 seconds
efter his troin stopped. Conductor Burlingame further stoted
thot when the flagman got off, he appeared to stort bzck on the
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run, and in talking with him after the accident the flazman said
he got back as far as possible, but did not say how far back
he went.

#eman Morris, of train no. 8, said train third nmo. 2
stopped at the automatic signal west of Binghamton, then pulled
ahead, was flegzed by him, and finally came to a stop about
three or four car lengths from the rear of his own train, while
at Binghamton station and remained there about 10 minutes before
train no. 8 departed, at 7:16 p. m., ‘When his train passed RD
Tower, Flagman lorris was standing on the rear platform, but he
efterwards went inside and sat down in the recr seat, where he
became cngzaged in making out reports, and he did not know
whether his train was making the usual snecd; when the brokes
were applicd preparatory to making the stop west of signal 212.2
he started for the rear plotform, the train being stopped by
the time he recched it the cngineman whistled out a flag as
the train stopped. Flagman Morris picked up his red and white
lanterns, btut did not toke any fuseecs as he wis in & hurry and
did not want to cncounter tho delay of even a few scconds which
might rcsult in hurriedly reaching for a fusec, onc of which was
in & corner of the vestibule ncar the diaphragm, uhilce the fusee
casc was suspended from the tail gate; however, some torpedocs
were fostened to one of his lanterns. Flagman Morris said he
got off very shortly after his train stopped, heard troin third
no. 2 coming and saw the reflection of its headlight, ond began
to run clmost immedictely after getting off; while running he
heard the engine working stecm. He did not kmow whether his
stop signnls were answered, or how far back he went, before
the cngince passcd him, but about the time the engine passcd him
he 5w fire flying from the whoels and he estimated that the
spced of the train at that time wes about 20 or 25 miles per
hour. When asked whether he did not think it would have been
desirable to throw off a fusee before his train stopped, knowing
that the milk train was following him closely, Flagman Morris
said that the train following him was passing a calling-on
signal and had to acknowledge in order to get by 1t, and that
he did not think it necessary to go back a mile in order to
flag it; he also stated, however, that it was not up to him to
depend on the signals for protection. When gucstioned subse-
quently on this point, the rule was read relative fto the use of
fusees when moving under circumstances in which his train might
be overtaken by a Tollowing train, and Flagman Morris said in
reply that this was a restricted arca, meaning that his train
was in territory protccted by interlocking sismals rather than
by automatic signals, and thereforc thet the following train
would be runmning under restrictive signal indications, and he
said that hoad he not been in this territory he would hwve thrown
off a fusce long before reaching the point where his train
stopped, but in view of the torritory in which his train was
oporating he did not think it nccessary to throw off o fusce
¢s he did not think his train was ginz to stop, 2lso that under
the rulcs the cngineman of the fellowing troin was required to
be under conirol, proparcd to stop almost immodictcly, ond thot
had he been running in this mauner, Fagman Morris would have

17517-8



had time enough to get back around the curve. Vhen questioned
a third time concerning his failure to use a fusee before

his train stopped, Flagman Liorris emphasized the fact that

he did not know that his train was goingz to stop, saying

that he had worked on train no. 90 when it would delay train
no. 8 momentarily and then the signsl would clear up and the
train would proceed, and he thouzht this would be the case on
the night of the accident.

Conductor McLanghlin, who was deadheading omn traan no. 8
preparatory to handling that train eastward from Susquehanna,
was riding near the rear end of the fifth car in the train.
According to his statements, train no. 8 made only one stop
after leaving the station; he looked at his watch and the stop
was made tetween 7:20 and 7:21 p. m.; the train had not been
running at its usual rate of speed before this stop, and he
astimated that after stopping, the engine was located about
150 feet or more west of signal 212.2. 1In his opinion, the
train had been stopped about 45 seconds when he felt the shock
of the collision; that after getting off the rear end of the
car he looked at his watch and it was then 7:22 p. m.; he had
compared time with a standard clock & short time previously
and found that his watch was 15 seconds slow. It further
appeared from his statements that when he first looked to the
recar after getting off the train he saw what appeared to be
the flagman of train no. 8 and at that time the flagman was

five or six car lengths west of the engine of train third no. 2.

