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INTERSTATE CO!£ERCE COMMISSION 

REPORT OF THE DIRECTOR OF THE BUREAU OF SAFETY CONCERNING AN 
ACCIDENT OH THE HE// YORK CENTRAL RAILROAD AT CRUGERS, 

II.Y., OH AUGUST 31, 1934. 

October 19, 1934. 

To the Commission: 

On AuraJt 31, 1934, there was a rear-end collision uetwcen 
two passenger trains on the Hew York Central Railroad at Crugers, 
N.Y., vrmh resulted in the death of 1 employee and tne injury 
of 095 passengers, the majority of whom sustained only minor 
m i u r i e a Tne investigation oi tnis accident v.as held in 
conjunction with a reprc-e native of the Hew Yortc Puolic Service 
Commascion. 

Location and method of operation 

Tnis accident ocean cd. on that pare of the Hudson Division 
extending bet^uen Croton-on-Hadson and Signal Station 98,located 
0.58 mile east of Rensselaer, N.Y., a distance of 107.17 miles, 
m the vicinity of the point of accident this is a 4-track line 
over w u L o h trains are operated, by t:ne table, t r a m ordei s, and. 
an automatic block-signal and tram-stop systep, the Tatter 
o e m g of the intermittent-induction type. The general direction 
of the tracks is nortn one <oouth, but tine-table directions are 
ea^t and weit and the latter directions are used in this report. 
The traces are numbered, from south to nortn, 4, 2, 1 and 3, m d 
the ace-1 dent occurred on track 1 at a point approximately 50 feet 
west of the station at Crugers. Approaching this point from tne 
east, tnere is a 1° 10' curve to tho left 1,956 feet m length 
and tnen tne track is tangent for a distance of 3,766 feet, 
followed jy a 2° 46 c Tve to trie rignt 5,180 feet in length, 
tne accident occubing on tnis latter curve at a point 2,787 
feet fron itc eastern end. Tne grade it tne point of accident 
I P 0.26 percent ascending for west-oound trans, 

The automatic signals involved, are signals 3541, 3641 and 
3741, located 10,705 feet, 3,265 feet and 152 feet, respectively, 
east of tne point of accident. Tne f_rst two signals are mounted 
on signal bridges and arc of the 3-am, 3-position, uppcr-
opuad.rant type, while sigmh 3741 is no anted on a highway cridge 
ana is of tac color-ligh y type, nignt indications of these 
signals are rreen, yellow and red, for proceed, proceed at 
rciaocd spcod. prepared to stop at next signal, and stop and then 
proceed, respectively. From trains approaching from the east 
the view of signals 3e4. m d 3641 is unobstructed, but on 
account of the track pascing through a sloping 40-foot cut the 
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view of signal 3741 is restricted to aboi t 820 feet. T.ie maximum 
authorized speec. for tne tram^ involved is 6b miles per hoar. 

The weather was clear at the tine uf the accident, vnicn 
occurred about 10:40 p.ir. 

Description 

West-cound passenger Trail- Fourth No, 29 consisted of 1 
Pall-nan olib car and 11 Pull ian sleeping cars, all of steel 
constriction, i auled 07 engine 5309, and i"ac m charge of 
Conductor Ziep^er and Engineman Crum. Trim train left Croton-
on-Hudson, 2.79 miles east of Cragers, at 10:29 p.m., 14 u n a e s 
late, after ..evmg crossed over from track 3 to track 1 at ina,t 
point, passed signal Soil u n m r d ye] loTw indication, passed senal 
3641 under o green indication and pdssed ci^ifl 37^1 under a 
yellow "indication; the engi lenan failed to operate the forestalling 
device of tie tram-stop system w.ien p a s s m , signal 3741, result­
ing 11 an automatic aaolicstion of the air bru}<es, tne train 
stoopiio vitn its re°r end about 152 feet beyond tie signal. As 
soon ao the Drakes were released the train started, and it -/jr 
moving at low rate of speed »vhen t.ie rear end was struck by 
T r a m First No. 71. 

