INTERSTATE COMMERCE COMMISSION

REPORT OF THE DIRECTOR OF THE BUREAU OF SAFETY IN RE
INVESTIGATION OF AN ACCIDENT WHICH OCCURRED ON THE
PENNSYLVANIA RAILROAD AT MANHATTAN TRANSFER, N J,
FEBRUARY 24, 1825

Marcm 19, 1925

To var Coararission
On February 24, 1925, there was a reat-end collision belween two

Passenget {1ams on the Pennsylvama Railroad al Manhattan Tians-

fer, N J, which resulted m the death of 3 emplovees, and the injury

of 36 passengers, 21 employees of the 1a1hicad, and 2 Puliman em-
ployees The investigation of this accident was conducted jointly
with the New Jersey Board of Public Utihity Commissionels As

a tesult of this investigation I respectfully submut the following

1epolt
LOCATTON AND METHOD OF OPERATION

That part of the New Yoirk diviston of the Pennsylvama Railroad
upon which this aceident occmired 1s a double-tiack line extending
westwardly from the Pennsylvama Station 1n New Yoik City to
Manhattan Transfer, N J, a distance of 88 mrles The tracks ex-
tend thiough tubes under the Hudson River, thence westward upon
a fill, passing over the Hackensaclk River drawbridge, the Ei1e Rail-
10ad, the Delaware, Lackawanna & Western Railvoad, and the Jersey
City line of the Pennsylvama Railroad The fill upon which this
tiack 1s located extends to within less than 1 mule of Manhattan
Thansfer , fiom the westeln end of the fill theie 1s a 0 5 pe1 cent prade
descending westward 2,700 feet 1n length, followed by level track for
908 feet Lo the point of accident Appirosching Manhattan Transfer
from the easl there 1s a compound curve to the right of 0° 307 1e-
ducing to 0° 22, for a distance of 3,800 feet, and the tiack 1s then
tangent for a distance of 3,264 feet to the pomnt of accident

The Iime between New York and Manhattan Tiansfer 18 equipped
with automalic block signals, each tiack being signaled for move-
ments 1 both dnections, and automatic tian-stop devices are n
stalled 1n connection with signals i the tunnels and approaching
Hackensack River diawbiidge In this lerritory there aie thiee
mterlocking plants, tiamn movements at the west end of New York
station being contiolled from tower A, located 1n the Pennsylvania
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2 INTERSTATE COMMERCE COMMISSION REPOLRTS

Station yaid, a sheit distance easl of Ninth Avenue, movements
ovelr Hackeneack River drawbiidge are controlled from tower W,
58 miles wesl of tower A, and movements over the several tracks
at Manhattan Tiansfer aie contiolled from tower S, which 1s
located 25 miles west of tower W and 556 feet east of the west-
bound platform at Manhattan Transfer

Approaching tower S there aie four home interlocking signals
governing westbound irains, namely, signal 64-L, 4,323 feet east
of tower S, signal 54T, 711 feet west of signal 64—L, signal 66-L,
1,835 feel west of signal 54, and signal 70-L, 1,467 feet west of
signal 66-L  Signal 70-L 15 310 feet east of tower S

The weathe1 was clear at the time of the accident, which occuried
at 993% a m

DESCRIP1ION

The trains mvolved 1n this accident were train No 185, en route
from New York City to Key West, Fla, and train No 219, en
route f1om New York City to Phuladelphia, Pa Tram No 185, in
charge of Motorman Newman and Conductor Farwood, consisted
of electiic locomotive 35, one baggage car, one dining car, five sleep-
mg cars, one parlor car, and one dining car, 1 the order named,
all cars being of steel construction This train left New Youlc at
915 2 m, on tune, and stopped at Manhattan Transfer at about
931 a2 m At that pont the electric locomotive was detached and
a steam locomotive coupled, while this coupling was being made
the rear end of this tramn was struck by t1am No 219

Train No 219 consisted of electiic locomotive 12, six coaches, and
one haggage car, in the order named, all cars being of steel con-
stiuction and bemg equipped with UC brakes This tiamm, with
Conductor Willaxd and Motorman Keilt n charge, lett New Yorlk
at 920 a 1, on time, passed tower W at 929 a m, passed signals
54-L and 66-L. in caution position, signal 70-L 1n stop position,
passed tower S at 933 a m, and collided with the rear end of tr1ain
No 185 whale runnming at an estimated speed of 30 miles an hour