Conductor McLaughlin thought the flagman of train no. 8 had
gone back as far as possible in the time available. After
meking sure that the west~bound track was protected, he

stepped over to the eastward siding and looked westward to see
if protection was being provided for the rear end of train
third no. 2; he was able to see what he thought was a flagmén
and at least two white lanterns and onc red lantern at the rear
end of that train, indicating that the view across the curve
was unobstructed for at least the length of train third no. 2,
or morc than 900 feect.

Engineman King, of train third no. 2, said he closcd up
on train no. 8 while it was standing at the station at
Binghamton and waited 8 or 10 minutes for 1t to procced; he
then called in his flag and started to follow train no. 8, not
having any stop to mtke at the stetion. The home signal at
Liverty Strecet was displaying stop but changed to approach
before his engine rcecached 1t. The signal at BD Tower was at
stop, but as he approached this tower the calling-on signal
was displayed, authorizing him to enter the block, and he did
so cfter operating the forestalling lever of the automatic
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train stop device. He said he was working & light throttle
when passing the calling-on simal and gradually opened the
throttle and increased speed after passing that point, shutting
off steam on reaching the curve, at which time the speed of
his train was about 20 miles per hour. After passing the cars
of train no. 90 which were on the eastward sidinsz, he saw
signal 212,2 at stop, thought this indication was being dis-
played tecause train no. 8 was in that particular block, and
was preparing to stop at the signal, but when part way arcund
the curve he saw the rear end of train no. 8 amd the stop
signals of the flagman, and he at oncce applied the brakes

in emergency and opened the sanders. The brakes responded
properly in cmergercy, and he was of the opinion that the
speed of the train at the time of the collision was not

more than 5 or 6 miles per hour, the damagc which resulted
being due to the run-~in of the cars in his train. Enginemcn
King was unable to estimate how for the flagman was locatzd
from the rear cend of train no. 8. Znginceman King further
statced that he fully understood the signal indicction he had
rcecceived meant the track woas obstructed and that he should be
prepared to stop in the distance he could sce, but he scid
that he followed train no. 8 regulerly,had never known of

its being dcelayed in cay such manncer zs on thc night of

the accident, had seen the grecon markers of the freight

train on the siding which indacated %o him that it was

into clecar, and took it for granted that incsmuch as he

had not been flogged, train no. 8 hod kept on moving as

was usually the case, and he was figuring on proccading

as far &s signzl 12,2 and stopping his train ot thet peint,

the thought not entering his mind thet brcin no. 8 hod stopped for

~ continuecd on page 11 -~
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the signal and that the signal was at stop because of some other
movement being made. Enginemen King freely admitted that he was
rounding the curve at too high a rate of speed to enable him to stop
within the distance he could see, but at the same tiume he expressed
the opinion that the accident never would have happened had the flag-
man of train no. 8 gotton off when that train slowed down to pick up
the flegman of the switch crew. These statements by Engineman King
corroborated in most of its important details a signed statement made
by him on the day following the accident. It further developed in the
guestioning of Enzineman Xing that he wrderstood that the signal in-
dication he had rcceived was even more restrictive then a slow-spead
indication, which limits speced to 15 miles per hour, but at the joint
invostigation in which the Commission's representatives participated,
end also at the coroner's inquest, he took the position that it re-
quircd him to be under control prepared to stop within his range of
vision, that he could sce 80 or 100 car lengths, and that if he
passcd BD Towor at a spced as high as 65 miles per hour he staill
would be under control.

