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IN RE INVESTI^jr-T1ION OF AIT ACCIDEB? '-/EICH OCCURRED ON THE LEHIGH 
V A L L E Y RAILROAD AT AU3URN, K. Y. , ON WCVHI3ER a, 1920. 

Pebruary 16, 1921. 

On November 2, 1920, there was a rear-end collision between 

a freight t r a m and a yard t r a m withm the yard limts at Auburn, 

N. Y., which resulted in the death of 0 employees. Investiga-r 

tion of xhis accident was conducted jointly with the Public 

bervice Commission of New York, Second District, as a result of 

this investigation the Chief of the Buieau of Safety reports as 

follows 

The subdivision on w m c h ihiE- accident occurred, extend­

ing between Sayre, P^., and fo^th Eair Eaven, J. Y., a distance" 

of 123 miles, is a si n el e-tiaek line over \,rhich trams are oper­

ated "by ti^e-table, iraui orc'er^ transmitted by tele &raph, and 

a manual "block-signal system. The yard limts ^extend between 

Pauls, 1.3 m l e east of Auburn, and Throop, 5.5 miles vest of 

Auburn. Approaching the point of accident from the east there 

is a tangent about 2 miles long, a 2-degree 52-mmute curve to 

the right 1,473 feet in length and a S-degree 9-minute curve to 

the right 187 feet m length, followed by about 1,200 feet of 

tangent extending to the point of accident. The grade is de­

scending for nearly 3 rules, b e m ^ nearly 1 per cent foi ^ore 

than 2 miles of this distance. It was i ainmg at the time of 

acci dent. 

Yard extra 598, consisting of engine 598 and cars, m 

change oi Conductor Carcbell and Lrr median Emerso \ "~Tis en route 

irom Auburn to Throc r. --b aboiib c^.. -i. ip, it j ^ i e f ' out on 

the u l i V rck i* ,'bat is knovn ?s L.ie ne// sidi J J P &,r< d had 



proceeded ad out 1,000 feet li/est of the switch when it stalled. 

At about 7.40 a. m., while standing at this x D o m t , its rear end 

u'uS struck by extra 1159, 

Westbound freight t r a m extra 1139, consisting of engines 

1139 and 1149, 42 loaded ears and a caboose, was in charge of 

Conductor Uilmarth and Enginemen Fitch and Tuell. It left Ssyre 

at 3.15 a. n. and at 1'reeville, N. Y., 32 miles east of Auburn, 

the engines were cut off for the purpose of taking water. Extra 

1139 left I'reevilie at 6.40 a, n., passed Ensenore, the last 

open telegraph office, 10.7 rules from Auburn, at 7.28 a. m. and 

at 7.40 a. m., while traveling at s speed estimated at from 10 

to 20 miles an hour, collided "/urn the rear end of extra 598. 

3oth engines came to rest on their left sides, the leading 

engine being down an embankment on the right- side of the track 

and the second engine on the left side of the track; both engines 

were badly dajraL,eo and four ears m this train were demolished, 

viiile iive cars m exrtra 598 more or less badly damaged. The 

employees .tilled aeie the two en ginemen and a brakeman of extra 

1139. 

A f t e r e::tra 598 stalled, Cononctor Campbell started for 

the re^r cf his train and shortly aiter^aids heard the engme-

man of extra 1139 sound one long "blast on the whistle, which was 

soon followed by two short blasts. Conductor Canpbeli saw the 

flagman 18 or 20 car-lengths east of the rear of the t r ? m , and 

also Yardnaster Train, giving stop signals. In tie meantime, 

Flagman Danahey, knowing L. _ C exti? H o 9 fas appioachmg, openetf 
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an angle cock for the purpose of preventing a back-up movement 

pnd then si bnslled to Yardmaster Train, who had closed the switch 

alter the yard extra ha a pulled out on the m a m track, to flag 

the approaching tram, at the same time starting hack himself with 

a red flag. Flagman Banahey said he heard a whistle sounded he-

fore the engines cane in sight, and saw the yardmaster give a 

stop signal from the vicinity of the switch. As soon as the en­

gines came in sight, apparently traveling much faster than usual, 

he himself began to give stop signals hut he was pnahle to say 

whether or not these signals rere acknowledged. According to 

Yardmaster Train, he had reached a point about 1,200 feet from the 

rear of extra 598 x*hen extra 1139 came in sight. Ee said he then 

began to give stop signals rith his h^nr's and that the engineman 

of extra 1139 whistled for brakes and then ackno?/ledged his stop 

signals. Yarelmaster T r a m stated that the extra was from 20 to 

25 car-lengths distant when the whistle signal for brakes was 

sounded, and about 10 car-lengths distant when his stop signals 

nexe acknowledged. Flagman Danahey e sti ̂ ated the speed of extra 

1159 to have been 20 gr 25 miles an hour while Yardmaster T r a m 

thought it v̂as about 30 miles an hour, neither of them noticed 

any decrease m the speed or any indication that the brakes on 

the cars had been applied. 

