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INTERSTATE COMMERCE COMLIISSION

REPOFT OF THE DIRECTOR OF THE BURZEAL CF SAFETY IN RE
INVE3STIGATION OF AN ACCIDENT WHICE OCCURRLD CN TIE
WEST SHORY RATLROAD AT IONA ISLAND, H.Y., ON JULY 5,
149.37.

August 4, 1937,
Toc the Commigsion:

On July 5, 1887, tuncre was a rear-end collision
between a passenger tra.n of the New York, Jntario &
"estern Railroad and a irsight train of the Wegt Shore
Ratlroad, on the tracks of tne latier road, at Iona Island,
W.Y., resultirg 1a the deata of [our passengers and the
1njury of five passengers., This accident was investigated
1n conjunctinn with a representative of the Public Service
Cormmisgion of New Yerk,

Location and method of operation

This accident occarred on that part cf the River
Division of the west 3hore Hallroad exsendiag beitween Corn-
wall, F.Y., and Wecehawken, M.J., a disvoace of 52.37 miies,
oveT which line treins of the fest Shore and the lew York,
Ootario & Jeetern Tailroads are repularly operated. Ia
the vicinity cf the point o1 accident this i1s a cdoubla-
tiack line over vhich trains are operaled by time-tablc,
train orders and an aatomatic block~siunal svstem, Tae
accident occurred on a eididg located bctwecen the main
tracks knosn gg the eastbound middle siding, at a poias
320 feet eant of tne wvert switch. Approacaing from the
wegt the track 1s tangent for a distance of about 1,475
feet, then there s 2 2° curve to the left about 750 fect
1n length, followed by a taapent about 235 feet in leagih,
and taen a slight reverse curve to the switch involved,
about 150 feet distant, the tracx 1e tangent fer a coa-
grderable distance beyond “nc switch. The grede ig¢ practical-
ly level,

The signals iznvolved 1n thie accident arc eignale
414 and 430, located 43 and 3,803 feet west of tne cwitich
regpectivelv, Sigral 414 15 @ t40-ar.a, upper-guadrant
srgral, the upper arm governing mall track movements nad
the lower aim governiag mcve 'entg from waln iine 12t0 ohe ~
ardinz.  Jicth the upper erq .n the horirzontaul posivion and
the lower arm in the 459 position, 1t indicatee that th
switch 1s set for the sicding, and authorizes a train O
proceed at slov gpeed prepared to stop. When a trein
ernters the wegt switceh cf tae siding signal 414 carnot be
cleared until the train i1s sast of the deraxl and the switch
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closed. Signal 420 18 3 one-arm, three-position, upper—
quadrant semaphore; with the main track clear ania she vest
switch to the eagt-hound micdle giding open, sigral 420
wozld be in 1ts 45° pesition, which indication under ine
rules authorizes a train to proceed ot reduced epeed not
exceecing one-half 1ts mazirum authorized gpeced at toat
point (not excecdias 30 miles per nour) prepaTed o0 stop
at next sipgnal. Tacre 1s 2 nigh Rauwapo switcn-stand on
tne soulh siie of the vest switch of the castoound .iddle
s1d1ngz anrd 1 Haves derall on tne neorth rail of the siding
al o point 2425 fect casi of the switch, this derail is
pipe—conaected vith the suritoa. A riew of signsl 430 can
be obtaiaed frow the enginenan's side of an eastbounc train
for & distance of 1,655 feret; signal 414 can be geen for a
distenes of 937 feet Ly the eagineman and for a distance
of 1,635 feet across the nside of the curve by the fire-
man. Aonrecachire the point of accident from the west the
track 1s laid on a trestle avout 1,30C feet 1in length and
t1en on o 111 about 7 feet in beigat; sipnal 414 1s lo-
caved on this f1l11 about 223 feet cart of theeasltern en

of the trecstle.

The weotner was clear at the Lime of the accident,
which occurred at about 11.3%1 z.m.