Fireman Arey, of train third no.2, who was riding on the
fireman's seat box all the way from the station to the point of
accident, confirmed Engineman Xing's statements as to the signal in-
dications displayed at Liberty Street and BD Towers. He estimated
the speed to have been 15 miles per hour at Liberty Street and 20
miles per hour when passing BD Tower, with the speed increasing, and
he said that the engineman continued to work a light throttle and
that the speed was 20 or 25 miles per hour as the trein approached
the curve; the first knowledge he had of anything wrong was when the
engineman applied the brakes in cmergency and then stood up and
closed the throttle. It was not until after the brakes had been
applied that Fircman Arey saw the left marker of train no. 8, approx-
inately 100 feet distant, and he thought that the specd of this train
had been reduced to 15 or 18 miles per hour when the collision occur-
red; hce thousht the train ran a distance of only about 125 feet after
the brakes werc applicd. At no time did Fircman Arey sec the flagman.
It also appcared from the fireman's statements that whon his train
stopped just west of signal 214.2, located 1,949 fcot west of the
center of the passenger station, he saw the markers of train no. B at
the station displaying good red indications to the rear, and when that
train was departing the markers still werc burning properly, while at
least the left marker was burning properly when he saw it just before
the collision. Fireman Arsy further stated that Enzineman Xing ap-
pearcd to be in normal physical condition, there having boen nothinz
unusual in his &ctions at any point betwecen Hornell amd the point of
acecident.

Conductor Sheci, of train third no. 2, cestimated the spced
at Liberty Strecet to have becen 10 or 12 miles per hour, at BD Tower
15 or 18 milcs per hour, and nmot over 25 per hour when the brakes
were applied in omergency, the train running a distance of from five
to scven car lengths after this application was made. It took him
minute or two to get straightoned out in the coach after the accident,
at which timc he looked at his watch and it was then 7:24 p.m.; his
watch was within 10 scconds of being corract when he compared time
before leaving Hornell. Conductor Shee got out of the coach on the
engineman's side, and on looking aheuad he was unable to sce what had



happened; he located the rear of his train at that time as being
about four or five car lengths east of the cars in train no. 90 which
were on the siding. Conductor Shea had known Inzineman ¥ing for 25
or 30 years, and had worked with him for the past 5 years; he thought
Enzineman King appeared to be in normal physical condition when talk-
ing with him at Zlmira, 58.7 miles from Binghamton, and had not not-
iced any irregularities in the handling of the truin between Hornell
and Binghamton.

Brakeman Anzell, of trean third no. £, thought the speeds
&t the various points en route after leaving Binghamton werc slizhtly
hizher than those estimated by the conductor, and that the speed at
the time of the emergency application was between 25 and 30 milcs per
hours about 3 minutcs wfter the accident, he looked ot his wateh and
it was then 7:26 p.m. After the accident the curs on the passing
brack were three or four car lengths west of the roar ond of his train.

Flasman Friends, of train third no. 2, who was recording the
detentions to his train, said he compared time before storting, lound
his watch was 35 scconds slow, and set 1t so that it showed corroct
time. According to his figures, it was 7:17 p.m. when the rear of
his train passed Binghamton station, and 7:26 p.m, when he &32in look~
ed at his watch about 2 or 3 minutes after the occurrcnce of the acci-
dent. On account of being engaged with his work, he did not pay any
particular attention to the speed of his train but thought it misht
have been 25 miles per hour when the brakes werc applied in cmergzsncy.
His estimatc as to the location of the rear end of his train after
the accadent with rcspect to the cars on the sidiny agrecd waith thot
of Brakcmun Angell.

Operator Packer, on duty at Binghamton station, keeps a
record of the arrival and depsrture of all trains; according to his
record trains no. 8 and third no. 2, departed at 7:16 p.m. and 7:18
P.il., respectively.

Signalman Wixson, on duty abt Liberty Strecet, said both
trains passed his tower at a speed of about 15 miles per hour. The
markers on the rear of train no. 8 were burninz and displaying a <ood
red indication to the rear. No record is kept 2t this tower of the
times at which trains pass.

