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To the Commission:

On March 10, 1940, there was a resr-end collision be=~
tween a freight train and a passenger train on the Lehigh Valley
Railroad near Smithboro, N. Y., which resulted in the death of
two employees and the' injury of one pagsenger and one employee.

Location and Method of Operation

This accident occurrad on that part of the Buffalo
Divieion designated as the Auburn Branch which extends between
Sayre, Pas., and Fair Haven, N« Y., a distance of 115.7 miles.
This 1s a single~track line over which trains are operated by
timetaktle, train orders, and a nanual block sysTem. The acci~
dent occurred at a point 2.14 miles west of Smithboro. Approach-
ing this point from the west there are, in suvccession, a tangent
2,274 feet in length, a 0930' curve to the right 407 feet in
length, a tangent 1,485 feet long, and a compound curve to the
rigint 1,853 feet in length, the maximum curvature of which was
60; the accident occurred on the compound curve 2t a point 850
feet east of its western end where the curvature is 29307,
Thie grade for cast-ovound trains is, successively, level a dise
tance of 1.03 miles, 0.65 percent dsscending a distance of
2,125 fest, and level a dlstance of 106 feet to the point of
accident and 534 feet beyond, V.39 percent ascending a distance
of 3,180 feet, lcvel a distance orX 350 feet, and 0.437 percent
deacending a congliderabhle distance Teyonde

Operasing rules involved read in part as follows:

S9. When a train stops or 1s delayed, under
circumstances in which it may be overtaken
by another train, the flagman must go back
imimediately with flagman's signals and pro-
ceed rapidly to a distance sufficient to
insure full protection, where Le must remaln
until called in, or if an spproaching train
is within sight or hearing, until it has
stopped.

On reaching the required distance or on
the approach of a train before that distance
i3 reached he will display stop signals, and,
in addition, place two torpedoes on the rail
and when necessary display a lighted fusees
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220. Train orders once in effect continue so
until fulfilled, superseded or annulled. Any
bPart of an order sgpecifying a particular move-
ment may be eltiitkr supersedsd or annulled.

g6 % Sk
317 L I

To permit a train to follow a train other
than a passcnger train into a block, the signal-
man must give "17 for " to the next block
station in advancs. The sipnalman receiving
this signal, if there is no passenger train in
the block, must reply "S5.of 13 for __ "

The appreoaching train will then be admitted to
the block with permissive card Form C.

The following instruction is printed at
the bottom of permicsive card Form C; Enginemen
receiving this card willl proceed as indicated.

At the time of the accident the block involved extended
between Owego and Sayre, a distance of 18.6 milese

The maximum authorized speed for passenger trains is 50
miles per hour, and for other trains and light engines, 40 miles
per hour. A speed board wnich esteblishes a maximum speed ol 35
niles per hour for east-bound trains is located west of the com—
pound curve on which the accildent occurred.

The weather was clear at the time of the accident, which

occcurred at 2:25 Pe M.

Description

Extra 2088, a west-bound freight train, with Conductor
Quinn and Enginemen Tuthill end Carr in charge, consisted of
engine 2056, of the 4-6-2 type, engine 1139, of the 4-6-0 type,
50 loaded and 2 eupty cars, and a caboose. At Sayre, 9 miles
east of Smithboro, the crew received train order No. 11, Form 19,
wnich read as follows:

Eng 2056 run Extra Sayre to Owego
No 282 Eng 2064 meet Extra 2056 We
at Owego



This train departed from Sayre at 12:01L p. m., according to the
train sheet, and became stalled about 1-1/2 miles west of Smithe
boro at 12:48 p. m., according to the statement of the conductor,
becausc engine 20566 became disableds The conductor then received
by telephone information that engine 305 would be sent to pull
hig train back to Sayrc, and hetreceirved train order No. 14,

Form 31, which read ss follows{

Order Noe 11 4is annuiled.

Extra 305, a west-bound light ¢ngine, was in charge of
Yard Foreman Drugan and Engincman Conkling. The crew reccived
traln order No. 13, Form 19, which read as follows!