V/est-Dound passenger T r a m First IJo. 71 consisted of 1 
oaggag" car, 1 reirigerator car, 1 baggage err, 5 c o a c h e s ano. 4 
Pullman sleeping cars, all of steel constriction except tne 
refrigerator car wr.ich V S G 01 steel-unuerframe construction, 
hauled lv engine 5351, m l wac 1:1 charge of Conductor Stcpletou 
and Engineman Cumnm^s. Tnis t i v m paeeed Croton-on-Hudsou ct 
10:35 p.m., 6 nmates late, passed signals 3541 end 5641 disul aying 
yellow irdi cations, uassed signal 3741 displaying, a red indication, 
and shortly afterwards collided ath Train Fourth No. 29 /hilc 
traveling at a sioccd of about 23 nales per hour, according to 
tr.e speed recorder with 'mien the engine .vas equipped, 

As a result of tne collision tne rear end of tne tender of 
engine 5309 and all 01" the cars m Train Fourth No. 29 rfc^e ^ore 
or l^s daiaged, the rear truck of tne last car ooin.j der^lec. 
The driving vheels of engine 5,3 ̂ 1 also v^ero derailed, and tne 
engine was badly damaged, and tne f m s t two cars in T r a m First 
No. 7i ^ere slightly dariagea. The emiioyce killec w-s tut1 herd, 
brakeman of T r a m Fourtn No. 29. 

Sun ary of evidmce 

Engine if an Crum, of T r a m Fourtn i T3. 29, stated t m t L±s t r a m 
left .narmoii on the Electric Divmion, on track 3 under a yellow 
signal m d i c L tioij. and etopocd, at Croton-on-ha dscn for a red signal. 
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Upon receiving c yellow signal indication the train entered track 
1 and proceeded to signal 3541 at a speed of about 20 miles per 
hour. This signal also was displaying o yellow indication, but 3ignal 3641 was displaying a green indication ana the train 
passed it at a speed of about 35 miles per hour. WLile/fcipproacnlng 
signal 3741 he observed that it was yellow and closed the tnrottle 
but neglected to operate the forestalling device, resulting in 
the brakes being apulled and stopping the train. The fireman 
then got off and operated the reset button of the automatic tram-
atop system, and after taking tne alack twice the train was 
started, but moved a distance of only about one-half car length 
when the brakes wore applied in emergency and the train stopped; 
Englnennn Prugt did not toftar- &i ,that ,tiae that a -collision had 
occurred as train Second Ho. 71 was passing nis own train oa 
tra.ck 5. He estimated that nis train had been standing abou'o 2 
minutes before it started rhead and s°id that he did not wnistle 
for flag protection until the train stouped the second time. 

Conductor Ziegler,of Train Fourth Ho. 89, stated tnat ne 
did not notice anything unusual about the operation of the train 
until thcro vas a heavy brake application, stopping tne tram a 
snort distance vest of Crugers station. He vas in the seventh 
car and as soon as the brakes wore applied he arose from his 
seat, put on his coat and hat, and had reached the door when 
the cr^sh occurred. He did not know whether his train vas 
moving at tne time of tne accident, and was unable to cfltiiato 
how long it had been standing before the accident occurred. 

Rear Brakcsran Shayne, of Train Fourth No. 29, stated t m t 
he rodo on the rear platform of the train from Croton-on~Hudson 
and while tne train ^as stopping at Crugers he tnrcw off a 
lighted, fusee, which was about 25 feet from the roar end vnen 
the tr^in stopped; he then went back and placed two torpedoes ea3t of tho fusee. An east-bound freight train was passln^ on 
track 4, 4 SJualn l&oond llo* 91 was approaching-on trcck 3, and a 
few seconds later he saw tho ncodllght of Tr^in First Ho, 71 
approaching on tra.ck 1, and in order to avoid being struck ie 
jumped over the inter-track fence located, between tracks 1 m d 
2 } and V o n ga.ve stop signals with r lantern vi.lle running on 
track ?, towards the oppronohing train; ne said he ha.d reached, 
a point approximately 10 or 15 feet east of signal 3741 before 
Train First He, 71 passed him, traveling at a speed of about 15 
miles per hour. The fusee was still burning when the e n 0 m e 
passed over it, but none of his warning signals were acknowledged 
by the approaching train. 