Signalman Mace, on duty at BD Tower, said that after train
no. 90 went in on the sidinz, a proceed indication wws displayed for
the movement of the switch cungine; when train no. 8 passed he was un-
able to say what indication it reccived, but the lever had been
pulled and the indicator showed that the block from BD to signeal
212,2 was clear; when train third no. 2 passed he gave it the calling-
on simal, not being ablec to give it the hizh signal because the
tlock was obstructed, as shown by the indicator. Signalman Mace also
stated that it is the usual practice to give & ftrain the cullinz-on
signal in order to avoid blocking the Lackawanna track at Liberty
Street, but he also said that unless othcrwisc instructed he would
give & train ¢ calling-on signal and permit it to closc up on a train
chcad cven though it maght not be long cnoush to block the Liberty
Strcet crossing. Accordirz to the records ot BD Towcr, train no. 8
was by at 7:18 p.m. and train third no. 2 &t 7:21 p.m. Both cngincs
were workinz stcom ond cach train was traveling ot @ specd of chout
20 milcs per hourg the markers on the roar of troin no. 6 could be



Rord Foreman of Engines McCarthy, whosc duties include
the examinaetion and qualification of enginemen, said he had been a
road foreman since 1917 and since that time had examined Engineman
King periodically. In Jamuary, 1933, after a leave of absence in
no way connected with ill health, Engineman Jing was given a
physical examination by one of the company physicians, the chief
surgeon subsequently notifying Road Foreman McCarthy that Engineman
King was physically qualified to perform his duties as an enzineman.
Mr. McCarthy further stated that he had known Enginemam King for
42 years and knew him to be a man who never used tobacco or
intoxicating liquors. After Engineman King made application to be
given the run referred to as the milk train, Mr. McCarthy examined
him again, prior to his taking over the milk train about August 1,
1933, this examination having particular reference to his ability
to operate high-speed trains and his knowledge of Westinghouse
and New York air-brake equipment; this was because Engineman King
had recently been in freight service. In addition, he also required
Engineman Xang to make a trip on the milk train in order to
familiarize himsel £ with the work and then made a trip himself with
Enzineman King on the train in question, closely observing his
operation of the air brakes and his observance of gpeed restrict-
ions; he found him capable of perfoming his dutics in a satisfact-
ory manner, Subsequently he had opportunity to observe Zngineman
King®s handling of the milk train on August 14 and of another train
on August 15. It further appeared fram Mr. icCarthy's statements
that after arriving at the scene of the accidant he interviewed
Engineman Ling on the deck of the engine, asked him what signal in-
dication he had received ami what his undcrstanding wxs as to how
he was to proceed under such signal indications, and then =sked him
what ccused tho accident, to which Zngincman King replied thot he
got too bold with the speed and could not stop when he saw the flag-
man and the roor end of train no. 8. Afterwards Mr. McCarthy made
& thorough inspcction and test of the automatic train-stop cquip-
ment on enginc 2929, and found it to be in good working order. Mr.
MeCarthy further stated that train third no. 2 as made up on tho
night of the accident should have been stopped by an amorgency
application of the air brakes from a speecd of 25 miles per hour
within a distancc of between 600 and 700 feot.

Treimmaster Murphy said that Flagman Morris had been &
qualified flagmen for 15 years and that he had periodically re-
examined him on the rules, When questioned with respect to the
performance of Flagman Morris, in so far as it related to the
throwing off of a fusee when his train rounded the curve, Train-
me&ster Murphy said that a fusee should have been used.

Division Car Foreman Cregan, who arrived at the scene of
the accident less than a hour after its oeccurrence, at which time
none of the equipment had been moved, checked the position of the
angle cocks and cut-out cocks on all the cars in train third no. 2
and found them in proper operating position. After cutting out the
brake on the coach, a bad leak having developed in the inductor
pipe, an air-brake test was made, Bngineman King making a 30-pound
reduction from a brake-pipe pressurce of 110 pounds; the brakes on
all cars were found in applied position except on the seventeenth
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car in the train, the brake on which had leaked off; during this test
the piston travel of each car was measured and recorded. The train
line was then recharged and an emergency application made, the piston
travel agein being checked and it was found to be substantielly as it
was after the service application; again it was found that the brakes
on the seventeenth car were not applied. The full service applica-
tion was then repesated, particular attention being paid to the seven-
teenth car, and it was found that the brake remained applied about 1
minute and that the piston trevel was 8 inches; this car had a leak
around the cylinder gasket which in his opinion might have been a
result of the collision, at which time there should have been emergen-
cy pressure in the cylinder. Leaving the coach and also the seven-
teenth car in the train out of consideration, the piston travel on the
remaining 17 cars as shown by the test made by Mr. Cregan varied from
6 to 9 inches as to 14 cars; 2 had 5% inches of piston travel, and

the other had piston travel of 11 inches. Examination was made of the
brakes after the first and second tests for the purpose of ascertain-
ing whether they were released, and 1t was found that all brakes
tested had released. Mr. Cregan further stated that the damage to
the express car, which was considered as destroyed, consisted of the
buckling of the center sill and the loosening and breaking of the
guperstructure; the car had not been telescoped.