The force of impact moved train No 185 ahead a distance of ap-
proammately one-half car length Electric locomotive 12 struck the
dining car on the kitchen end, oveirode the steel center sill, and
plowed 1ts way approximately to the middle of the car, and then
tuined over on 1ts left side The steel sides and r00f of the dining
ca1 were sheared off and forced upward and outward, slightly dam-
aging the station platform roof The leading unit of the electiic
locomotive was toin loose from 1ts truck and came to 1est on 1ts lef
side, fouling tiack 3, the adjoining tiack toward the south The
rear umit of the locomotive wag partially overtuined and was de-
rapled, 1t was broken loose from the leading umt but i1emaned
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ACCIDENT AT MANITATTAN TRANSFER, N J 3

coupled to the t1ain  The dining car was practically destroyed and
the electric locomotive was badly damaged, other cars in the two
trains sustained 1elatively slight damage, principally to brake 11g-
ging and draft gear The employees lulled were two ca1 mspectors,
who were making the coupling between the steam locomotive and
cais of tram No 185, and a chef 1 the 1em1 diming car of fram
No 185

STTMDMARY OF LVIDDNCI

The only member of the ciew of tramn No 185 who prior to the
aceident had any waining of the impending danger was Flagman
Keeley Flagman Keeley stated that when his train stopped at
Manhattan Transfer he picked up his flagping equipment, went out
upon the station platform, and while standing nea1 the east end of
the station platform his attention was attiacted by several blasts
of the whistle on the motor of the appioaching tiain  He um-
mediately began giving stop signals with his flag and also noticed
that the fizst interlocking s1gnal east of the platfoim was 1 stop
position  Flagman Keeley stated that he ran down ofl the end of
the station platform and staited back, continming to give stop sig-
nals  When the motor had 1eached a pomt approximately opposite
tower S he saw the motoiman’s helper jump off and then saw the
motoiman come out on the front step As the tiam appioached
the motorman called to him, “ Get away, I've lost my air, get away,”
but he was then too far away from his tran to give any alaim  The
motorman jumped off just before reaching the flagman, and as the
collision occuried the bralkes on the cais of tram No 219 applied m
emergency He stated he helped the motoiman get up and the first
thing the motorman said was, “I lost my bialkes” He estimated
that the speed of tiain No 219 as 1t passed him was about 30 miles
an hom

Car Inspectoi Brady stated that he was on the station platform
at the rear of train No 185 when he noticed that tiamn No 219 was
approaching at a high rate of speed and not slowing down as 1t
should He saw some one jump from the moto1, and 1ealizing that
a collision could not be prevented he called a waining to the occu-
pants of the dining car and then ran around the end of the wait-
Ing 100m on the station plaiform to get out of danger He stated
he did not hear the whistle signals of the approaching tiain noi
did he hear the emergency whistle signal sounded fiom tower 8

Tiamn Director Badter, who was on duty at tower S, stated that
about 933 a m he was attracted by whistle signals from train No
219 as that fiamn appioached tower S and while 1t was between sig-
nals 66-L and 70-I.  He stated that at that time signals 54 L and
06-L: were at caufion and signal 70-L was at stop Thinling that

L
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the appiloaching l1ain was not geing to stop for the stop signal, he
mstyucted the leverman 1n the towel to sound the emeigency whis-
tle s1pnal which requoes all tramms moving within the intet locking
hinits immediatelv Lo come to a stop  This signal was sounded but
tram No 219 continued to appioach at undimimished speed De-
fore the tiain i1eached the tower the motoiman came oui of the
front door and began to wave his hands, but 1t was 1mpossible to
ptevent a colhision by diveiting the tiawn to another tiack, as all
of the station tracks weire occupled He thought the speed of the
tramn passing his tower was 25 o1 30 muiles an hour, he noted that
the wheels of the motot weie locked and shding, but did not notice
fire Alying fiom any of the car wheels Other employees 1n the
tower corroboiated M1 Badter’s statements except that the esti-
males of speed varied fiom 20 to 30 wales an howm