Eng 300 run extra Sayre to one and one half
miles west of Smituboro asnd resturn to Sayre
with right over No 282 Eng 2064 No 282 gets

this at Owezo

his order was made complete 5t 1:18 De M Clearance card Yorm
A and permissive card Form C glso were recelved; the latter read
ag follows:!

Procced, expecting to find a ftrain in the

block between thig statior and Extre 2056
ahead.

The underscored words were printed; the other words were written
in longhand. Extra 300 left Sayre at 1L:i22 pe m., according to
the train sheet, pasgsed Smithboro a2t 1:4% p. m., and on reaching
the rear end of Extra 2086, 1t was coupled to the caboose of that
traine The train then noved eastward a dlistance of about 21 car
lengths and became stalled; while it was awalting the arrival of
Nos 282 for asslstance, it wes struck by that train.

Noe. 282, 'sn east-bound passenger train, with Conductor
Deming and Engineman Considine in charge, conslsted of engine
2064, of the 4~6-2 type, nine nilk cars, one combination passen=-
ger and baggage car, and two milk cars, in the order named. Algl .
the cars were of steel-underframe construction. At Oweso, 9.
miles west of Smithtoro, the crew recelved trailn orcer io. 14,
Form 19, previously quoteds This order was made complete at
1:28 ps me The c¢rev also received clearance card Form A and per-
misslve card Form C; the lalter read as follows?

Proceed, expecting to find a train in the
block between this station and 1-1/2 miles
west of Smithboro to Sayre Extra 305 East
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The underscored words were vrinted; the other words were written
in longhiand. No.282 departed from Owego, the last open office,
at 2:16 p. m., according to the train sheet, 1 hour 47 minutes
late, and, vhile moving at a gpeed variously estimeted U0 have
been between 35 and 60 miles per hour, collided with the rear end
of Extra 305 East.

Engine 2064, of No. 262, telescoped engine 2056, of
Extra 305, a short distance and both engines turned over on their
sldes south of the track. The tender of engine 2064 remained
coupled to the engine. The first five cars of No. 282 were de-
railed and stopped in various positions on each side of the track
and across 1t; the first three cars were demolished. The front
truck of the sixth car was derailed. Engine 1139, of Extra 305,
stopped at a slight angle to engine 2056 and south of 1%, with
the tender cistern of engine 20506 crushed between the two engines
end the tender frame standing on Lts end. Tender 1155, which
wa. s coupled vo engine 1139, stopped practically at right angles
to the track but remained upright and coupled %o engine 1139.
The rear car of Extra 305 was derailed but remsined upright. The
three engines and their tenders were deumolisiied.

The employees killed were the cngincmen and the fire-
man of No. 28Z2,and the employee injured was the fireman of engine
1139 of Extra Z05.

Sunnary of Evidence

Engineman Tuthill, of the first engine of Extra 2050,
stoted thiet owing to a broken link-pin on his engine, his train
became stalled at a point a 1ittle more than 2 miles west of
Snithiboro about 12:40 p. . The front brakeman went to the
recar of the train and notified the conductor; returning to the
engine zbout 2:15 pe m., he notified the engineman that train
order Nos, 11 wsg annulled and thsat an engine would be sent to
pull the trazin back to Sayre. The Iront brekeman then walked
westward to protect his train. After the arrivel of engine
3056 the train was moved eastward a distance of 18 or 20 car
lengths 2nd then it becane stalled. Engineman Tuthill stated
tnat he was standing at the right side of the pilot of his
engine when he saw a train approaching which at first he thought
was on the Eric Railroad, which parallels the Lehigh Valley Rail-
rogd on the northe. He saw the front brakeman near a private
road crogsing, located about 1,800 feet wegt of his train, flag
the approaching train, and he, himself{, waved his arms in an
attcmpt to stop it, but the train with the engine working steam
continued to approach at g specd of 45 or 50 miles vper hour; he
did rot know whether the brakes were spplied prior to the accl-
dent, and he did not hear a whistle signal soundcd at any Time.