The equipment in train no. 8 which was materially damaged
congisted of the sixth car, Erie steel-underframe coach 1037; the
seventh car, Erie steel coach 2203; and the eighth car, Erie steel-
underframe parlor car 984. According to detailed information fur-
nished by Shop Superintendent Fitzgerald at Susquehanna, coach 1037,
the rear end of which was telescoped by coach 2203 for a distance of
47 feet, was built in 1904, its length over the body end sills w&s
70 feet, and over the buffers it was 78 feet 3% inches; it was
mounted on 6-wheel trucks; & steel underframe of the fish-belly type
was applied in Mey, 1917, and the car had a total weight of 117,200
pounds and a seating capacity of 76. The vestibules and the platforms
were of wooden construction, re-inforced, and werce supported by the
center-si1ll extension of the underfrome and also by two I-beams cox-
tending from the end sill of the vestibule to the body bolster.
Parlor car 984 was of similar construction, with different arrangement
and equipment in the interior; the total weight of this car was
1,100 pounds morc than that of coach 1037. Coach 2203 was an all-
steel car built in 1907, with a lcngth over the body end sills of
70 fect, and over the buffers of 80 feet 2 inches, mountcd on 6-
wheel trucks, and having & weight of 124,000 pounds and a seating
capacity of 84, It will be noted that coach 2203 weighed 6,800
pounds more than coach 1037; of this extra weight, according to the
figurces furnished, 6,396 pounds was reprcesented by the di fference in
weight of the trucks, lzaving 404 pounds as representing the weight
of the body of coach 2203 in cxcess of the body of coach 1037.

In connection with the close time of train no. 90 ahead of
the arriving time of train no. 8 at Binghamton, and the subsequent
movements of switch engine 78 which resulted in stopping train no. 8
at the point where the accident afterwards occurred, Superintendent
Graves and General Yardmaster Reap stated that rule 86, rclative to
the clearing of superior trains by inferior trains, is not in
effect in the territory between Hornell and Susquehanna, train
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movements being governed by rule 251, which provides that "on portions
of the road so specificd on the timec table, trains will run with the
current of traffic by block signals whose indications will superscde
time~table superiority", and it was pointed out that in the special
instructions in the current time table it is provided that "trains
operating in automatic block signal districts zovernmed Dby telephonc
train order 9ignals may run with the current of traffic, upon sigual
indication, which signal indication supcerscdes time table superiority.’
Telephone trzin order signals arc located at frequent intervals
throughout the territory in question; and rcference is madc to one

of thesc telephone train-order signals in the first part of this
report. Superintendent Graves interviewed Engineman King on his
cngine at the point of accident, and his statcment conccecrning what
Inrineman Xing t0ld him as to the causc of the accident is in linc
with thc statement made by Road Forcmaen of Engines IMcCarthy. On the
day following the accident, when Engineman King made the signed
statament previously referred to, the chief surgcon was callecd in for
the purposc of cxamining Engincman King, and of making surc that he
was in the proper frame of mind to make the statement in question. It
also appearced from the statemonts of Superintendent Graves that
formerly the milk train wes opcrated ahcad of trean no. 8, but on
account of thco work to be done there werce oceasions when the milk
train would delay troin no. 8, cnd it was decided to run train no. 8
chead of the milk train. Mr. Heap also added the statecment that he
had never received any instructions oral or written about not making
movements of the kind being made by switch engine 78 immediately
precedinz the occurrence of the accident.