Fireman Curkendall, of the leafing engine of ertra 1139, and 

Fireman Eollenback, of the second engine, did not know whether or 

not a test oi the air brakes vas made when the engines coupled to 

the t r a m after taking water at Freeville, hut Conductor Vilmartto. 
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said that such a test was made. The statements of all of these 

employees, as well as those oi Brakeman Andrews and Flagman 

Helfe, indicated that the brakes were working properly m control­

ling the speed of the train on Groton Hill, a short distance west 

of Freeville, and clso on the hill approaching .auburn. The 

various statements of these employees indicated that the speed 

of extra 1139 in the vicinity of Pauls, 1-3 mile from Auburn, 

was from 25 to 35 miles an hour and that an application of the 

air brakes, said by Fireman Curkendall to have consisted of two 

5-pound reductions, then reduced the speed to 10 or 15 miles 

an hour, following which the brakes were released, fc/hen Engine-

man Fitch sounded the whistle approaching Auburn Fireman Curken­

dall looked out and saw extra 598, apparently about 3/4 mile dis­

tant and he said that the engineman placed the brake valtte m the 

emergency position. He estimated the speed of the train when 

passing an ice house located about 1,550 feet from the point of 

accident to have been about 15 or 16 miles an hour, and about 15 

miles an hour when passing Division Street, which is 370 feet 

from the point of accident. Fireman Ho 11 en-back thought the engine-

man of the leading engine acknowledged the stop signals of the 

brakeman and sounded the whistle when about opposite the ice 

house and thought it was at about that tame that the brakes were 

applied. Both fireman jumped from their engines at a point near 

Division Street and neither was thrown to the ground m doing so. 

-According to their statements, the last time steam was used was 

near the top of the hill about 3 miles from the point of accident. 
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Firems>n Eollenback had not noticed the air gauge on the second 

engine, while Tireman Curkendall had noticed that the gauge on 

the leading engine indicated the proper pressure but did not 

remember when he had last looked at it. uhile Fireman Curken-

dall said Engines an Pitch did not say anything about having 

difficulty with the brakes, the fireman expressed the opinion 

that the accident was due to the failure of the brakes to work 

properly and to the wet and greasy condition of the rail. 

Fireman Hollenback did not know what effort Engineman Tuell 

had made to stop the train or whether his brake valve was cut in, 

although he said it was possible L.his might have been the case. 

On account of the fact that the train line on the last car had 

been broken at Lryden, 35.4 miles from Auburn, Conductor Wil-

marth did not know i hat brake-pipe pressure was carried between 

Freeville and the point of accident. Brakeman Andrews, who was 

riding m the caboose at the time of the accident, had ridden 

on each of the two engines over a part of the road. He had not 

heard either engineman complain about difficulty m keeping up 

the brake-pipe pressure and had not noticed that the brake valve 

on the second engine was cut m „ He stated* however, that fre­

quently the second engine runs with the brake valve cut in and 

that nearly always the engineman will cut m the brake valve to 

assist in pumping up the air after making a stop. Brakeman 

Andrews uncoupled the engines from the train at Freeville but 

thought Brakeman Sehultz, who was killed in the accident, had 

coupled them to the train after water had been taken. 
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Eoad Foreman of Engines Dent reached the scene of the 

accident shortly after its occurrence and on examination of the 

engines found that the cut-out cock on the second engine was 

about l/3 closed, while the pipe underneath was broken off. In 

his opinion it was m such a position as to prevent the engine-

nan of the leading engine from having control of the t r a m brakes. 

It was possible that this cut-out cock, Thich wis about in line 

with the floor of the cab, might have been turned in the accident, 

but he thought it more probable that it was open and had been 

partially closed by the apron as a result of the accident; the 

apron was iound against the handle of the value. Engines of the 

tyi e involved in this accident are equipped with one 11-mch 

pump, and Foreman Dent said that when these pumps were installed 

the practice of having the second engine assist m charging the 

train line had been discontinued at all tines except when both 

engines had been detached from the tram. In his opinion had 

the proper reduction in speed been made at Pauls there should 

have been no difficulty in recharg"ing the train line by the time 

the stop signals of Yardmaster Train became visible; according to 

measurements made afterwards, these signals were visible a dis­

tance of about 2,400 feet from the point of accident. 