Description

Eastbound Weetr Shore freieht train cxtra 3070,
kaova as the Jewburgh-Haversiraw switcher, coaesisted, fror
cast to west, cf § freight cars, ¥VC enmine 3070, 18
freight cars and 4 unoccupisd ccacacs, and was 1n charge
of Conductor Havens and Dagineran Jarroll, This tr.ia

¢t Newburgzgh, 15.37 milesg wocst ¢f Iona Island, at &.13
a.m., worked ot varicus moints en route gnd siopped av
tne west sgwitch of the castboune middle sading at Ioaa
Island 2% aptout 11.20 a.-n. After the switech was lined
for the sidiag the train proccveded in upon 1% and wiea
the Tear ear reacnea a point ahout 2350 Ieet eact of tac
gvitch, ot whnich time the gpsed cof the train vas estinated
to Lave been about 6 or 8 miles ver heour, 1t vas struck

by train No. 124,

Easzthound ¥ev York, Ontario & Testern passenger
train Yo, 1234 ccnsisted of one bagzgaze car, one coach, one
parlor car, t7o coaches and onc comoinarlon passeascer aand
bagrapge car, hauled by GYC&VW engine 246, of the couble-
cab or Mother Fubbard type, and was 1n charge of Conductor
Crose aad Engineran Brandbt. The ficcl car was of steel-
uaderframe construstion mile the re.ainder were of woodaen
coastruction. This train left Cornwell, 11.26 mile:z vest
of Iopa Island, at 11.18 a.m., tro mirutes late, pasced
srgmnal 430, which apparently wae displaying either a stoo
or a proceed-at-reduced—gpeed irdilcuation, psssed tne flag-
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ran of extra 3070, perseed siznnl 414, wnich vas digplayving
a proceed-at-glov-cneed-prepared-to-ston indicrtion,
entered The wesl switch of tae ridiag and while traveling
at a gneed eglimated to 2ave Deen between 8 and 15 miles
per hLour collided with extra 3070.

The rear platfor.u of the Tear coach in extra 3070
was broken and benc upwards. The bTrake pire was also
broken, applying the air brakes 1a erergency. The rear
end of vne pteel-uanderframe bvaggaze car, the first car in
tra1n No. 124, telescoped the head end of the Tolloving
wooden cocach for a disvance of 12 feet, all of the
cagaslliics occurred .n vhe aoodern coach, The coach uvas
equipned 1rith retal braces i1ntended as a non-telesccplc
device. The only wheels derailed in trsin No. 134 rere
those of tne rear fwuck of the baggage car, these -/heels
being Tailsed uprard rith the poay of the car.

Sumanry of cvideoce

Conductor Hevens, of extra 2070, stated tnat after
erting frowm Nevburgh svitching 7as periorTued at vorioas
ats rn route, the last pcint wvorked ogeing Bear .lovatoina,
% mile mnesgt of Ione Isiand. WHe said vhat hie train
1ved at Bear Mountsin at 11.310 a.r., made oac sirich-

rovement , took woter and aepartec at 11.35 a.m., 13

. time train Jo. 124 'as due to leave tne next station
2 t.e rear Jhers ti.e 1s snovn, nanely, Hignland Falls,

1 nales wegzt of Bear Mouninain. Approaching the cost-
a6 middle sacing at Tono Islend, the west sviton ceing
y apout 40 or 50 car lengths from Bear lMountain, he
riding oan tne eariac end his t-o brakemen, Radeliffe
a~a Cgmeron, vwere ridinz on tne leading cur ahesd of the
enpine. OCne of the brakei.en got off %o open tne switch
and vhen got back on the leadaing car, after which Conductor
Haverns dropped ofl to close tae switch when the train had
pulled in tar enocush to clcar the derarl., As the last
coach 1n his tialn passed the switch he noticed train

Yo. 124 folloving closely, about 200 feet in tne reer,
traveling at a good ratz of speced. He scid that he at-
tepted to close the switch directly in front of train

¥o. 124 but was umable to co so, saying that the waecls

of the cars in his train probably were over tne derzil

at the tiwe, and ghortly alterwards the accident occurred.
Fe szad thet train Wo. 124 passed nim at a speed of about
18 or 1% mzles per hour, vitn the brakes applied, ap-
narently 1n ermergency, and the speed being reduced con—
siderably. Coaductor Havens furtler stated that he had
no kaowledge of vhere Flaarman Iolratier was other than
that he wag souevhere 1in the rear, as he aad not secn nin
cince leaving ¥ewburgh, that tnere wag nobt erough room
for his traan to get 1nloc clear 2% Beer lUountain and he
Tigured that ne had sufficient time to do the work at that
peoint, then preceed to Iona Island and c¢lear for train
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Wo. 124; he knew his traln was close on the time of troin
No, 124 28 he haed seen that trroin abovt four wiles bock
after hisg troin left Bear Mountain aad he called The cagine~
man's attention to it, althouzh the cistance fromn Bear
Ilountain was too gancrt to get up mach speed he thought thot
his %train would be clear inm ample tine. Conductor lavens
sai1c that he waes not depending on the block sgignals for
provection but -.as depeading upon his flagman +ho s_ould
have peen afiforaingz protection frown the tine that extra
3070 left Bear Mountain., Conductor Haveas also ctated