On the nisht of September 11, a coach with markers was
placed at the approximate point of accident, with cars on the siding
representing the cars of train no. 90 which were on the siding when
the accident ocecurred. Using the sane type of engine as engine 2929,
1t was found that an engineman could have a clear view of the mackers
for a distance of over 1,300 feet. Engrneman Xing, who was on the
engine at bthe time of the test, said the cars on the siding were
farther east on the nmight of the acecident than on the night of the
test, and he was therefore requested to take the ongine, move it
ahead, and spot it about wherc he thought he first saw the flagman
and markers of traim no. 8; he did so, and this point was found to
place the front cnd of his engfne about 600 fect from the rear or
the test coach,

On the night of Scptember 19, a test was made for the
purposc of ascertaining how far & flagman could go back from the rear
end of a coach represcnting train no. 8 in 45 scconds, 1 minute, 1
minute 15 scconds, and 1 minute 30 scconds. Thce car uscd in the
test was not of the same type as the parlor car on the rcar of trein
no. 8 on the night of the accident, and facilitabed thc movement of
the flagman to somc extent. At the time of making this test, Flagman
Morris picked out a seat in the car about as far from the door as the
seat 1n vwhich he was ridinz on the night of the accident, and at
the same timc said that as his train stopped quickly on the night
of the accident, 1t had made thestop by the time he had taken off
his glasses and had gottcen out of the scat. The timing of Flagman
Morris® movements on the test, thereforc, began with the flagmen
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stonding in the aisle of the car facing the rear and ready to
start for the closed rear door of the coach; 1t was found that
within the perlods of time above mentioned, he got back 346,
462, 576, and 671 feet, respectively. While standing at the
latter point, Flazman Morris said he was satisfied he did not
get back that far on the night of the accident, and after
looking over the ground he finally picked out & spot which he
thought represented his approximate location on the night of the
accident, which was at a point 415 feet from the rear of the
test coach.

Conclusions

This accident was caused primarily by the failure of
Engineman King, of train third no. 2, properly to obey a signal
indication which required him to proceed prepared to stop short
of a train, obstruction or anything that might require the speed
of his train to be reduced.

According to Engineman Xang's statements, he stopped
behind train no., 8 while the latter train was standing at the
station at Binghamton and then followed it closely from that
point, The home signal indication at Liberty Street Tower
changed from stop to approach before his engine reached it and
he then forestalled and proceeded toward BD Tower, where the
home signal was in stop position; he rgccived a calling-on
signal indication, however, which told him that the block he
was about to cntcor was occupied or othcrwisc obstructed, and
which also authorized him to enbter that obstructed block at
restricted speed, vwhich is defined in the book of rules as follous:

"“Procceed prepared to stop short of train, obstruction,
or amything that may require the speed of a train to be
reduced."

He again opecrated the forestalling lever, aftor which he entercd
the obstructed block, working a light throttle, and according to
his statcments he gradually opened the throttle and incroascd
the spced of his train until hc had about rcached the curve west
of the point of accident. He said he shut off at this point,
elthough thc fircman's statement is to the contrary, but in any
cvent he saw signal R12.2 displaying a stop indication and
assumced thatthis indication was displayed because train no. 8
had passcd into the block governcd by that signal, the thought
not entering his mind that the signal might be at stop because
of some other movement being made. The result was that he was
procecding with the expectation of not stopping until he roached
tho signal location, amd it was due to this fact that when he
finally saw the flagman and markers of train no. 8 betweon him
and thc signal hc was going at too high spced to cnablc

him to stop. He knew what the indication of the cclling

on signal mecant, but he allowed himself to be misled by

what hc assumed was the case instcad of operating his

train strictly in accordance with tho signal indications

he had received and the rules gzoverning the same.
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His statement indicating that the fact he had not been
properly flazzed contributed to his misunderstanding of the
situation, 1s further evidence that he was not governing

his actions strictly in accordance with the males. urther-
more, the conductor who was deadheading on tréin no. 8
looked back after the accident and was able to sce lanterns
at the recar end of truin third no. 2, indicatinz that therc
was nothinz to obstruct his view for at least the lenzth

