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INTERSTATE COMMERCE C0 ; * T S S I 0 r 

REPORT OF THE DIRECTOR OF THE BUREAU OF SAFETY IN RE 
INVESTIGATION OF AN ACCIDENT WHICH OCCURRED ON THE 
NET YORX CENTRAL RAILROAD NEAR SYRACUSE J U N C T I O N , 
N.Y., ON JANUARY 19, 1930 

Harea 1 0 , 1930 

To the Comission: 
On January 10, 1930 , there was a rear-end collision 

between a freight tram and a light engine on the New York 
Central Railroad near S y r a c u s e Junction, N.Y., which re­
sulted ir± the deatk of two ennloyees and toe injury of 
one emoloyee, ^ho subseouently died. 

Locat:on and metnod of operation 

Tnie accident occurred on the T7cst Shore m a m line 
of the Syracuse Division wnich extends between S^acuse 
and Eownansville, N.Y., a distance of 136.93 miles; m 
the vicimt^ of the rjomt of accident the mam lue is 

double tr^c1 c~<? . thes° tr:cks bema, numbered 5 and 6. 
The accident occurred "-itkm vpr ; " L^I"1"^ ^nd i-itnm the 
lints of an interlocking plant, i n the westbound main 
track at a point anproxmatelv 3 ,900 feet ea.st of 
Syracuse Junction or 3 ,009 feet eaat of the ea.st switch 
of a connecting track 90S feet m Icngti which lends to 
what is known as the Ne w Yor v Central m a m line tracks 
ana the Auburn Branch. Approaching the point of acci­
dent fror the east the track is tangent for a distance 
ox 3 ,520 feet, followed bv p. 1° 30'"curve to the right 
2,288 feet m length and then tan rent track for a dis­
tance of 2,dA4 feet, tne accident occurring at a point 
1 , 680 feet fron the eastern end of tnis tanaent track. 
The grade for westbound trams is 0 .27 per cent ascend­
ing at the v,oirt of accident. The rules governing the 
operation of trams over the track m the vicinity of 
the point of accident provide that withm yard limits the 
m a m track may be used, protecting against first-class 
trains. Second class and extra trains must move within 
yard limits, prepared to stop unless the m a m tra.ck ie 
seen or kno'T. to be clear. 

The only signal involved is an interlocking signal 
of the semaphore type located 446 feet east of R w Tower 
at Syracuse and approximately 10,209 feet east of the 
point of accident. This is a slow-speed signal and has 
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two indications, stop and nroceed witn caution. It is 
operated from RW Tower and governs movements on the 
westbound m a m track. 

The weather was clear at tne tine of the accident, 
which occurrea about 8.43 p.m. 

Description 
Westbound freight tram DQR-5 consisted of 30 loaded 

cars, 8 empty cars and a caboose, hauled by engine 3902, 
and was m charge of Conductor Hare and Engineman Connelly. 
This tram passed RW Tower, at Syracuse, at 8.30 p.m., came 
to a stop on the m a m track at the east switch of the 
crossover at 8.30 p.m., and while waiting for permission 
to make the crossover movement it was struck by light 
engine 3706. 

Westbound light engine 2706, headed east was m 
charge of Engmeman Connors and Fireman Brown. This en­
gine passed RW To wer at 8.40 p.m. and collided with the 
rear of tram DQR-5 while traveling at a speed estimated 
to have been about 8 miles per hour. 

Tram DQR-5 was moved forward a aistance of about 
18 feet by the impact of the collision. The caboose was 
driven under the next car and demolished, and both cars 
were burned, apparently due to an overturned stove in the 
caboose. The rear ena of the tenaer of engine 2706 was 
considerably damaged. The employees killed >irere the con­
ductor and two trakemen of train No DQR-5. 

