
Xa re Investigation of en accident which 
ooourred on the line of the Delaware & 
Hudson Company, near K«»t Bad, 

H* 7., October 31, 1916. 

Hevemfeer B4, 191e» 
On October 31, 1916, there wee a head end collision 

between a freight train and a work train on the line of the 
Delaware & Hu&eon Company, near Ba&t End*, H, T., resulting 
in the death of one employee and the Injury of forty-seven 
employees. After investigation of this accident, the Chief 
of the Division of Safety submit;** the following reporti 

The point where this collision occurred is IS miles 
north of Blnghattton, 38. T», approximately half a aile north 
of Bast Bad station, and five miles south of Harpnrsville, 
8* Y* Between TO tower, Binghamton, and Earpuravllle the 
line la single track; trains are operated by time-table, 
train orders and automatic block signal indications. The 
station at Tunnel, ¥*, is located 15 nile* north of Blng-
hemton* A short distance north of Tunnel station there is a 
tunnel approximately a quarter of a mile in length* The pass­
ing elding at Bast &id, approximately half a mile in length, 
extends from a point near the north end of the tunnel to a 
point north of the station* Hear the north end of the paee* 
ing elding signals IBS.8 and 125,2A are located, being of the 
two-ana, two-?sitlon, lower quadrant, eleetro-gae, normal 
danger type, and mounted on a bracket pole on the eaat side 
of the track* From these signals northward the track Is tan­
gent for a distance of 1,390 feet; then there is a two-degree 
curve toward the left, or west, 51? feet in length. The point 
of collision is 360 fe^t from the south end of this curve, 
practically opposite milepost B-18. Farther toward the north 
the track la tangent for approximately 330 fe t, this tangent 
being followed by a cuse toward the east of four degrees, lead­
ing around a hill, the view from the north toward the scene 
of accident being United to a maximum distance of approxi­
mately half a mile. 

This accident resulted from an error on the part of 
the operator at Y0 tower in copying © train order. The order 
As issued gave extra 118 north right of track over train 494, 
a scheduled southbound freight train, from TO tower to Tunnel, 
but as copied by the operator at TO tower gave extra 118 tight 
over train 494 to Harpursville* 

Train 494 was en route from Mechanioeviii e, N. T., 
to Binghamton, with Conductor Sexton and Saginemsn Brooks In 
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charge, and at tha time of tha accident consisted of a Ideo-
motive, 34 ears and a caboose, and a helping engine on the roar. 

This train left ©lens Bridge, just south of Oneonta 
Tard, at 0*47 a* m., and passed Harpursvilie, the last open 
telegraph offloe north of point of aoeldent, at 7.10 a* m« 
The sl&ials at Belden governing southbound movements were in 
the clear position; the train proceeded to the point of acci-
dent, and was running at m speed of eight or ten mi'ea per 
hour when it collided with the northbound extra at about 7.40 
or 7*48 a, s. At the time of the aoeldent a dense fog pre-

Extra 118, a work train consisting of a locomotive, 
a combination oar, a coach and a caboose, carrying laborers, 
and Conductor Bartigan in charge* At TO tower order So. Id 
was received, reading as follows: 

•Tings. 118 and 828 run extra TO Cabin to 
Glens Bridge, take siding meet Extra 801 
south at Port Crane, and have rights over 
fes. 4^4 and 478 TO Cabin to Harpursvilie** 

Extra 118 left TO tower at d*57 a* m., arrived at Tunnel 
at 7.35 a. m,, picked up seetlons&en, and departed at 7.34 a* a, 
wliile this train was at Tunnel, extra 809 north was on the 
passing siding and the train order signal for northbound trains 
was In the clear position* The signal at the north end of the 
passing siding at Bast End was found in the stop position; 
extra 113 came to a stop, overrunning the signal about an e-iglne 
length* It then proceeded, and while running at e speed of 
from IB to 20 miles an hour collided with train 494* 

Both locomotives and the first two car© of train 494 re­
mained on the track and were not badly damaged* The third and 
fourth ears of train 494 were derailed, thrown at an angle across 
the track, and practically destroyed; the leading truck of the 
fifth car was derailed* The forward end of the first coach 
in extra 118 was crushed, and derailed, but the second ooadh 
and the caboose were only slightly damaged* The tender of loco­
motive 118 was badly damaged* The man who vas killed was a 
bva&emaa on extra 11B; he was crushed between the first coach 
and the rear of the tender. 