Ag tramn No 219 approached Manhaftan Transfer, Conductor
Willard and Head DBrakeman Farley, who had been collecting
transportation, were m the 1ea1 end of the third coach fiom the
engine  I'lagman Thomas was 1n the fifth or sixth ca1 and Baggage
Master Critchlow was 1n the reay car  Priol to the accident none of
these employces noticed anything unusual m connection with the
operation of their tiain, nor had they heard the whistle signals for
brakes which were sounded by the engineman of tramm No 219 o1 the
emergency whistle sounded at tower 8  The first indication that
any of them had of danger was the shock of the eollision None of
them noticed the running test of the bialkes leaving New York sta-
tion nor any application of the bralkes hetween New York and the
pownt of aceadent  Conductor Willard stated that when the trains
colhided the tramm lne was broken and the hales on the tiam
applied 1 emerpency With 1espect to the motor whistles, Con-
ductor Willard stated that they ale not as clear and shiill nor as
easy Lo hear as steam-locomotive whistles, and Biakeman Failey
stated that the motor whistles have a low tone, quite similar to the
1umble of the tiain, and are difficult to hear Daggage Master
Crilehlow stated that when the bagpgape car 15 on the rear of the
tiain he 1s unable to hear the motor whistles, but when lus baggage
ca1 18 opelated next to the locomotave he 15 able to hear 1t

Ca1 Inspector Blumett, who was on duly at the Pennsylvania
Terminal 1n New Yoik, stated that on the moining of Febinary 24,
after completing his inspection of a tiain due to leave at 9 o’clocl,
he went to triack 2 to nspect train No 219 The cars of tiamm No
219 had been standing on this tiack for a considerable period of time
and the brake-pipe angle cocl on the head end of the fust car was
open When the moto1 was coupled on he stated he opened the angle
cock on the 1ear of the motor and then as the train binke system
was being chaiged he went back over the train mspecting for leaks
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and to detexmune whether any ot the emeigency valves were un-
seated He found no leaks and when he 1eached the rear end of the
tram he pulled the whistle cord to determine whether the tramn
signal system wag connected and opeiating piropeily, this test indi-
cated that the tramn signal system was properly connected 1Ile then
returned to the head end of the train and waited untal the brake pipe
was fully charged and the motoiman applied the brakes This was
done at about 909a m He then inspected the tramn brakes a second
time and ascertained that all brakes had applhed pioperly, at the
1ear end of the tram he pulled the whistle cord four times, the signal
for the motorman to release the bralkes, and as he retuined to the
head end of the t1am he inspected the biakes on each car and ascer-
tained that all released properly He told the motorman the bialkes
were O IT on seven cais and thai the traih was No 219  He then
got upon the platfoim and gave Condhctor Willard the same mnfor-
mation Afterwards he walled up the exit steps and waited until
the tramn depaited He stated positively that when he opened the
angle cock on the reat of the motor he opened 1t wide and the handie
diopped 1nto its locked position, that he did not again close the
angle cock, and that he saw no one else around that part of the
tram who might have done so

Motorman Keilt, of train No 219, stated that on the day of the
acculent he signed up for duty at Sunnyside Yaid at 605 or 610
a m, got on his motor at about ¢ 20 a m , and between that timo and
the time of baclong 1n aganst tramm No 219 made some switching
movements having no connection with tiain No 219 Shortly before
9 o’clock he moved his motor 1n on ti1ack 2, to pick up tiamm No 219,
and the motor was coupled to the tiamn at abont 902 o1 903 2 m,
when the an 1nspector appeated After the coupling was made theie
was a considelable diop 1n brake-pipe pressure, indicating that the
angle cock had been opened and the brake system oi the tram to
which his motol was coupled was empily o1 nearly empty of an
A period of seven or eight minutes was 1equuied to chaige the tiain
and a terminal test of the biakes was then made This terminal test
congisted of a 13-pound brake-pipe 1eduction to apply the biakes,
and the Diakes were left applied fo enable the car inspector to ex-
amine theni and until he recerved a whistle signal from the 1ear end
to 1elease  After the biakes weie 1eleased the inspector retuined
to the motor and told hun that the hiakes were ) K on seven cais