that ne did not say anything to Engineaan Cprroll aboab
whistliag out the flogman nor did anc remember whether the
engincrnan whistled him out after kno. ing that they veTe

or the time of train Neo., 124, When hip troin passed signal
420 he noticed the signal pgo to the slop position and Le
s0# sigaal 414 digplayinz a stor i1adicatbtion ag troain Yo,
124 approached. The state ents of Eagiaewan Carroll, Fireman
Pogt, and Brakermen Radcliffe and Csucron, —ere practically
c11lar to theoese of Conductor Havenz. Engineman Carroll
also stated that he kne r his tiain should have beea 1a the
clear ca the esstbhound aiddle siding at Iona Isl~ad ~hea
train No, 1le4 was dae out c¢f Highland ¥Falls, Accordiag

to stateuwents of these ewployees signals 430 and 414
functioned properly, ncane of then recrlled whether or not
tie flagman was called in at Bear lountain.

Flagman Palmaticr, of cxtra 3070, stated that he
13 486 years of age, has been eopleoyed as o brakeosan on
e West Ghore for 18 yoars ond has been workiag on Ghe
Havergtraw switcher job for apout three yecers, He said
tiint he wae called i1n at Bear lfountaln, and as he couald
sece a distance of two wmilee or 'wore and diw not sce aay
sign of the followiap trairn oo rar in ond gob on the Toad
gnc of the train just as 1t siarted to pull out. Ho stood
on the rear platform looking back aad saw train No. 134
aporoaching at the time his train started to head 12 at
the west switch of tie easgtbtound middle siding, he stayed
on the Tear platform until he saw Conductor Havens get oif
2t the sgwitch, and then he got off aboul opprogite signal
414, valked back to tne east end of the trestle and flagged
train No. 1234 with a red fleg; his flag signals weTre ac-
kacwledged by two blasts of the whistle when train No, 124
was about halfway over the trestle. Train Wo. 134 passed
him at a speed of about 15 or 20 miles per hour, he did
not knowv shether the air brakes were applied. Flagman
Palmatier said that he put down torpedoes when he was
called in at Fort Montgomery, 0,93 miles west of Bear
ouatain, also at Morgans middle, wmest of Fort lMontgomery,
but thst he did not put down torpedoes when called 11 at
Bear :dountaln, as he did not coisider 1t necessary ia
view of having previously put them down at two places.
He said he knew 1hat train No, 124 was duec out of Hirhland
F.lls at the tine he was called in, at 11.3% a.w. accord-
ing to his watch, at Bear Mountain ana according to the
rules 1t was not proper for him to have returned to his
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troin, hovever, he figured that therc vas plenty of tine
for h1s train to get into clear on the ecastbhound middle
f1d1un at Iona Islaand and there ras no sign of traio Vo.
134 1a sigat, no smoke or anything, ~hen extro 3070 left
Bear .ountain. Flagwan Palmotier also stated that signad
420 ~ras displaying a stop indication all the tiwec hile
ne rras out flzgging west of Bear lountala.

Engine.an Brandt, of train No. 124, stated th-t
he had been ermployed by tne N.V.,0.& ™. R.R. as a Tircuaan
for 2bout 31t years and as an engineancn for about b ycars,
he had been ruaning train Yo. 124 for abcat 10 deys. He
had ovualified for engine scrvice i the “est Shore rood
in August, 1928, and had been runniag or firing on that
road coantinuously since tht ti1we. He said that on the