Dispatcher Case, who w&a on duty at the time of the 
accident, stated that when train 113 reported for orders at 
TO tower, on account of other train movements he m® unable 
to fix definite meeting pointe between southbound trains 494 
and 478 and northbound extra 118* For the purpose of start­
ing the work train out of Binghataton, he called the operator 

vailed 



at Tunnel, told him to copy a *31* train order for trains 494 
and 478, oalled the operator at Sanitaria Springs to copy for 
extra esl south, and the operator at TO tower for extras 118 
and 825 north. He then issued order Ho, Id, as follows: 

*Xng, 116 and 825 run extra TO Cabin to Olens 
Bridge. Take siding, meet extra 851 south et 
Port Gralne and have right over Hoa. 4@4 and 478 
TO Cabin to tunnel11 

the dispatcher stated that the operator at Tunnel gave 
an responsej the operator at Sanitaria Springs repeated 
the order and 0. E. was glveni the operator at TO tower also 
repeated the order as sent, and "complete* was given at 6*55 
a* m, Some time later he oalled the operator at Tunnel end 
asked if extra 118 had arrived i he was Infomed by the 
operator that estra 118 Had arrived and had pulled down to baok 
in at the north end of the passing siding ahead of extra 809 
to await the arrival of train 494* Ee then told the operator 
that he would have further help for extra 118 on train 478* 
It was not until after the accident had been reported by tele* 
phone from East End by a me bar of one of the tate crews that 
he was a -/are of any discrepancy in order No. IS* Ee tenediately 
called the day operator at TO tower and asked bin to repeat the 
last part of order No. 16. It was then that he discovered the 
order delivered to ertra 118 read "Harpurswille* instead of 
"Tunnel.* 

Operator I*y2t@, who was on duty &t TO tower, and received 
order Mo. 16, stated that he understood the dispatcher in 
issuing the order to say "Earpwrsvilie,* and he so copied and 
repeated it. He a&nitted, however, in view of the fact that 
the other operators receiving the order understood it to r«sad 
"Tunnel* and so copied it, that he *nst have m d e a mistake in 
copying the order. He is positive that he repeated it as 
sopled. He stated that he heard Sanitaria Springs repeat the 
order, but he did not check it baok a® he wae busy making out 
learance cards. Operator Lylce also stated that it u&d been 
customary for extra 11© to be given help against trains 494 
and 478 as far as Sarpursville, and he is unable to account 
for his error in this In stance In any way, except that probably 
having Harpursvllle fi&ed In his niad, he so interpreted and 
wrote the order sent by the dispatcher. He further stated 
that on the morning of the accTdent the telegraph wire was 
working poorly, which statement was eorrborated by the other 
operators and the dispatcher. 

Operator Hobluson, who was on duty at Tunnel, stated 
that he copied the order "Tunnel,* gave an *X* response and 
received an 0. K« therefor. Then without waiting to hear the 
other operators repeat the order he began to sweep out the 
WEiting-room. Ee stated that as order No. 16 was not ad-



dressed to bin. he loft nis train order board for northbound 
trains in tbe clear position. When he saw extra U S leave 
the station He ©turned it was elaply going doirn to back in 
at the north end of the siding aheed of extra 809 to b« ready 
to pull out on the arrival of train 494, and he so informed 
the dispatcher* He adnitted that when order Ho* 16 was issued 
to superior trains 494 and 478, restricting tneir rights at 
that point, he should have placed train order signals at stop 
for trains In both directions, as an additional precaution 
required by rule, but this he failed to do. 

Operator Belrd, at sanitaria Springs, stated that he 
copied order Ho. IS "Tunnel," and so repeated It; but a© only 
the first part of that order affected the train addressed at 
his station he did not pay particular attention to the repeats 
lag of the letter art of the order at TO tower. However, he 
believes It was repeated *Tumel» w by the operator at TO tower, 
although upon this point he Is not positive. 

Engineman Brooks, of train 494, said that the fog was 
so dense that he could not ae© more tha a car length, and when 
he caught algbt o f extra 11B immediately ahead of M s engine 
he did Hot have t l » even to ap^ly the brakes before the col* 
liaion occurred. 

Engineaaa Vogell;, of eartra 118, stated that order Ho* 
16 waK delivered to him by one of the braVenea of hi® trtila et 
TO tower. Approaching the northbound signal at Z&at End he 
found It In the stop position. Ee brought his trnin to a &top 
as soon as he could, and he then irooeeded with caution. Ee 
saw train 494 when it wae three or four ear lengths distant arid 
Immediately nade an emergency application of the brakes. E© 
thought his tr&in was running at a rate of IS or 18 miles per 
hour when the collision occurred. He said the brakes on his 
train were working in a satisfactory xianner* 

Conductor Esrtigan, of extra 110, stated that on arrival 
at TO tower he w&at Into the telegr&s-h office and the operator 
was at that time copying order Ho* ie« After the order had been 
copied and completed, he received two copies, sending one copy 
to the engineman by one of the trainmen. He stated that a stop 
was mde at the signal at East Bnd, and at the time the accident 
occurred the train was running about £0 miles per hour. He 
stated that the air brakes were working in a proper manner on 
the two coaches, but the brake on the caboose wns out out on 
account of the brake going into emergency whenever an application 
mm made. Ho- ever, no report of this condition had been luade, 
although the brake had bean out out for about a week pa&t* 