This train depaited at 920 a m, on tume, and afler 1unning a
distance of 16 o1 12 car lengths, when a speed of approximately 18
miles an howr had been attained, he made the usnal 1unning test of
the brakes, which consists of an 8-pound brake-pipe reduction, fol-
lowed shoitly afterwaids by another reduction, 1n this case of about
4 pounds This test was made with the power on, and as he noticed
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a reduction in speed he considered the test satisfactory and re-
leased the bialkes The running test was completed before entering
the tunnel West of the tunmel the train attained a speed of ap-
proxmmately 55 mules an howm, which 15 the maximum speed per-
mitted by 1ule on thrs hine, and Motoiman Keilt stated that he shut
off the power some distance east of Hackensack River drawbiidge,
over which there 1s a speed 1estiiction of 45 miles an how, and
allowed the timn to diift to the drawbridge as the speed had been
sufficiently 1educed, he did not apply the brakes at that poimnt
After pagsing over the drawbridge he agamn used power and main-
tammed the usual speed of 50 or 55 miles an how until he approached
signal 64-L, approximately 1 mle east of Manhattan Transfer
He then saw signal 54-1,, a shoit distance beyond, which displayed
& caution indication He shut off power and attempted to apply
the brakes, making a bralke-pige reduction of about 8 pounds Feel-
mg little or no response to this applhication, he made another redue-
tion of about 10 pounds, still obtaining lttle or no response, he
remarked to his hLelper that the biakes were not very good and he
placed the brake valve 1n emergency position Still failing to ob-
tain proper action of the bialkes, he reversed the motor and applied
power and this resulted in locking the motor driving wheels Dur-
ing this time he also sounded the whistle signal calhing for biakes
and 1epeated this signal two o1 three times As his tiain ap-
proached tower S he could clearly see tha troin at the station plat-
foim on the same ti1ack, and while he had done everything n his
power on the locomotive to stop the tiain and the speed had been
somewhat reduced he realized that the brakes weie not worlung
properly and he told his helper to get ready to jump Ie then
went out on the front end of the motor and attempted to attiact
the attention of the towerman in the hope that his tiaimn might be
diverted to an unoccupred track He remained on the front end
of the motor shouting and giving hand signals until within a short
distance of the station platform and then jumped just before the
colhsion occmred He stated that he was somewhat stunned by
the fall and did not examine the brake equipment after the collision
occuired 1 order to ascertain the reason why s tiain bialtes failed
to work

Road Foreman of Engines Garabrant stated that he ar1ived at the
scene of the accident, accompanied by Assistant Road Foreman of
Engines Mayo, at about 10 10 a m, and that he and M1 Mayo dis-
covered that the bralke-pipe angle cock on the 1ear end of electric
locomotive 12 was neaily closed This angle cock 15 of the self-
locking type, and the cock was not closed sufficiently to allow the
handle to drop into locked posifion Careful examination of the
angle coclt falled to disclose any maik or scar upon 1t, and the paimng



FIG NO 1 —GEMERAL VIEW OF ACCIDENT TAKEN SHORTLY AFTER ITS OCCURRENCE
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n the handle was not marked 1n any way, as would probably have
ieen the case 1f the handle had been struck and moved to the position
n which 1t was found at the time the accadent occurred The Pos1-
1on 1n which the angle cock handle was found was marked, the
ngle cock was then carefully removed, to avoid moving the handle,
nd subjected to vaiious tests
Shortly after the accident and before the position of the angle
oclt handle was changed the angle cock was attached to the bralke
npe on another engine carrying 110 pounds brake-pipe pressure, and
t was found that the valve was so nearly closed that only a very
mall amount of an would flow through 1t  On followmng days this
imgle cock was installed on another motor, and a number of trips
vere made with the angle coclt nearly wide open, but not locked, to
ietermine whether the wibration and jar of a tramn running at
rarious rates of speed would cause any movement of the angle cock
oward the closed position . The handle did not change 1ts position
n any of these tests In another test, with a train consisting of an
slectric motor and the cais used in train No 219 on the day of the
wceident, this angle cocl 1nstalled on the 1ear of the motor was
placed 1n the position m which it was found after the collision, with
Jie brake pipe fully charged, the brake valve was placed in emer-
gency position  The result was a heavy application of the bralkes on
the motor, but the brales on the train did not apply for a period of
one and thiee-fourths minutes, at which time the brake on the first
car applied lightly, and after an additional period of two minutes
the brakes on the third ea1 applied lightly The biakes on the other
cais did not apply during the next eight minutes, at which tume the
test was concluded TFollowing this test an attempt was made to
telease the tram brales with the condition of equipment unchanged
The brake valve on the motor was placed 1n full release position for
a period of about five seconds and then placed in runnmng position
The biakes on the motor released properly, but the brakes on the
fiamn did not release m a period of 10 minutes, when the test was
concluded The 1esults of these tests indicate that with the angle
coclk 1n the position m which 1t was found immediately after the
aceident 1t would have been 1mpossible to charge the train-brale
eystem or to make a teiminal test, as was done i the New York
station before tram No 219 leit that terminal
Tor the third test the tramn-brake system was fully chaiged and
the angle cock was then placed mm the position 1 which 1t was
found affer the accident The brake valve was left mn runming
position fo1 a period of 15 minutes, which 1s approximately the
runmng time fiom New York to Manhattan Transfer After a
period of one and three-fourths mmutes the brakes on the first car
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applied lightly, and after an additional perior of two minutes the
brakes on the third car also appled hightly The brakes on other
cars in the tramn did not apply The iesults of this test indicate
that 1t was possible fo1 the train to have been opeiated from New
York to the point of accident with the angle cock in the position
found after the accident without a sufficient applhecation of the hrales,
due to bralte-pipe leakage, to 1etard materially the speed of the
train