He thought the accident occurred aktout 15 minutes after the

front brakeman had started out to protect the train. The weather .
was clecar and he thought the vigibility was clear a distance of

2 miless Engineman Tuthill said that i1f he had been the engine-

man on No. 282 and had reccived a permissive card reading the

same as the card received by the crew of No. 282 at Owego, he

would have operated at full speed until reaching a point 2-1/2

miles west of Smithboro and then would have proceeded to Sayre

with caution.

Fireman Bond, of the first cengine of Extra 2056, stated
that he saw the front breceman a: a point about 1,/2 mile west of
his own train fiagging No. 282, which was working cteam and mov-
Ing at a speed of about 45 miles per hour; he did not know
whether the bruakes were applied prior to the accident. He and
several other members of tne crew attzmpted to flcg the approach-
Ing train, but they received no acknowlsdgment of their signals.
The firemsn stated that his engine wvas equipped with flagging
equipment, including torpedoes. He said that he is qualified
as an engineman and that if he had besn the enginemen on No. 282
he would have operated the train in the manner described by
Engineman Tuthill.

Engineman Carr, of the gecond engine of Extra 2056,
gtated that when he saw No. 282 it was about 75 or 80 car lengths
distant and moving at an estimated speed of 45 or 50 miles per
hour; the brakes were not applied prior to the accident and he
did not hear a whistle signal sounded at any time. He expressed
the same opinion as Engineman Tuthill and Fireman Bond with
respect to the requirements of tiie permissive card received by
Noe. 232 at Owego.

The statement of Fireman Failey, of the second enginre
of Extra 2056, added nothing of importance.

Front Brskeman Butts, of Extra 2056, stated that it
was avout 1 pe me. when he reached the resr encd of his train to
inform the conducter that the first engine was dilsabled; after
the conductor communicated with the digpatcher he returned to
the Tirst engine and informed the engineman of the movement to
be made. He then procceded westward to flag and was about 1/2 '
mile west of his train when he saw No. 282 approaching about 1
mile distant; he began to flag No. 282 but received no regponses
Hc threw a stone at tie engine as it passed but fziled to
attract the enginenan's attention. Hc could see the engineman's
arrr but did not see the fireman. The train was moving at a
speed of at least 50 miles per hour; the engine was working
steam, and there was no indication that the air brakes vere
appliede He had heard a wnistle signal sounded vhen Nos 282
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was in the viecinity of Tioga Center, 4.1 miles west of Smith-
boro, but he did not hear a whistle signal for the road cross-
ing west of the point of zsccident. He did not have any tor-
pedoes with him when he went out to flag and he did not look

for any on the engine. He thought that the pecrmissive card
received by No. 282 at Owego required that train to be opcrated
with caution from Owego to Sayre.

Conductor Quinn, of Extra 2056, stcted that when his
train became disabled he informed the dispatcher at Sayre by
means of his portable telephone that his train was stalled
approximately 1-1/2 miles west of Smithboro. The dispatcher
informed him that an engine would be sent to pull the trsin
beck to Sayre, and annulled train order No. 1l. After engine
305 arrived and the crew of that engine had taken charge of
the train, he walked wegtward to see 1f his own engine crews
wcre ready to start. The train was moved 21 car lengths and
became gtalled; then it was decided to wailt until No. 282
arrived and %o hzve it push Extra 305 over the grade, and he
adviged his engine crews to that effect, He was standing near
engine 2056 when he saw Nos 282 approach around the curve, he
was unable to estimate its speed, although he realized that it
was not preparing to stope. He thought that the front brakeman,
who had & red flag with him, left the east end of his train
about 1:35 p. m. and had been out flagging a sufficient time to
walk 1/2 mila. Conductor Quinn stszted at first that the per—
missive card received by the crew of No. 282 at Owego required
thaet the train be operated with caution from Owego to Sayre
but later stated that it would be authorized to maintain sched-
ule speed from Owego to a point 1-1/2 miles west of Smithboro.