Summary of evidence 
Engmeman Connelly, of tram No. DQR-5, stated that 

his tram stopped just east of the east switch at the 
crossover and was waiting to make the crossover movement 
when his tram was struck by engine 2706. He said that 
enter passing RW Tower he looked back along his tram to 
see if eny of the brakes were sticking and at that time 
he observed the markers burning brightly on the rear of 
his tram. He thought that ar/oroeching Syracuse Junction 
he could hsve seen a red light burning for s distance of 
about one-half mile. Fireman Haley, of tram No. DQR-5, 
stated that he observed the marker burning on the south 
side on the rear of his tram after the tram came to a 
stop at the crossover. 
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Head Brakeman Gibbs, of train Ho. DQR-5, stated 

that when his trem stopped at the crossover switch near 
Svracase Junction he immediately went to the telephone 
booth nearby to obtain permission from the signalman at 
SS 2 To^er to enter the connecting track. He was told 
that after tram No. 17 had cleared and after a puller 
engine had performed work m that vicinity nis train 
could proceed upon the connecting track. BraKeman Gibbs 
then went back to the engine of nis tram and had been 
there only a few minutes when suddenly the tram was moved 
sherd about half a car-length. Brakeman Gibbs stated that 
when he registered for aut^ at Demtt yard he went to the 
caboose to get his eaumment before going to the head end 
of the tram and at that time the markers were lighted and 
m place. He also said that when he went to the telephone 
booth near the crossover he looked back and sew the 
marker light on tne south side of the caboose. 

Engineman Connors, of light engine 3796, stated that 
he received a. yellow or slo1" sneed indication at the home 
interlocking signal ?t To^er and after passing that 
signal he operated his engine at a speed between 15 and 18 
miles per hour, looking ahead until he reached the west 
end of the last curve east of tne point of accident. He 
said tnat he asked Fireman Brown three different tires 
about the track ahead; tmce Fira^an Brown renortea "all 
clear" sand m the last occasion ne reported "clear to the 
switcn." Engmeman Connors then observed the water glass 
and as it snowea the boiler to be only about half full 
he started the ̂ ater pump and he "-etched the gauge until 
the hana started to move. When he again looked out of 
the window, his glasses ™ere covered 'ith steam but he 
saw a glare ahead—the tail light shining on the caboose 
windows, and he applied the sir brakes m emergency. He 
thought that the c<boose was about 300 feet distant when 
he first observed it, he did not see any marker on his 
side. Sngmeman Connors said that on the evening of the 
accident Fireman Brown appeared to be normally alert and 
competent and that the last time he looked at him Fire­
men Brown was looking out the window "toward the west. He 
estimated the speed of his tram at the tme of the col­
lision to have been about 8 miles per hour. He further 
stated thet the a m brakes on enmne 2^06 worked properly. 

Fireman Bro Tm, of light engine 2706, stated that from 
RW Tower to the pomt of collision he D a m t a m c d a con­
stant lookout aheec and during that time Engineman 
Connors asked aim on three different occasions about the 
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track ahead and he told him on two occasions it ™as clear 
and the last time when the engine was near the west end 
of the curve just east of the point of accident he tola 
him the track ^ P S clear to the switch. Fireman Brown said 
that when rounding tms curve he SB™ a red lignt eneao "but 
thought it wes the switch light at the crossover where 
they were to stop end he did not sav anything about it to 
the engmeman. After the accident he saw that this light 
was a marker on the rear of tram No. DQR-5. Then he 
first realized that it ^as the rear of tram No. JJQR-5 
ahead of his engine it was only about 3 car-lengths cis-
tent. Firerren Bro-m said he wps not thoroughlv familiar 
with the physical characteristics of this line, he had 
made about 75 trips over this track during the last six 
months and about 15 of these trips had been made at night. 
He thoughVthgt the speed of taeir engine had been reduced 
fror1 15 miles per hour to 8 miles per hour at the time of 
the accident. 

Telegreph-Levermen Hoyt, located at RW Tower, stated 
that when tram No. DQP-5 passed the tover on the evening 
of the accident he was standing near a crossing ana he 
noticed the markers were burning brightly on the rear of 
the tram He said that liftht engine followed tram No. 
DQR-5 some ti-ne later ano he estimated tne speed of that 
engine at that tiiie to have been about 10 miles per hour. 