Eiigmcman Cumnungs, of Tr: in First No. 71, stated th; t the 
automatic train-stop device was tested at Harmon, 1,18 niles 
east of Croton-on-Hudson, and functioned properly, that m s 
train loft on i yollov signal indication, and. that a running tost 



oi" tiie brakes TOG made alter leaving that point, while speed was 
reduced at Croton-on-Hudson for another yellow signal. He tnen 
vorked stem, out signals 3541 and 3641 also were displaying 
yellow indications, and he closed the throttle about the time ne 
passed the latter signal, made a slight brake-pipe reduction 
before reacnmg tne curve on vnich signal 3741 is located, and 
then novec the oroke-valve nandle to lap position. Due to a 
freignt troin moving eastward on track 4 and T r a m Second No. 71 
passin^ him west-bound on track 3, the view of signal 3741 was 
ooscnred by smoke and steam and tne first he knew of anything 
wrong ivas wnen he saw the rear end of the tram ahead, before 
passing over tne automatic tram-stop inductor located 70 feet 
m rear of tne signal, and then he saw the signal, at <3top; 
he/applied tine brakes in emergency immediately, without having 
released thu previous brake application. He did not see the 
flagman of T r a m Fourth TTo. 29 but heard torpedoes explode and 
saw a fusee, which was still burning unoler ins engine after it 
stoppee., Engmetian Cunnings estimated the speed of his tram 
at the t n e of passing Crotor-on-Hudson to neve been aboat 55 
miles per nour, and. said, it was 35 or 58 miles per hour when he 
sntt ofI, aoout 35 miles per hour when the first application of 
the brakes was made, and between 20 ana 35 miles n m hour wnen 
he aoolood tne brakes m emergency, the latter application 
n a v m g little effect on account of the short distance to the 
point oi accident. He said that ne was famliar with the location 
of signal 3741 and had been instructed on several occasions 
about oo reliance with the ruicr, with parti6ular regard to the 
observance of signal indications, buti that ne had oeen running 
on the yellow and expected to find a yellow signal at signal 
o?41j tic ,;ken ne could, not locate the signal he was about to 
apply tne nrakeo joet as he saw the rear end of the t r a m ahead. 
He said ne had operated trams m a oomewnat similar manner on 
previous occasions, but never wnen an official was riding with 
him. 

Fireoiaai Colbert, of T r a m First No. 71, stated that the 
brakes worx.ee pronerly when tne running test v̂ ao made after 
leaving Harmon; ne called the yellow signal ind-ic^tions en route, 
and tho en 0ineman repeated them and operatea tne forestalling 
device of the aatomatac t r a m stop, winch functioned properly. 
Tiie fireman also practically corroborated tne engineman's 
statements concerning the speed of the t r a m but was not sure 
as to where tne brakes were first applied between signals 3641 
and 3741, He thought the speed was a little high, but at the 
same time thought the ergmeman was g o m g to slow down and atop 
at signal 574-1. From nis position on the outside of tne curve 
it was iiiDosoible for the fireman to see signal 3741 and he did. 
not see the fusee, although he saw tne flagman on track 2 a 
snort distance west of the signal, swinging a red lantern, and 
he also oearc the explosion of torpedoes just before the accident 
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occurred. 