orning of ithe accident his train did not encounter aay
torpecoes at lorgans middle or Fort llontgomery, nor 2t any
poiat between Cornwall and the point of collision. He had
received clear block signnl 1adications until he approacned
s1z12l 42305 as he vas going through the tunnel at Fort
Jlontgouwery, the east portal of -vhich i1s about 1,800 fect
«Gst of signal 420, he s21d he saw the light of that cigaal
a.ad thot 1t as displaying a yellow incdicabion, put ho
could not seec the arm of the signal at thrt tiae. Just
before the ensine reached the signal, hoever, o proccead
indication was displayed, the arm of the signal goiang to
the 90° position aad the light changrng to green. Thac
gpeed of his train 2% tais tiae was about 2b or 30 1lcs
per hour. On approcching signal 414, at a specd of about
30 11les per hour, thc upper arm of the signal was noTil-
zontal and tne lower arm in tac 45° position. He snid ac
sav thias signal when the cngine was at about the .11ddle
of the treestle, he shut off stea.: and wade a service air
bruke application; oa reaching z point near the east cod
of the trcstle he said that he saw Flagnan Palmaticr dovm
ot signal 414, miving a flag signal vwhich he considercd a
slo- gpecd signual, he said he thought that the flagi1nn
ould have given a gulcker gigarl had he meant to stop.
He ackaowledged the flagnan's signal and said he lefd lLis
broge valve 1n service position for the purpose of brisg-
10g his train to a stop to find out the recason for boing
flagged. He said he did not notice the position of tlc
gJltch target and did not know the switch was open witil
he felt the engine head 1.4, ne did not remerber seelag
anvone at the switchstand. As his eagine startced 1ato the
s1d1iag he 1rmeciately ioved the brake valve from scrvice
to energency position, reversed the engine and opencd tue
randers, but 1t was too late to svert tne cccideat. THe
cstirated the spesd of his train at% the time of collision
Lo have been about 8 rmiles per hour. Oving to the service
alr brake applicotion he did not think that an erergency
effect wag cbtoined when he woved tne brake valve to
C.@TEENCY Pos1Tion. The alr brakes had been tested, and
rorked properly en route, There was nothing out of orcer
avout the engine to cdistract hig attention. Waca he pogse
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tue flagman the gpeed of hig train had been reduced but
very little and he estimaied 1c to have been about 30
wileg per hour. Engineman Brandt interpreted the indica-
tion digplayed by signal 414 to mean to proceed at slow
speed prevared o stop within range of vision after pass-—
ing the signal, he thoughe probably the wmain track wos
costructed at Iona Island station. Then he first saw the
rear end of extra 3070 the last car was about a car length
from the derail, which gave nim an unobstructed view of the
wain track for about one hzlf mile from a point near the
east end of the trestle, or nearly to the station., He did
not knew that the indication daisplayed meant that the
switch was ¢pen, he said the meaning of this signal 1adi-
catlon nad never been explalned to him, He tnougnht ac
could have brought his train to 2 stop in ftiwe to have
averted the accident had he wade an evergency air brake
anplication when he first saw signal 414, but at that time
he saw no reason for taking such action, on acccuat of
sgeing no obstruction ahead and he did not want to uaduly
J2T the passengers He also gn1d that had Le been properly
flagged and been glven unmigtakable warning that the switch
was open he thought that e could have brought his train
to a stop. He acknowledged that therc are no provislons
rade 1n the book of rules distinguishing belween o quick
g1gnal and a slow sipgnal by a flagman, but that 1t was the
custorary vay to fla”. Engineman Brandt Turther stated
tant thne rules require the erigineman and fireman to oal“
to cach other the si1gnal indications ul“pl ved, aad the
engince of the lotner hubbord type are equipped with spea&—»
17, tubes for that purpose; however, he and his firemon
werc not in the habit of doing so, aad did not do so on
ti1g trip, as 1t reguires too much tirme and tekes his
avication away from the track ahead ac 1t 1s necessary for
him to turn around aud blow the whistle through tae tube
before talking, When on an eapine of the 51nole cab type,
1T 1o custemary for him to call signal indications to tae
fiTteman,

Fireman Atwood, of train No. 134, stated this was
nig first trip on that traln since the new time cord be-
came erfective oo June 26, 1927, He said no torpedoes rere
gxolcded cn route between Cornwall and the poiat of goci-
deat. On reacning Morgans middle he looked ahead froa his
glde of the engine and saw gnoke, apparently frowm a trean
o considerable distance away. Arter passiag through tae
tuanel at Fort lMontgomery he started Lo wolk on the fire
aad he did not sce tne 1vwdication displayed by signal 450,
dnen about 1n the wmiddle of the trestlc he ;ooked ahead
and saw extia 3070 but thought tnat 1t was 1n the clcar on
the emstoounﬂmlddle s1d1ag, then he saw signal 414 ”LG
playlng a slow speed lﬁdluaulOﬂ and the flagﬁan Wavin
8top signals, which were acknowledged ard an air brake
auplloatlon made. Ag tar as he could see the maia track
was clear, but nhe could nol see the SWLtOh target as 27
wag behind the sipgnal pole. Fe theouwehl that his train wasg
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going cown the nain trock and the fairet he kner of anything
wrons wag vhea the ensine headed in at the west siratcly, the
tro1r was nearly stopped before the colligion occurred.