The fourth test consisted of operating a tiain made up in the
sarne manner as in the plevious tests westward toward Manhattan
Transfer at noimal speed The speed of tlus tiamn when passing
signal b4-L; was approximately 50 mules an hom At that point
the mdependent biakes on the motor were applied and the power
shut off, the tiain being allowed to pioceed until stopped by the
application of the biakes on the motor alone The tiain passed the
pont of accident at a speed of approximately 30 miles an hour and
came to a stop 1,416 feet west of the point of accident

A fmther test was made to ascertan the time required fo1 a
motorman or his helper to go from the west end of the motor mto
the first car in the train for the purpose of pulling the cord to the
conductor’s emergency valve The helper started back when the
motor passed signal 64-L at a speed of about 50 miles an hour and
the tramn traveled a distance of about 650 feet before he reached
the emergency cord

Duiing these tests obseivations were made for the purpose of
deterining whether o1 not the motor whistle and the tower whistle
could have been heaid by members of the train crew Whistle sig-
nals from the motor weie faintly heaid by observers in the thnd
car from the engime when on the alert and expecting to hear them,
the same whistle signals were net heaid by other observers, some
of whom were nearer the engine and some faither back The emer-
gency tower wlistle was heard distinetly as the tramn passed the
tower

The whastle on the moto1 1s located on the roof of the cab directly
above the motoiman It 1s operated by an pressure fiom the main
regervorr, the normal pressme being between 125 and 140 pounds

During these tests the angle cock which at the time of the acci-
dent was on the 1ear end of motor 12 was operated by several ob-
servers to determme whether 1t moved freely, 1t was found that
while 1t was not dufficult to operate, yet an appreciable amount of
effort or strength was required to move 1t These observations tend
to discredit any theory that the position of the angle coclk was acel-
dentally changed while the tiam was en 1oute from New York to
Manhattan Transfer
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Mr Gaiabiant stated that electizc motor 12 weighed appioxi-
mately 312,000 pounds, that 16 had brake shoes on all four driving
wheels and four tiuck wheels on each of the two units and was
biaked to approximately 90 per cent of 1ts weight Tle also stated
that & running test of the biakes is 1equited to be made on a tramn
at the Mmst opportumty after leaving a terminal and before starting
down a descendmg grade On tiains with biake equpment of this
character the instructions 1equu‘e an mitial brake-pipe reduction
of 8 pounds, followed by a second biake-pipe reduction sufficient
1 amount to cause a reduction 1n speed which will show that the
tram-biake gystem 1s operating properly He said that such a test
when made 1n accordance with nstiuctions would consume 25 or 30
seconds

When Motoiman Keilt, on tiain No 219, was questioned fmther
concerning the 1unning test of the biakes which he made on the
day of this accident he said that he was satisfied at the time this test
was made that the iakes on his tiain were operating properly, but
he did not paiticularly notice the length of the brake-valve exhaust
YWhen he was mfoimed of the position 1 which the angle cocl on
the rear of his moto1 was found after the accideni and the results
of the tests which weie made after the accident, he stated that 1t
was possthle the angle cockk was m that position when his train
depaited fiom the station in New Yoik and his running test failed
to disclose that condition