Conductor Stapleton, of Train First No. 71, stated that he JK 
was working through the t r a m and did not pay particular attention^ 
to the speed, exoept that he thought the tram was being operated 
slower than usual in that locality, estimating the speed to have 
been 25 miles per hour. He felt no brrke application after 
passing Croton-on-Hudson until the brakes were applied in 
emergency prior to the accident. After the accident the engine-
man told him that he had been running on yellow signals, but that 
smoke irom Train Second No. 71 obstructed the view and he did not 
see the home signal until after he saw the rear end of the train 
ahead. Conductor£t&pl*t0w- -&$&f&s&- that -*s^«es -̂ regular* 
conductor and Engineman Curammgs v-as tne regular engineman on 
Train No. 71, and that he had never noticed any inclination on 
the engineman's part to exceed speed restrictions. Flagman 
Arnold agreed \vith Gonductor Stapleton tnat there was an 
emergency application of the brakes prior to the accident, while 
Baggageman Fleischmann and Head Brakeman Sweeney did not notice 
any such application. Both the flagman and the head brakeman, 
however, said speed was reduced after passing Oscawana. 

Engineman Haslin, of Train Second No. 71, stated that tne 
rear end of T r a m First No. 71 was approximately 10 car lengths 
ahead of .is train at Croton—on-Kudson and lie passed the engine 
of that tram when about 7 or 8 car lengths east of signal 
3741 while traveling at a speed of about 50 miles per hour. 
He was running on clear signal indications and could see the 
signal at Crugers for a distance of about 8 or 10 car lengths. 
His engine was not making heavy smoke as the t r a m consisted of 
only seven cars and the fireman had not put in a fire after 
passing through the tunnel, and tnere was no smoke in the 
vicinity that obscured his vision. The signal for track 1 
displayed a red indication, and a burning fusee was just west 
of the signal* but he did not remember seeing a flagman. While 
passing Train Fourth No. 29 he felt a jar and stopped his tram 
by a service application of the brakes about 12 or 15 car lengths 
beyond Train Fourth No. 29. 

Fireman Hendricks, of Train Second No. 71, stated that his 
train was traveling about 50 miles per ho^r when it passed Train 
First No, 71 west of Oscawana and at that time fire was flying 
from the brake shoes of that train, indicating that the brakes 
were applied. He had not put in a fire after passing Oscawana 
and there was no excessive smoke from his engine, fhe signal 
at Crugers for nis train on track 3 was green, the signal for 
track 1 \7as red,-there was a burning fusee on track 1 at least 
four or five car lengths oast of the rear end of Train Fourth 
No, 29, and the marker lights on that train were burning. 
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Signalman McDermott w a s driving home in his automobile 

a n d was near Crugers when h e saw a west-oound t r a i n stop at 
that point. Knowing that traffic w a s heavy and thinking he 
nigho be o f some assistance he drove to tne station a n d s a w the 
train stanching on t r a c k 1, vnth e burning fusee aoout 10 feet 
east of the t r a i n and a flagman I'-itn a lantern a D o u t 20 feet 
oack o f the fusee, Anotaer tram w a s aporoacmng on track 3 and 
as soon as it massed, h i s attention » w s attracted by a third tram 
approaching on track 1; he heard the air brakes apnly i n 
emergency wnen it w a s about t w o C a r lengths from the rear end 
of the standing t r a m . He did not look nt his watch, but 
estimated thnt about 3 minutes elapsed from the time the first 
tram stopped until the following t r a i n or track 1 collided with 
it. He saia tne weather was cle?r, but ofter the tram on track 
3 passed it was hazy m t- at vicinitj . 

Tests o f signals 3S41 and 3741, tne signal circuits, and 
the automatic train stop apparatus showed that the relays, signal 
mechanisms and inductors were operud m g as intended and within 
tne operating requirements. The automatic train-stop equipment 
o f each engine also w a s tested after the accident and found to 
be m proper operating condition. 

The speed recorder tape o n eugire 5309, of T r a m Fourth 
Wo. 29, indicated that the speed w a s about 30 milei per hour pass­
ing signal o5<tl, 3b miles per hour a t signal 3641, and about 

38 rules per hour just before the train reached signal 3741. The 
tape of engine 53,51, o f T r a m First No. 71, indicated tnat speed 
gradually increased from Harmon to about 45 miles per hour at 
a point tnree-fourth mile viest o f signal 5541, w a s about 43 
m^les oer hour at signal 3641, about 33 miles per hour one-half 
mile eacit o f signal 3741, and about 23 miles per hour where the 
accident occurred. 