Brakeman Maronette, of Extra 2056, stated that after
his train became stalled he walked toward the rear of his train
to search for the broken link-pin, which he found sbout 10 car
lengths east of the caboose. The threcads were broken off and
thie nut was missing. When h& returned to the engines altcr the
train had become stalled the second time he intended to go out
to flag, but saw Front Brakeman Butts proceeding westward around
the curve. He was sitting in the cab of engine 2056 when he
heard someone call out thet No. 282 was approaochings He left
the engine imuedisztely and started across the Erie tracis; he
looked wecstward and saw the front brakeman zbout 1,800 feet
distant swinging his flag and he thought he saw the front brake-
man throw something at the engine of No. 282. He estimated that
the speed of No. 282 was 35 or 40 miles per hour st the time of
the accident, at which time the engine was working steam and the
brakes were not applieds
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Engineman Conkling, of Extira 305, stated that his
en.'ine was coupled to the caboose 0Ff Extras 2058 at 1:593 p. m.
His engine pulled the train apout 21 car lengths when it became
stalled; he took slack twice but was unable to move the treaine
he said that train order No. 13 autnorized him to run ahead of
No. 232 from a point 1-1/2 miles west of Smithboro to Sayre.
In compliance with che permissive card Form C received at Sayre
he operated his engine so that he could stop within the renge of
his vision. It was his understznding that in compllance with a
Permisgive card Form C No. 282 chould hsve been operated under
proper control from Owego to Sayres

Yard Foremnon Drugan, of Extwa 308, stated that immedi-
ately before the accident hce was talking with some of the memoers
of the engine crews. He saw SBirakenan Butts flag No. 282, which
he estimated to be movins &t & gpe=d of between 50 =znd 60 miles
per hour, and therce was 16 reduction in speed prior to the acci-
dent. He concurred with mnginecunsn Conkling in rvegard to right
conferred uvupon Extra 505 by order No. 13 and tne manner in which
No. 2€2 should have becn operated in compliance with the permis-
sive card Form C.

The sto.tements of the other menbers of the crew of
engine 300 brougnt outl nothing additional of lmportances

Road Forem:.n of Engines Martin stated that he was on
ensine 305 from Sayre; afier 1% hed been coupled to the eahoose
of £vtra 2056 and an attempt had been rmade to start the trein,
he welked westward to within 150 feet of the two engilnes when he
heard a train approaccling. Judging by the sound of the exhaust
he sstirated that 16s gpecu was between 45 and 50 miles per hour.
He had known the wnzincman of No. 282 for years and considered
him a careful and reliable engineman; he thought that something
mist have happened to the enginceman prior to the accident. He
said that order lio. 13 gave Extra 305 suthority to run ahead of
No. 282 from a point 1-1/2 miles west of Smithboro to Sayre,also,
that 1f he had been the engineman on No. 282 he would have oper-
cted the train prepared to stop within the range of his vision.

Conductor Demin:;, of Noe 202, stated that an ailr-brake
test was made at Auburn, the initizl terminal, 7¢.3 miles west of
Smithboro. The train consisted of only four cars on leaving
Auburnji- the other cars were picked up at five points en route,
ancd the only air-brake test en route was wade at the third
point, Freeville, 43.7 miles west of Smithboro, where four cars
were picked up. One car was picked up at each of two points
between Freeville aand Smithboro, and the train was separated at
Owesos He did not know the condition of the brakes on these
cars, but stated that no difficulty was experienced with the