The 1nvestigation of this accident established the fact that the
brake system on tiain No 219 was properly charged befoie that
tram left New Yoik terminal also that a propel ternunal test of the
bralces was made at New York station, and that the brake system on
this tiam was 1n proper operating condition at the conclusion of
this texminal test some two or thiee minutes before the depaiture of
the train from the teiminal, however, the brake-pipe angle cock on
the 1ear of the motor was moved to a neaily closed position hetween
the time the termunal test of the brakes was completed and the time
when the motorman ttied to apply the tram bralkes approaching
Manhattan Tiansfer As a result of the tests and observations which
were made subsequent to the accident 1t 15 believed that this angle
coclc was placed m that position manually and not by sny action of
the moving train  Because of 1ts protected position and the difficulty
of access to 1t from the motor or car platform, 1t is believed the angle
cock was placed 1n this position while in the New York terminal be-
tween the conclusion of the terminal test and the time the tiain de-
parted from the station Investigation failed to disclose by whom
this angle cock was closed
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( ONCLUSIONA

This accident was cansed bv the loss of contiol by the motoiman
of the power tiain-brake systemn by reason of the angle cock i the
brake pipe on the 1ear of the motor being partially closed

The running test of the bialkes which 18 tequiied te be made on a
train leaving a termuinal 19 made for the purpose of giving the engine-
man positive information whether the tiain-brake system 1s operat-
g properly The mvestigation indicaled that in this case the
renming test which was made by Motoiman Keilt was not made 1n
guch manner as to fuinish 1eliable infoimation conceining the con-
dition of the tiamm-biake eqmpment The time consumed in this
test was too short and the i1eduction i speed was too shight to
enable the motorman to know definitely whether the tiain brakes
applied, and Motoiman Keilt admitted that he did net pay any
particular attention to the length of the brake-pipe exhaust when
the 1eductions weie made fo1 this tunming test  As one measure to
prevent 1ccurience of accidents of thnis chalacter sieps should be
taken to requue runnmg ilests of the tiamm biakes which will
positively 1eveal whether o1 not the t1amm-nake system 1s 1n proper
cperating condition

Motoiman et stated that when he realized the tiamn biales
wete not operating propetly it did not occm to hum to po back m
send his helper back to the st ca1 to operate the conductor’s valve
Had this been done when he fnst discovered that the biakes weie
not operating propeily 1t 1s probable that the t1ain would have heen
stopped m time to aveit the accident o1 the speed of the tramn
would have been sufficiently reduced matenally to nutigate disas-
trous 1esults of the collision

Under enzcumstances of this chaiacter when contiol by the motor-
man of the fram biakes 15 lost, the wlastle of the motor o1 the
locomotive 15 the means provided for communication with the tiamn
crow and calling upon them for assistance In this case no mem-
ber of the tiam ciew heard either the whistle signal for biakes
oL the emergency tower wlastle, and the mmvestigation disclosed that
with vestibule ti1ains with the doois and windows closed, with mem-
bers of the tiain crew occupied by other duties in various parts of
the tiain, and with the type of whistle used on these electiic motors,
whistle signals can not be distinetly heard by the tiain crew Asa
further meastre to pievent 1ecuirence of accidents of this chaiae-
ter wlistles of adequate volume and unmistalable tone should be
provided o1 some other 1eliable means of communication between
motoiman and train ctew should be furnished Conductor Willard
stated that had he heard the wlistle signals calling for brakes
sounded by the motorman he would unmediately have pulled the
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conductor’s cord, thereby applymg the tiamn biakes in emelgency
The fact that the brakes on the cais in this tiain applied 1n emer-
gency just after the collision occutred, due to the broken brake pipe,
18 conclusive evidence that the biake system was charged, and had
the conductor’s valve been operated in 1esponse to the motorman’s
whistle signals this accident undoubtedly would have been averted

The motors operated over the tracks i this terrifory ale equpped
with automatic stop valves, and antomatic stop devices ale mstalled
1n connection with some of the block signals in this ternitory  There
was no automatic stop device installed m connectien with signal
70-L, which was m stop posifion when tiain No 219 passed it
However, the automatic stop devices 1f operated 1 this case could
have done nothing moie than had already been done by the motor-
man toward applying the bialkes on the tiain

All of the employees mvolved 1 this acaident weie experienced
men with pood reconds Motoiman Keilt had been employed as
a fiteman and engmeman since 1913 and during tlus period had
been engaged as a helper 1n electiie service for a little more than
one veal and as a motorman m clectiic service for appiroximately
six yeargs Cm Inspector Blumett had been in the service of the
1atlroad company for approximately 21 years

None of the employees mvolved 1n this accident was on duty con-
trary o the prowisions of the houis of seivice law

Respectiully submtted

W I Borraw,
Duector
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