Fe sci1d thot he Lhad not had cecasgion for ~ lons tine to cn-
ter a siding where a siznal of this type L= 1nstalled, and
e wlstook signal 414 for a tomnage signal He also said
he saw the signal given by Flagwan Palwaticer, and he con--
si1dered 1t a stop sigral,

The first intimation other merbers of the crew of
train No. 124 had of anything wiong was whern the gervice
a1r brake application was wade, at about which timne the
flag wae ansvered, alter ,hich ‘the air brakes weTe applied
1n emergency and thea the collision occurred. They did aot
hear any torpedoecs cxploded betwvecn Cornwall and the point
of ccllisilon,

Assistant Superintendent Relyea , of tune West Saore
Ragilroad, Raver Divieion, stated that therc are other sig-
nalsg of the same tvpe as sigral 414 cn this division, they
are generally located on ascending grades and are kAOWﬂ a8
tonnage or grade signals; their pirpose 1g to avoild stopping
treing oa grades but to allow the train to proceed 1nto
tae block prepared to stop short of another train or oco-
struction, He also stated that the nrimary cbjccet of the
lover arm of sirmal 414 sds to permit a freight treiu to
pull 1nto the 81d1ng at slor spneed without coming to o full
gtop at the signal, come yeeils ago, tne tregtle vgatch an
a5 Iona Island opened the switoh for castbound frezgnt
trairs to pull into the sidine but that practice has beon
digcontinued and tho trainaen aov operate 1t for tneir oun
trains., “hile this 1s the only signal of that type located
on level prade on tnie division, and the switch napocag to
Be guite close to the signal he considercd 1t safe provided
the gignal 1ndication was properly coserved, He gald thet
he gualified Engilneman Braadt as an engioeman to operate
over the River Division on August 18, 1928, and he had been
requalified 1a June, 1237. The euplovceg of the N.Y.,0.&
WR.R. 1n addition to gualifying on their own road are
sup)cct to the sane cxaminations as the West ghore R.R.
employees are, for the purpose of making certain that cu-
ployees of the N,Y., O0.& ".R.R. are coapetent to operate
trains on the Weeot Shore Riilroad. He said that i1a qualify-
1ng engiaemen 1% wae not his practice to pick out a sigaal
2% any particular location, but tne several signal i1adi-
cotioas, aad tneir meaalng are fully zone into. If adsent
fromw the division for 45 days engineman arc requa11L1t4,
and then any chonges 1n types of signales or gignal loca-
t1cas ore gone over ~ith the.s,

Signal Engineer Elliott sfoated that siganl 414 as
what 15 called a two-arw auteratic signal. The top il 1
coatrolled czactly the same as any otner autonatic signal;
the bottom Tt 1s used for either of t o purposes, anuely,
first, on a grade nere trerc vould be cafficulty in start-
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1ng after stopping for o signal tne second arm 1s putb on
in place of the marker lipht and the controls are zo arrvanged
that 1t will go to the 158 position 1f the block 1a advance
of the signal 1g occupiled, thus permitting a traia closely
follo i1ngz another train to proceed at low speed, and seconc-
1y, vhere 1t 1s desired to permt a freisht train to enter
a siling without coming to a stop for the signal the sccond
arm 1g provided and the contrecls so arranged that rhen the
svitch 1c set for the siding 1t will rove to tre 459 posi-
tion, giving a slow-—specd indicatiou. In the second 1a-
stance 1t 1s not material, sco far as the engineran 1s con-
cerned, whether the arm 1ving the slow-spsed incication
1g operated manvally, as 18 4done 1n many locations, OT
automatically as was the case at Iona Island., Ie stated
toere wag nothing urusual aboul this signal 1adication as
1t 12 used at practically all sidiage where 1% 1a likely
there uay be a wan to set the switch for a train to go 1a2t0
the sidirg, and 1t 1s similar to tae signal indications Tor
taxing siding at imterlockings and other points. ™o said
tnls 1ndication might have been used at Iona Island for the
anscnger trTiln in case 1t was desired to have thav train
usc the siding {for the purposc of ruraiig around 3 train
or obatruction on the main track, but 1n this 1nstance, as
tie si1ding was alieady onccupred by the freight train, 1t
siould have peen apparent to Engineman Brandt thao 1t was
not intended for him to enter the siding and he should have
broughc his trein to a stop vefore passing the signal. The
81gaals irvolved are of the normal-dangrr type, clearing
cnly uporn tne approach of a train, provided the track ahead
1s clear, and Mr. Elliott stated taat with tone lowel arw
of sipmal 414 in position for a wovement to be made to the
s1cing 1% was practically impossitle for signal 420 to fo to
tiue 20-cdegree or c¢lear position as power to operate 1t from
the 459 to the S0~ position would be cut off. After the
accrdent both of these signals were exaained, thoroughly
tested, and kept unwuer clcse observetion for 72 hours axd
were found to be 1n proper aad good operating condltion.
S1gaal Engineer Elliott was asked whetner automatic frain
control would have prevented %his accicdent and he roplied
taat 11 would have done so provided the engineer did not
forestall 1ts operation.