of that train, a distance of merc than 900 feet; this statement
was confirmed by the statements of the threc cmployces who
were in the coach on the rewr of btrain third no. 2 to the
cffeet that aftcr the accldent the coach was scveral car
lengths cazst of the cars of train no. 90 which wcerc on the
sading. Under these circumstances, it is clcur that
Engincman Kinz could have scen the roar cnd of the precading
train at o disbance which would heave cnabled him to stop
from the rate of speod at which his train was moving, and

it thercforc becomcs apparent that he not only failed to
opcerate his troin ab restricted spoed as defined in the rules
while possing the cars on the sidinz, but thot he also
failed to maanbain a proper lookout cfter pussinzy those
cars,

he evidenece shows clearly that thesce two trains
were runnin’ under close headway and that this faet was knoun
by th> crew of cach troin, Tet ins under closc heoadway can
be opercted in safety, but it rcquires strict obscrvonce of
the rules on the part of cveryone concemed. In this coso
there was not that strict obscrvance of rules vhich wes
absolutely nccessory under the circumstonces. Troin no,. 8
hed boen movinz for o considcerable distance ot o reduced
rote of speod, and then hed stortad around o curve where the
vicw to be had by the anzineman of the followin: traain wis
cut off up vo & certain point by cors stonding on & siding
on thc inside of the curve:; in addition, the troin had
reduced speed sufficiently to pick up a flagmer, and thon
hod moved ahceud approximutely its own lenzth befors finclly
coming to a stop. Clearly, this train w s moving under
circumstcnces in which it was apt to be overtoken by a
following train within the mecmins of the lost portion of
rulc 99, which on thas rcilrord is thn stwmdoard cod: rulce
and recads in p.rt os follows:

"ihen © troan is moving undeor circumstonces in
which it mcy be ovoertokein by cnothier trein, the flogmon
must taks such action os may be ncecssary to insurc full
protection., By night, or by day when the view is
obscured, lizhted fusees must be thrown off at proper
intervals.
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"jhen day signals cannot be plainly seen, owing
to weather or other conditions, night signals must &lso
be used. Conductors and enginemen are responsible for
the protection of their trains™.

The amount of time available mfter train no. 8 stopped was not
sufficient to enable Flamean Morris to provide full protection,
but before his train stopped it was moving under circumstances
which should have prompted him to throw off a fusee, and this
should have been done a2t the end of the lonz tangent west of
the curve: he had the necessary equipment at hand and instecad
of continuing with his clerical duties inside the parlor car
he should have been out on the rear platform, at least by the
time his train picked up the flagman.

The action of Engineman Grantier, of train no. 8, in
neglecting to whistle out a flag when he picked up the flagman
of the switch erew, is subject to criticism. His train had been
running slowly for a considerable distance, and after being
flagzed and having becn told by the flagman what was being done,
he should have realized that his train was going to be delaycd
for a few minutes. Under these conditions good judgmont should
havce prompted him to whistlce out a flag at that time instead
of waiting until hc had pulled ahead approxiunately the length
of his train,

Conductor Burlingame, of train no. 8, also knew that
his train was being operated at reduced spoed. As conductor
it was his duty to sce to it that full protcction was affordad
agoinst a following traing instcad of attending to this im-
portant duty, however, he failed to give any attontion to the
matter until after his train had stopped.

Rulc 875 of the rules of the oparating department,
raglative to the dutics of firemem, rcads as follows:

"He must, when neecssery, protect the train.
If cengincman fails, through discbility, to regulate speed
of train when approaching a signal indication or other
condition requiring that speed be reducced, he must com-
municatc with him at once, and, if nccessary, step the
train.®

In the case at hand the cngineman waes not disabled, and under
such circumstances Firomcn Arcy, of trocin third no. 2, was not
required to take charge of the engine in any way. However, he
knew what signel indications had becn received and having hed
20 yoars' oxpericnce in engzine scrvice cnd having becn promotced
14 years ago, it is a metter worthy of comment that it did

not occur to him to cross over to the right side ol the cngine
where he could have scen whot was going on chead of his train.
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Rule 93 of the rules of the operaiins department
reads in part as follows:

"iithin yard limits the main track may be used,
protectin; against first class trains."