Conclusions 

This accidmt was caused by the failure o f Engineman Cumnings, 
of Tram First Jo. 71, properly to obey signal indications. 

Unecr the rules, when an approach-signal indication is 
displayed, trains pro required to "proceed at a speed reduced to 
not exceeding one-half the maximum authorized a t point involved 
(not exceeding 30 miles per hour) prepared to stop at the next 
signal". They also provide that cnginomen of trains running 
with the current o f traffic must forestall when passing over 
inductors at signals otner tnrn clear o r clear-restricting 
signals, but only after tne irdications nave oeen ooeerved a n d 
a r e being obeyed. Signal 3741 was displaying an approach 
indication and Engineman Cruri, o f Tram Fourth No. 29, should 
have reauced speed and forestalled while passing over the 
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i n d u c t o r e a s t o f t h i s s i g n a l . The s p e e d - r e c o r d e r t a p e showed 
t h a t h i s t r a i n was m o v i n g a t r e d u c e d s p e e d a s i t a p p r o a c h e d 
s i g n a l 3 7 4 1 , o u t h e f a i l e d t o f o r e s t a l l , w i t h t h e r e s u l t t h a t 
t h e a u t o m a t i c t r a i n - s t o p s y s t e m f u n c t i o n e d arid c a u s e d an a u t o ­
m a t i c a o - o l i c a t i o n o f t h e b r a k e s , s t o p p i n g t h e t r a i n w i t h i t s 
r e a r end" j u s t b e y o n d t h e s i g n a l . T r a i n F i r s t N o . 71 was c l o s e l y 
f o l l o w i n g T r a i n F o u r t h N o . 2 9 , and a c c o r d i n g t o t h e s t a t e m e n t s 
o f E n g i n e m a n Cummings h e h a d b e e n r u n n i n g on y e l l o w s i g n a l 
i n d i c a t i o n s tor s e v e r a l a i d e s ' a n d flfcpi£$£«LS$ ̂ h d $ . y e l l o w 

- i n d i c a t i o n l i t - " s i g n a l 3 ? 4 J . ~ Hfe'T&ef svm^Wlcftfw In l o c a t i n g 
t h e s i g n a l , h o w e v e r , due p o s s i b l y t o smoke and s t e a m f r o m a 
f r e i g h t t r a i n a n d a l s o f r o m r a i n S e c o n d N o . 7 1 , w h i c h h a d j u s t 
o v e r t a k e n and p a s s e d h i s own t r a i n on t r a c k ot a n d he s a i d he 
was a b o u t t o a p p l y t h e b r a k e s when he saw t h e r e a r end o f t h e 
t r a i n a h e a d , s n d h t f i s n saw t h e s i g n a l at s t o p , ioo^ l a t e t o a v e r t 
t h e a c c i d e n t . The speed 1 - r e c o r d e r t a p e showed t h a t E n g i n e m a n 
C u m m i n g s 1 t r r l n h a d b e e n t r a v e l i n g a t a s p e e d o f a b o u t 45 m i l e s 
p e r h o u r a f t e r p a s s i n g s i g n a l 3 5 4 1 , 43 m i l e s p e r h o u r a t s i g n a l 
3 6 4 1 , and a b o u t 38 m i l e s p e r h o u r when one—half m i l e f rom 
s i g n a l 5741* U n d e r t h e r u l e s g o v e r n i n g h i s movements u n d e r a n 
a p p r o a c h s i g n a l , h o w e v e r , t h e s p e e d o f h i a $ £ a l n s h o u l d n o t 
n a v e e x c e e d e d 30 m i l e s an h o u r a t &&y o f t h e ^ e p o i n t s , a n d i n 
a d d i t i o n E n g i n e m a n Cttramligs s h o u l d h a v e b e e n p r e p a r e d t o s t o p 
a t e a c h s u c c e e d i n g s i g n ? ! l o c a t i o n . 