Conclusions

Thia accident was cacsed primarily by the failure
of Flagman Palmatier, of extra 3070, to afford propcr Tlag
protection to the rear of his train, and the failure of
Enginewan Brendt, of train No. 134, prowerly to observe and
ovey siensl indications. A& contributiaeg cause was the
failvre of Conductor Havens and Enginewan Carroll, of extra
3070, to clear the mawn track for a following super10r train
ant To provide protection as reguired by vhe rules.
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Under the rules, vhen o train 1s moving or stops
under circumstances in which 1v may be overtaken by another
train, the flagman et take such action as 18 necessary 1o
ingurce full protection. Unless otnerwise provided, ad 1n-
ferror train mugt clear the time of a superior train, 1in
the sane direct.on, not less than five minutes; tul isust
be clear at tne time a first-class train, in the same
direction, 1s due to leave the next station in the rear
where time 1s shown, also, 1an cage of failure to clear tne
ma1n track in the time gpecified, 1t rust be protectcd as
rcquired 1n the flagging Tvle.

Flagman Palmatier, of extra 3070, admitted that he
was aware tnat train No. 134 was due out of Highland Falls,
4.51 miles west of BeaTr louantain, at the time he was called
in at the latter station, and tnat according to the rules
1t was not proper for him to have returned to the ftrain, but
instead that he chould have remzainsd at Bear iountain and
afforded proper flag protection, Yet he returned to his
train without putting down torpedoes, his statement that
he nad put down torpedoss at two other near-by poinis 1is
contradicted by cther evidence, and even when hc koew that
train No. 134 was closely approaching his train at Jona
Islsand he did not promptly and ¢iiigently perform nis para-—
movwat duty of flagging. He was an experienced employee,
and had he complied with the flagging rules this accident
prop@bly would not have occurred,

"hile Engineman Brandt, of train No. 124, stated
that signal 420 was displaying a caution indication when
he first saw 1t wnile couing through the tunnel and tnat
1t then wvent to clear just before nis engire reached 1%,
he undoubtedly 1s mistaken, that signal was observed to be
functioning properly shortly before his tmm approached
1t, tests made subseguent to the accident disclosed the
gienal apparatus to be 1a proper working order and func-
tioning properly, and under tnese circumstances 1t could
not have cleared for his train. It 1s possible, however,
that the signal indication changed from stop to caution
just before hie train reacred itft. He did not fail to see
tne indication of signal 414, or the flagran's signal as
he approached Iona Island, but there was no justification
for hie agsumption thot tte slow-speed indication 2t signal
414 referred to some condition farther down the track, or
that the signale of Flagman Palmatier were intended for
slow speed sipnals., Ee sdmitted that he falled to see tne
switch target, which would have giver him earlier definite
1aformation that the switch was set for the siding. Ead
26 been maintaining a proper lookout ahend and controlled
the speed of hig train in accordance with signal i1adica—
tions, the switch target included, the accideat probably
Jould have beer averted.

Conducter Havens and Enpineman Cprroll, of extra
3070, were fully aware that they had not cleared the main
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track for trzan No. 134 as required by the mles, and that
they were occupying the main track on the time of that
train, yet they =ade no effort to gee fto 1t that proper
pictection was afforded. They had ample time a2t thear
dieposal to have provided proper protvection, and had they
dene g0 the zccident probably would have been prevented,

The guperiority of steel eguipment as compared
w1th wooden cars 1n passenger traing has often been pointed
out 1n prior publicationg of the Cormission. Had the equip-
mnent i1n train No. 124 been of all-steel construction probably
a0 fatalities would have occcurred.

A1l of the employees i1nvolved were experienced rnen;

at the time of the accident none of them had been on duty

10 violation of any of the provisions of the hours of ser-
vice law,

Respectfully submitted,
W. P. BORLAVD,

Director,