This rule, takeu in conjunction with rule 251 and the special
instructions in the time-table referred to carlier in this re-
port, makes it clear that so far as the mles were concerned,
it was permissible to send switch enzine 78 to the east end
of BD siding, there to deliver cars to train no., 90 and then
pick up the cars to be set out from that train, even though
the movements involved would be on close time a2head of train
no. 8 and mizht reasonebly have been expected to result in
delcy to that train, There was some evidence which indicated
that operations of this character were not of infrequent
cccurrence. The proctice of using the main line for switch-
ing operations on the time of important passenger troans is
open to criticism; it does not wuppear that there was any
necessity for the switching operations ahcad of truin no.8

in this case, which scot the stage for the subsequent occurrcences
which resultcd in this accident. Operoting officers of rail-
roads are cssuming o greve responsivility for which no excuse
can bo found, when they authorize movements of this kind.

Thae crrs in train no. 8 werc of stcel and steel-
und orfrome construction. Damege to the rocr or cizhth car,
which wes of stocl-vnderframe construction, was relatively
small, ~nd the fifth corx, also of stecl-undeorfrome construc-
tion, wrs practically undomaged. Iowcver, the sixth car,
coach 1037, which w~.s of the same type of construction, w.s
practically destroyed, and it was in thais car thot ncarly
11 of the csunltics oceurred. The underfr.mc of this
cor did not f£ril, but the seventh cor, which wos o steol car,
overrode the underframa and floor of the sixth car and
tclescoped its supoerstructurce for nbout two-thirds cof its
length, The sixth ond cighth cors were built in 1904 and
stcel underfrimes were epplicd in 1917 ond 1916, rospectively.
Coach 1037 cmc throuzh in the trcin from Chicngzo, ond 11 out
of the 14 pecrsons killed in this cor wcrc either cmployccs of
the Eric Rrilrod Company or cmployce dopendents, the 1l-rge
majority of whom resided in Susguchnmna, Po., = division
termingl locoted R2.5 miles cnst of Binghamton.,

Under the circumstances in this case there does not
appear any rcason why Signalman Ijace, on duty at BD Tower,
should not have displaved the calling-on signal authorizing
train third no. 2 to enter an obstructed block. Not only
is 1t necessary in many cascs that trains be advanced at
BD Tower in order to avoid having the rear of a train block
the interlocking plant at Liberty Street, btut it also is to
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be remembered that the calling-on signel was installed for
the particular purpose for which 1t was used on this cccasion;
it is necessary in the operation of a railroad to keep inter-
locking plants clear of traffic in order that they may be
frece to perform their proper function, and the present case
constitutes no exception to the usual practice throughout

the country.

The track in the vicinity of the point of accident and
the engines of the treins involved in this accident werce equip-
ped with automatic train-stop devices and investigation re-
vealed that the automatic train-stop apparatus was in proper
condition to function as intended. The engineman of train
third no. 2 operatcd the forcstalling device on his cngine when
approaching BD Tower, where the proceed indication of the
calling~-on signal was displayed for his train. Operation of
this forcstalling device prevented an application of the
brakes by the automatic train-stop apparatus; the opcration
of this device also was an acknowledgment bty the enzmncman
that he recognized the fact that his ftrain was cntering
an occupied or obstructed block; under the restrictcd-speed
signal it was then incumbcont upon him to control the speed
of his train so as to be able to stop short of the preceding
train or any other obstruction.

The record of this case does not do credit to the
Erie Reilroad, for there have been too many employees who
failed in one way or another to perform their duties to the
fullest possible extent. Such a situation is a reflection
on those responsible for the proper functioning of the
operating department and justifies the recommendation that
greater efforts should be made in the way of instruction
and supervision.

Engineman King was employed as a fireman in 1891,
and promoted to engineman in 1902; he qualified for passenger
service in 1914. At the time of the accident, he had been
on duty about 4 hours, previous to which he had tecen off duty
44% hours. All of the other cmployces on the various trains
involved were experienced men, and nonc of them had been on
duty in violation of any of the provisions of the hours of
scrvice law.

Aespectfully submitted,
W. P. BORLAND,

Dircctor.
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