Examination by Air-3rake Instructor Burgess of the brake 

eouipment of the undamaged portion of extra 1139, consisting of 

38 cars and a caboose, disclosed that the brakes did not apply 

on 5 ears while on 2 cars and the caboose the brakes were cut out; 

on one car the piston travel was 11-j inches, while on another car 

the piston travel wag 2̂ - inches. ^ test run was made with this 
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portion of the train, hauled by two engines of the same type as 

those involved m the accident. Starting at the top of the 

grade, a speed of approximately 28 miles an hour was attained, 

followed by a 10-pound brake-pipe reduction; this reduced the 

speed passing through Pauls to 5 or S miles an hour. The brakes 

were then released and the speed of the t r ^ m hid increased to 

about 12 miles an hour when the stop signals of a man were seen, 

these signals being given from the point where Yirdmaster Train 

said he wis standing when he flagged extra 1139, n, 10-pound 

brake-pipe reduction was then made and the t r i m was brought ,to 

a stop before reaching the point where the man wis standing. 

Although the timt-taole restricts the speed of freight 

t r a m s on this division TO not more than 35 miles an hour, the 

evidence indicates tfet extra 1159 travelled the distance of 

ipproximately 10 miles between Ensenore nnd the point of accident 

m about 12 minutes, or at arj iverage speed of ihout 50 miles 

an hour, including the reduced speed at P T U I S -nd ^ lso between 

Pauls and the point of nccicent. It ilso appears that extra 

1139 travelled the distance of 32 miles between Preeville and 

the point of accident in about 1 hour. It is obviously 

impossible for extra 1159 to have maintained this high rverage 

rate of speed, including the reduced speed between Pauls and the 

point of accident, observe the maximum speed limit, and at the 

same time comply with local tire-table speed restrictions, as 

follows. 6 miles an hour over highway crossings at Groton, 25 

miles an hour between Groton and Locke, a distance of 6.3 miles, 

20 miles an hour over t̂ 'o bridges west of Locke, and 10 miles 



-8-
an hour between The first highway crossing east of Liorsvia and 

the irilk station west of inoravia. 

Rule 93, of the rules for the government, of the operating 

department loi this railroad, reads as follows. 
14Yard engines vrill use the m a m track within yard limits 
withouc working train orders, subject to Pule 99. 

urirst class tiains must not exceed scheduled speed with­
in yard limits. 

"Other trams nust run prepared to stop at any point ir» ith­
in yard limits. 

"The location of yard limits is designated in tne time­
table.*1 

In addition to chis rule, the operation of yard trains 

within the yard ac tins ^ o m t is governed by a special notice 

from the office of t-.e superintendent, issued in 1C16, which 

provides That yard engines ;ill a s c e i T d i n from the dispatcher, 

through the yardnaster, if any extras ere approaching and be 

governed ace oi ding ly, this notice also provides that extra 

trams will run jreparsd to stop within the range of vision. 

The evidence m this Cdse indicates that the crew of e:;tra 598 

"^d been notified 17 b":e yardmaster of the cure estra 1139 left 

-±eeville. 

1'his accide'iG caused by tia 11^9 being operated at an 

excessive r*ce oL 0 . eec within yard lints. 

Ii the z oe t s oi tie various rjê  lers of the crev; a: e 

co-iecc, 1,1 e ii^ksi . ' 6 x e woiking _roperiy m c ô it rolling the 

2,^ esc 0: 0 5 1 ; :ia _; L, T ; u o i , i c i a u E en route, including a slow 
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down at Pauls, rathin about 1 mile of the point of accident. 

On the other hand, the statements of Yardmaster T r a m and Brake-

man Danahey, as well a s the estimates of the speed made by the 

fireman of the leading engine oi extra 1139, indicate that the 

application of the b n k e s by Engineman Fitch when he was flagged 

did not noticeably reduce the speed of the tram, and there is 

also evidence to the effect that no g r i n d i n g of brakes shoes 

against wheels was noticed. Under these circumstances, it 

seems likely that something occurred between Pauls and the point 

of accident which affected the efficiency of the air-brake sys­

tem . The evidence indicates that the engmeman in charge of 

the second engine often cuts m his brake value in assisting the 

leading engine to pump up brake-pipe pressure, and it is possible 

that Engineman Tuell may have taken such action after the speed 

of the train had been reduced by the brake application m the 

vicinity of Pauls, forgetting to cut out the brake valve when 

approaching Auburn, tfhile the evidence clearly indicates that 

the speed of extra 1139 had been excessive between Freeville 

and the point of accident, it does not appear that the speed be­

tween Pauls and the point of accident was such that the train 

could not have been brought to a stop m time to avert the acci­

dent had the brakes worked properly. 

Engineman Tuell was employed as a jfcramraan in August, 1 9 0 3 , 

and as a fireman in December the same year; he was promoted to 

engineman in 1907. Engineman Fitch was employed as a trainman in 
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1902, fireman m 1905, and resigned m the same year; he was re 

employed as a fireman in 1907 and promoted to engineman in 1912 

At the time of the accident the crew of extra 1139 had 

"been on duty less th^n 6 hours, after ah out 2 hours off duty, 

previous to which they hid been on duty about 8 hours after 

rbout 13 hours off duty. The crew of esora 598 hid been on 

duty about 1 hour, after about 15 hours off duty. 