- 11 ~ Inv-2418

briokes ¢cn routee AU Freeville train ordsr No. 11 was received,
and at Owego trgin order No. 14 was received, together with per-
micsive card Form C and clearance cord Form A and a message,
wiilch read, "Run carefully throvgh Tioga Narrows account sort
bankge" The operator at OwegO told him that engine Z05 was
pulling the train of Extra 2056 back to Sayre and he imparted
this information to the enginemar; train order No. 15 was not
delivered to the crew of No. 282. He mentioned the permissive
card when he handed the order, cards, and nessage to the engine-
man; the enginemen answeved that he understood, and he abpeared
to be norual in every resvect. Ths itrain departed and as 1t
passed through Tioga Marrows the spoed was reduced, but after it
left that point and vp to the point of accident the speed was
about 45 miles per hour; he did not feel an application of the
air brekes prior to the mccidente Enginemen Congidine usually
reduced the speed to comply with the 3E-mile-pgr-hour speed-
board located viest of the compound curve on which the accldent
occurred, but Conductor Dening did not obscrve ~ny reduction of
gpeed on the day of the accidente. Ltout 2 minutes after nis
train stopped he saw the flagman of Extra 305 walking eastward
et a point about 10 telegraph poles to the rear of his train.
Conductor Deming stated thot he had known Engineman Considilne
since 1906 and had wvorked with him most of the time; he consid-
ered him & vevry careful engineman and had not lreard ham complain
of 111 health. He thought the blocking of his train was improper
unasr the circumstances thiat existsed in this inastance; however,
he interpreted the permissive card Form C recelved at Owego to
nean that No. 282 could operate at maximum guthorized speed from
Owego t0 a point 1-1/2 miles wrest of Smithboro and then at a
rate of 40 miles per hour, the maxinum authorized speed for
Extra 305, from thz latter point to Sayre.

Front Brakeman Jetty, of No. 232, who is guelified as
a corductor, stated that an inspector tested the alr brakes at
Auvburn, but no tust was made of the air Lrakes on the cars
picked up en route. When cars are oicked vp en route, if the ailr
brakes on the rear end release, it indicates thot th: brake-plpe
pressure is continuous throughout the length of the train. At
Auburn Engineman Considine appeared to be in normal condition,
and Brazkeman Jetty did not observe anything unusual when hce rode
on the engine a short distance en route. While the cars were
being picked up at stations en route, the engineman obeycd
signals promptly. After passing Tioga Narrows the train moved
ct a speed of 46 or 47 miles per hour until the time of tue
accidents About 7 minutes after the accident, he saw the flag-
men of Extra 305 returning, about 10 car lengths to the rear of
No. 282 He thought the permissive card permitted mgxlmum
authorized speed for his trein from Owego to a point 1-1/2 miles
west of Smithboro and then a specd at which the train could be
stopped within the range of vislon.
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receiving order No. 15 the dispztcier nad told him that he in-
tended to annul order No. 13 addressed to the operavor and No.
282, and he thought that crdsr No. 15 annulled order No. 10O,
alth.ough in another statement he saild that order Noe. 13 was
annulled only in part and that the part of the order which read
"return to Sayire 'with right over No. 282 engine 2064. No. 282
getbs this at Owego," was still in, effect. He gtated that the
dispatcher did not instruct him not to deliver train order No.
15, and he himself did not raise the guestilion; however, 1n a
later statement he sald thet when the dispatcher instructed him
to issue the permigsive card, the dispatcher inforimed him it was
not necesvary for No. 282 to have order No. 13. It 1is customary
for the dicpatchrer to instruct the operator in regard to what
orders are to be indicsted on the clearance card, but the dis-
patcher did not instruct iim relative to this mattsr on the day
of the accident. Agent Cleveland stated that'he was not fami-
liar with the term, "That part -of," appesring in order No. 15
and had never handled an order of thut kXind. He did not think
that the word "point" was irncluded i the information 'to be
placed on the permissive card, ard the words "thic station" had
never been crosced out on the card, and he did not think that 1t
would have read nore clearly, and he could not recall of an in-
stance vhire a permissive card had bcen igsued under conditions
sinmilar to the conditions oxIating at the time the card was
issued to No. 282 Hig interpretation of the pormiscive cord
involved was that the engineman of Noe. 282 was authorized to
proceed at a speed of 50 miles per aour from Owego to & point
about 1-1/2 miles west of Smithboro and then pruceed with trein
under control; however, prcvious 50 this instznce he had asver
secn a permigsive card tnat speciiied une coendition for a part
of a block and snctiaer condition for the remeinder of the
blocke.