This accident was caused by an error on the part of the 
operator at TO tower in receiving; and copying a train order, 
tftile it can easily be understood how, under the oireum&tanoes. 
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Operator Lyke road* the error, and copied the order "Harpuraville,* 
Instead of "Tunnel," it seerce highly Improvable that having 
copied It "Harpurs villa* he should have repeated it "Tunnels" It 
ia therefore believed that the failure of Dispatcher Case to 
detect the error when tbe order m a repeated was a contributing 
cause of the accident. A further contributing eauee was the 
failure of Snginenem Vogelin to exercise the degree of caution 
which should have been dictated by good Judgment in the operation 
of his train, particularly under the wat^er conditions existing 
at the tiae of the accident, after receiving a stop indication 
displayed by an automatic block signal* Rule 504 r*ada as fol­
lows} 

When a train is stopped by an auto*-a tie block 
signalf It iaey proceed when the signal Is cleared. If not teta&iately oleered, train lay r?rooe$d with 
caution** 

tinder this rule, It la the practice on this line, on both single 
and double track, for trains to nroeeod under a danger signal 
without Bending a flagman ahead. But in this c*ee the train 
was run at en estimated epe^d of at le*st PC? miles ̂ er hour, 
after receiving a danger signal Indication, when the fog was 
so dens© aa to limit the view to a distance of three or four 
oar lengths. It is apparent, therefore, that not only did 
Bn̂ ineaaan To^elin fail to obey that j*art of the rule requiring 
his train to be run with caution, but also In view of the weather 
conditions the requirements of safety were entirely disregarded* 

Rule 715 provides tvat "meeting orfiers reuat not be sent 
for delivery to tralna at the meetiag rolnt if it can be avoided. 
Vhen It cannot "be avoided, special precept lone rust be taken by 
the Train Dispatcher to injure aefety." And rule 71&, defining 
the duties of telegrephere, provides that, "Whan orders are sent 
for delivery to trains at the meeting point he must take special 
precaution® to insure safety," 

The investigation indicated that it is a com&on practice 
for the dispatcher to issue en order to a superior train, re­
stricting the rights of that trtin at the point where the order 
waa issued; and apparently It la not euetorsary te take any special 
precautions, as required by the rules, when it Is necessary to 
la&ue such an order. The rules also require that when practicable 
the dispatcher must issue an intemedlate order, addressed to 
the operator at the nesting or waiting point, but thie require­
ment frequently is not observed. 

The train order records show that on the single track 
lines of this division, during the month of October, 1926, there 
were issued 1891 restrictive train orders. Of this number 48 
were addressed to the operator at the meeting or waiting point, 
in compliance with the rule which i rescrlhes the use of the inter­
mediate order. Of the total number of orders issued, 62 were 
Issued for delivery to the superior train at the point where Its 



rights were thereby reatrioted. 
In this instance there were t^o other open telegraph 

offices where order Ho. 16 could have been iaeued to trains 
494 and 478, and it v*as perfectly feasible and practicable 
to avoid issuing that order to those trains at the point where 
it became effective* It is believed that a greater degree 
of safety would liave been afforded had the order teen issued 
to those trains at a station farther north, and en intermediate 
order issued te the operator at Tunnel* The dispatcher knew 
of the unfavorable v?eetLer eondlti na, and should have rcvided 
every available precaution and safeguard* 

The investigation al&o dieoloted that while the rules 
require each telegrapher receiving an orier to obsorve hotter 
the others repeat it oorroetly, thia practice la not wroperly 
adhered to. Had this requirement of the rules teen obeyed in 
this instance by any of the operators involved, th© error 
would undoubtedly have been discovered and the accident averted* 

While in t-.is instance the phy^ieai characteristic* 
at the point of accident were such that if the %e«ther M d been 
clear botk engi&euen would ^robatly h&ve been able to &m the 
opposing trains In tlae to avert the collialon, the practice of 
permitting a train to proceed on single track without flag pro­
tection, after receiving the stop indication of nn tutom^tio 
block &1&U&1, introduces an operating condition oi" grave d&nger 
which should not be permitted to exist* It is &p*j&ient thst 
the purpose of this practice is to expedite and facilitate 
traffic; but that is done entirely ut a sacrifice of safety in 
train operation* 

Attention is celled to the fact that one of the train* 
involved in this aoeiaent vac operated with l«sS& than the mini­
mum percentage of air brakes required by law* 

All of the employees involved w#re experienced uen, 
although the records Indicate that none of these employees 
been ©xac&ned on the book of rules, which wee placed in effect 
Sgveube? l, 1914, and, in fact, none of these employees had been 
re-exeimiaed on the rules elnoe employed or ©inoe last froj&oted* 