The r e a r brakeman o f T r c i n F o u r t h . N o * 25 s a i d he t h r e w o f f 
a f u s e e j u s t b e f o r e h i p t r a i n s t o p p e d a n d t h a t a f t e r w a r d s he 
went b a c k a n d p l a c e d two t o r p e d o e s on t h e t r a c k J u s t e a s t o f 
t h e f u s e e , and when he saw T r a i n F i r s t - N o . 71 a p p r o a c h i n g he 
jumped o v e r t h e i n t e r - t r a c k f e n c e i n o r d e r t o a v o i d b e i n r , run 
down and t h e n g a v e s t o p s i g n a l s w i t h a l a n t e r n f r p o h i s p o s i t i o n 
o n t r a c k 0- e a r t o f "afigyirl 1 ̂ f^t. There"'was c o ' r r o b o r a M v e 
e v i d e n c e t n a t t h e f l a g m a n was on t h e g r o u n d , and. a l s o t h e t 
t o r p e d o e s a n d c f u s e e were u s e d , b u t t h e y were t o o c l o s e t o 
t h e r e a r o f t h e s t a n d i n g t r a i n t o p r o v i d e adequi t e p r o t e c t i o n 
b e c a u s e o f t h e l i m i t e d v i e w h a d by t h e e n g i n e m a n o f t h e f o l l o w i n g 
t r a i n and t h e r a t e o f s p e e d a t w h i c h t h a t t r a i n was b e i n g o p e r a t e d . 

Two v e r y i m p o r t a n t p o i n t s a r e i n v o l v e d i n t h i s a c c i d e n t ; e n d f c 
i s t h e m a t t e r o f s t r i c t o b s e r v a n c e o f t h e r u l e s p a r t i c u l a r l y 
t h e p r a c t i c e known m " r u n n i n g on t h e y e l l o w " , a n d the o t h e r i s 
t h e u s e o f t h e f o r e s t a l l i n g f e a t u r e o f t h e a u t o m a t i c t r a i n - s t o p 
d e v i c e . E n g i n e m a n Cammings h a d b e e n r u n n i n g on y e l l o w i n d i c a t i o n s 
f o r a d i s t a n c e o f a b o u t 4 m i l e s , o p e r a t i n g t h e f o r e s t a l l i n g l e v e r 
a t t h e v a r i o u s s i g n a l l o c a t i o n s , and he e x p e c t e d t o r e c e i v e 
a n o t h e r y e l l o w i n d i c a t i o n a t s i g n a l 3 7 4 1 . T h i s , i n s u b s t a n c e , 
was t h e u n d e r l y i n g f a c t o r l e a d i n g t o h i s jf>ilta*e t o obey t h e 
s i g n a l i n d i c a t i o n w h i c h he u n e x p e c t e d l y f o u n d i n t h e s t o p 



-9-

position. Strict observance of tiie rules, which m tins case 
noold nave involved reducing speed to a maximum of 30 miles per 
hour and approaching the next signal prepared to stop, v.ould 
have enaoled Engireman Cumnungs to stop his t r a m m time to 
avoid the accident. Obeaience to the rules in nost cases would 
result eventually m the signals clearing up anead of the trein, 
whereas when running on the yellow an engineman m y allow the 
speed of h m t r a m to exceed the maximum authorized speed on 
the theory that the preceding train will keep moving, and then 
when tne preceding t r a m makes an unexpected stop the following 
engineman finds himself unprepared for tne situation which 
confronts hirr. In this respect this accident is very similar 
to the one which occuri ed on tne Cleveland, Cincinnati, Chicago 
& St. Louie Railway at Danville, Ind., on April ?, 1933; m 
that case also there was an automatic stop device m use m 
connection m t h the automatic olock signals and the t r a m sneet 
showed, that the engineman of the following t r a m nad operated 
nis t r a m a distance of 18.7 miles at an average speed of 6S 
miles per hour although the last 7.5 miles nad been under yellow 
indications. Running on the yellov. without reducing speed os 
required oy rule is a dangerous practice and supervising 
officials mould give close attention to this feature of 
t r a m operation m d take such atcps as may be necessary to 
Insure that it is discontinued. 