Dispatcher Boyle, at Sayre, stated that at 1:55 p. m.
he was informed by Conductor Quinrn that engine 305 had errived
and that the train was ready to leave for Sayre. He then lssued
order No. 15, which he addressed to the operator ¢t Owego,
annulliing part of order No. 13 in order thet Nos. 282 would not
stop at a point where there was no .asans of comaunication. He
sald it would have been simpler to anuul this order in its
entirety and it was his intention to do so. He told the opera-
tor that he did not wich to delay Noe. 282 and that Extrzs 300
wes on its wey eact, and he instructed the operator to "card
Extrs 305 from a point 1-1/2 milcs west of Snithboro to Sayre,"
that 1s, issue a permissive card to No. 282. He thought the
permiscive card was sufficient protection, even %Snough No. 282
did not have order No. 13 while Extra 305 East dia have that
order, vhich gave 1t right over No. 282 from a point 1~1/2 miles
west of Smithboro to Sayre and wihich wae equivalent to a run-
ahead order between thcese pointse He said that Noe 282 was re-~
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guired to run with caution, expecting to find the traln ahead.
Under the rules a passenger train is permitted to follow a

freizht train in the block.

According to informatilon furnished

by the carrier,

Enginemsn Considine would have been 70 years of age on Novenber

1’7, 1940.

Discussion

Accordlng to the evidence, Extra 2006 West becanme
stalled at a point about 2 miles west of Smithboro because of a
brokoen union link-pin on engine 2056; its running order, which

wa 8 combined with an oruer to meet No. 282 at Owego,

Engine 305 was sent from Sayre to pull the train of Extra 2056
back to Sayre and the crcw of this engine was given a running
order from Sayre to a point 1-1/2 miles west of Smithboro and
return to Sayre, with right over No. 232. After engine 500 was

coupled to the rczr of the disabled train,

the conductor rsported

to the dispatcher that the train wes rendy to depart; Extra 305
moved eagstward aoout 20 car lcengths and stalleds This traln

then waited for No. 282 to help it over the

agrede located just

east of the point where the nccidant occurreds Extra 300 had
been waiting almost 25 minutes wnen the sccident occurreds

According to the front brakemsn, he flagred Nos 282 from
a point about 1/2 mile to the rear of his train.

he could see No. <82 gpproaching a mile distant. As the train
approached he guve stop sisnals with a red fleg and he tihrew a
rock at the ergine as it passed nim but there was no indication

on the part of the engine crewv that his sign

als were secns. The

flageing rule required that torpeuoes be placed on the rail but
the brakeman aid not plsce any on the reil and he falled to take
torpedoes wiivh him vhen he went out to protect his train. The
svidence indicated that the brakeman started out to flag about
15 minutes before the accident occurred; from this 1t appears
that hc should have been able to go considerably more than a
half mile to the rear of hig train within the time et hls dis-
posale If he had placed torpcdoes on the rail, probably the
cngine crew would have heard the explosion of the torpedoes and

vould have taken action to stop the traine

A brcke application on No. 282 wva
about 2 miles west of the point of accident
lest 2 miles traverced by dNo. 282 no memnber
heard the engine whistle sounded or felt an
brakese Thnere was no reduction of speed as

felt at a pcint

but throughout the
of the train crew
application of the
the train approached

the rear of Extra 305. No one saw the firemanj; the front brake-
man of Extra 305 saw only thne arm of the engineman as the engilne

was annullede

From this point
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pasced.s At Owego about 10 minutes before the accident occurred

. the engineman appeared normale. The visual conditions were
goods Tuese facts indlcate that possibly the engineman became
incapacitated at some point within the 2 miles immediately west
of the point of accldente It is not known why no action was
takxen by either the engineman or the fireman as both were
¥illed in the accident.

En route No. 282 picked up cars st five points between
Auburn and Owego but an air-brake test was made at only one of
thesec pointse The train was lact geparated at Owego, where the
last stop was msde prior to the accident; however, the survi-
ving members of the crew stated that they felt en application
of the brekes and observed a reduction in the speed of their
troin at a point slightly more than 2 miles west of the point
of accident.