Trainmaster Zwillmg stated that on the night of 
the acciaent while he was on his way to the passenger 
station tram No. DQR-5 passed him and he noticed the 
markers on the rear of the tram burning. Several tests 
were made on the day following the accident to escextern 
the distance markers could be seen at tne pomt of acci­
dent, and it '-as founa that fro^ a westbound engine, 
headed east, the markers on a caboose located at the point 
of accident could be seen plainly from the fireman's side 
of the engine for a distance of 3,550 feet and from the 
engmeman" s side of the engine for a distance of 1,550 
feet. During these observations, while the engine was 
traveling at ^ soeed of 15 miles per hour the brakes were 
applied m emergency end the engine stopped ™ithm a dis­
tance of 150 feet. Trainmaster^ Zwillmg glso stated that 
it is not pos&iblo to see the switch lights at tne cross­
over wh:le rounding the curve east of tne point of accident. 

Conclusions 
This accident '"as caused by tie failure of Enaineman 

Connors to operate light engine'3706 within yard limits 
prepared to stop unless the main track is seen or known 
to be clear, and by the failure of" Fireman Brown to give 
the engmeman correct information regarding the track 
ahead. 



The investigation disclosed that the markers on tram 
No. DQR-5 were burning at the tme of the accident m a 
could have been seen by an engmeman of an approaching 
westbound engine, backmp up, for a distance of 1,550 
feet. In view of thin Engmeman Connors was not com­
pelled to depend upon the fireman for information as to 
whetner or not tne track was clear aoproechznm tne point 
of .accident. Approaching t^e tangent track on wnich the 
accident occurred, En^memax Connors asked the fireman 
if the track was clear ahead and upon being told that 
it was clear to the switch he withdrew his attention 
from the tracK auead and started the w£ter pure a.s the 
water glass showed the boiler to be only about half full 
and he watched the gauge until the hand started to move. 
When he again looked out, he saT1T the caboose of tram 
No. DQR-5 about 300 feet distant and was unable to stop 
nis engine m tme to avert -me aocident. This does 
not excuse him m any way from operating his engine under 
prooer control. The mles provide that engmeman must, 
if any cifficultv with machinery withdrcms attention 
from constant lookout ahead, or ; either conditions make 
observation of signals, or earnings, m any way doubtful, 
et once remlete speed cs to make tram progress safe. 

Fireman Bro^n had en unobstructed vie"1 of the track 
approaching the point of accident for a dmtance of 3,550 
feet. Ee maintained a constant iretch of the track ahead 
between RW To^er ard the pomt of s.ccident and on three 
different occasions he reported to the engineman tnat the 
track "?s clear, the last time ne told him that the track 
ras "clear to the switch," and at that time engine 3706 
uas about 1,700 feet from the rear end of trenn No. 
DQR-5, yet he fam led to see the rear of this tram, the 
smton being located about 1,500 fmt bevond. His only 
excuse for his failure m semap this tram m s that he 
mistook the irarker for a switch lama at the crossover. 
He aopeared to be m normal physical condition at the 
time of the accident, and during the preceding six 
months he nad operated over the territory on which the 
accident occurred a sufficient number of times to have 
been thoroughly familiar with tne characteristics of 
+ his line. 

All of the employees involved were experienced nen, 
and at the time of the accident none of them ha.d been on 
duty m violation of any of the nrovisions of the hours 



of service laT,r. Enginenan Connors ana Firemen Bro- n had 
been on deity only about. 1 hour at the time of the acci­
dent, Engmeman Connors havm^ been off duty prior to 
this trip 23 hours, and Fir on an Brom navm_ been off 
duty, 10 hours, ana during that time about 7 hours had 
bean spent 1n sleep. 

Respectfully submitted, 

W.P. BORLAND, 
Director. 