Failure properly to control speed after operating the 
forestalling device nas resulted m several accidents m 
automatic t r a m stop territory and most roodo, including the 
Hew m r k Central, now nave m effect a rale that an engineman 
must not forestall m e.utonatic Drake <. pplication until after 
the restrictive signal indication has been observed and is being 
obeyed.. Tku t rule was not being obeyeo in this case, and the 
continued occurrence of accidents of tnis c-mactor indicates 
that m e r e is need for improvement in the enforcement of this 
rule if forestalling devices ore to be continued m use. 
Attention m s called to this matter very definitely in the 
report covering the accident on the Chicago, St.Paul, Minneapolis 
& Omaha Rnlnay at Camp Douglas, Wis., on February 28, 1931, 
wherein tne following statenent i/as ra.ad.ei 

By the order of June 15, 1922, prescribing 
specitications and. requirements for automatic 
tram-stop devices, it was required that the 
device bring the t r a m to a atop, after which 
the engineman could restore the apparatus to 
normal condition and the t r a m he permitted to 
proceed. At tne solicitation of thu carriers, 
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h o w e v e r , t h i s r e q u i r e m e n t was m o d i f i e d "by t h e 
o r d e r o f J u l y 1 8 , 1924 , by p e r m i t t i n g t h e u s e o f 
a f o r e s t a l l i n g d e v i c e by means o f w h i c h t h e 
e n g i n e m a n c o u l d f o r e s t a l l an a u t o m a t i c a p p l i c a t i o n 
o f t h e a i r b r a k e s a n d t h e n " c o n t r o l h i s t r a i n 
i n t h e u s u a l manner i n a c c o r d a n c e w i t h h a n d 
s i g n a l s o r u n d e r l i m i t s f i x e d by t r a i n o r d e r 
o r p r e s c r i b e d by th© - o p e r a t i n g - r u l e # • e-f t h e 
c o m p a n y " . The u s e o f o f o r e s t a l l i n g d e v i c e i s 
n o t r e q u i r e d , a n d t h e s t a t e m e n t was made i n t h e 
c o n c u r r i n g o p i n i o n i n t h e p r o c e e d i n g u p o n w h i c h 
t h e o r d e r o f J u l y 1 8 , 1924 , was b a s e d , t h a t " I f 
e x p e r i e n c e shows t h a t t h e p e r m i s s i v e f e a t u r e 
d o e s n o t f u l f i l l i t s p u r p o s e we c a n a t a n y t i m e 
r e q u i r e i t s e l i m i n a t i o n " . 

The f u n c t i o n s o f t h e f o r e s t a l l i n g l e v e r a r e c l o s e l y 
a l l i e d w i t h p r o p e r o b s e r v a n c e o f s i g n a l i n d i c a t i o n s , a n d when 
a n eng ineman f o r e s t a l l s w i t h o u t h a v i n g r e d u c e d s p e e d i n 
a c c o r d a n c e w i t h s i g n a l i n d i c a t i o n s s u c h a c t i o n a f f o r d s 
o p p o r t u n i t y f o r t h e o c c u r r e n c e o f an a o c i d e n t o f t h e v e r y t y p e 
w h i c h an a u t o m a t i c t r a i n s t o p i s i n t e n d e d t o p r e v e n t . Too 
much e m p h a s i s c a n n o t b e l a i d on t h e n e c e s s i t y f o r s t r i c t 
o b e d i e n c e t o s i g n a l i n d i c a t i o n s ; i f s u p e r v i s i n g o f f i c i a l s 
a r e u n a b l e t o a c c o m p l i s h t n i s r e s u l t f u r t h e r c o n s i d e r a t i o n s h o u l d 
b e g i v e n t h e q u e s t i o n a s t o w h e t h e r f o r e s t a l l i n g d e v i c e s s h a l l 
b e c o n t i n u e d a s a p a r t o f a n a u t o m a t i c t r a i n s t o p s y s t e m . 

R e s p e c t f u l l y s u b m i t t e d , 

W. J . P A T T E R S O N , 

D i r e c t o r , 