Under the manual-block rulcs of this railroad, after
delivery of a permisslve card Form C to a passenger train it
may be admitted to a block cccupied by a precading freight

..train. Several minutes before No. 262 received a permissilve
card, Extra 305 had reported that 1% was ready to start east-
warde Using his own exprecsion, the operator at Owego prepared
the permissive card according to information received from the
dispatchers The wording of the permissive card, "Proceed, ex-
pecting to find a train in the block between this statlon and
1-1/2 miles west of Smithboro to Sayre Extra 305 East," is not,
a clear and concise instruction and it was not interpreted
uniformly by all emplcyecs interrogated; some of them thought
that the permiscive card gave No. 282 in effect a clear block
from Owego to a point 1-1/2 miles west of Smithboro and a per-
missive block from a point 1-1/2 miles west of Smithboro to
Sayre; other vmploycer interpreted the permissive card to mean
that the trein should have been operagted throughout the full
length of the block according to a permissive indlcation; all
the surviving members of the crew of No. 282 thought the first
portion of the block involved was clesre Noe 282 was operated
et maximum guthorized speed, which was the method of operation
under a clear bloci; this indicates that the englne crew
thought the first portion of the block was clears There was
no provision in the rules for temporarily dividing a block

‘ into two pertions and the permissive card was not designed
for that purpose; the evidence indicated that it was not cus-
tomary to divide a blockz temporarily. Extra 305 West was given
a pertilssive card bearing instructiongs for it to proceed, ex-
pecting to find a train in the blocks Before this train left
Sayre, 1t was kncwn that Extra 2056 was disabled at a point
approximately 1-1/2 niles west of Smithboro; nevertheless, the
bernissive card required Extra 305 to run prepared toc stop
short of train aghead at any point betveen Sayre i
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and 1-1/2 niles west of Smithboro, snd no reason 1is apparent why
the permissive card given to Noe. 282 should not have been hendled
in & similar mannere. .

There was somne amisunderstanding concerning the informa-
tion furnished in regard to the location of Extra 2055 after its
first engine faileds. The conductcr, using a portable telephone
from the vicinity of the cabocse, reported to the dispatcher
that his train was standing 1-1/2 milss west of Smithboro; that
point was the approxingte location of the cabooses t appears
that the fact the front end vas slightly nmore than 2 niles west
of Smithboro was not considered when issuing instructions to
other trains concerned; however, the crew of No. 282 apparently
did not give the exact locatlon of Extra 305 much consideration
as the train was moving at a specd of about 45 or 50 miles per
hour at a point about 2.1 miles west of Smithboro.

Train order No. 13, which wasz addressed to the operator
and Nos. 282 a2t Owego and wnhich in effect gave Extra 3056 East
authority to run ahead of No. 282 from a point 1-1/2 miles west
of Smithboro to Sayrs, was not delivered to No. 282. The opera-
tor at Owego had received an order addressed to him annulling
part of that order, so that he would krow there vas no vrest-bound
train in the block and s0 that he would be authorized to rclease
Noe 282 with a permissive carde The dispatcher instructed the
operator that a permigsive card was sufficient protection for the
movement of Noe. 282 and that it was unnecessary for this train to
have order No. 13. nRegardless of the rule which provides that an
order is in effect until it is fulfilled, superseded, or annulled,
the dispatcher and the operator permitted No. 282 to lecve Owego
without delivering to the crew of that train a copy of order No.
13« Thc dispatcher said that it was his intention to annul this
order in 1its entircty to the operator at Owego. Even though the
dlspatcher instructed the operator to release No. 2682 without
order No. 13, the operator had not received an annulment, so far
as Noe 282 was conccrnede As the matter was handlced there was a
lap of authority of Extra 305 and No. 282 from a point 1-1/2
miles west of Smithboro to SBayree 1t igs possible that if the
crew of No. 282 had received order No. 13, some member would have
taken action to reduce the speed approaching the point where the .
accident occurrede.

This investigation disclosed laxity in the cnfiorcement
and obsgervance of the flagging rule, the rules pertaining to the
delivery of train orders, and the manual-block rules, which should
be promptly correcteds
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Conclnusion

This accildent was caused by failure to provide ade-
quate flag protection for the freight train and by faillure to
operate the passenger train in manual-block territory in accord-
ance with the requirements of a permisgive carde

Respectfully submitted,
S« N. MILLS,

Director.



