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INTERSTATE COMMERCE COMIISSION

REPOFT CF THE DIRECTCR OF THE BUREAL OF SAFETY IN RE
INVESTIGATION OF AN ACCIDENT WHICE OCCURRLD CN TIE
TEST Ar0R» RAILROAD AT IONA ISLANLD, N.Y., ON JULY 5,
14937,

Ausust 4, 1937,
To the Commission:

On July 5, 1837, tucre was a rear-snd collision
between a passenger traun of the Wew York, Jntario &
Western Hallroad and a ireight train of the Teet Shore
“allroad, on the tracks of tne latier road, at Iona Island,
N.Y., resultirg 1a the deata of [our passengers and the
1njury of five passengere. This accident was investicated
in comjunction with a representative of the Public Servaice
Comuission of New York.

Location and method of operation

This accident occarred on that part cf the Raiver
Divigion of the wegt Shore Rairlroad excendiag between Corn-
wall, F.Y., and Weehawken, ¥.J., a distonce of 52.27 miles,
over which line tzzins of the Fest Shore and the New York,
Cotario & Jeetern Tailioads are regularly onerated. Ia
the vicinity of the point ot accident this 1s a coubla-
tiack line over vshich trains asre operailed by time-tablc,
train orders and an aatomalic block~siural svstem, Tuae
accident occurred on a sidiag located between the main
lracks knosn es the eastbouud middle siding, at a pciab
320 feet eant of tre wect switcn. Approacalng from the
weet the track 1s tangent for a distance of about 1,425
tTeet, then there s 2 3° curve ta the left about 750 fect
1n length, followed by a taapent about 325 feet i1n lencih,
ana taen a slight reverse curve to the switch involved,
about 180 feet distant, thes track 1g tangent for a coa-
siderable diatance beyond Ync ewitch. The grede 1c practical-
ly level,

The signals invelved 1n thie accident are eignale
414 and 4230, located 45 and 3,803 feet west of tne ewiich
Tespectively, 3Sipgnal 414 15 a tso-ar.a, upper-guadrant
srgral, the upper arm governing mell tTack movements nad
the lower aim governiag mcve rentg from mailn line 1n%to che ~
g1dinz. ¥ich the upper ero .n the horirontal position and
the lower arit in the 459 position, 1t i1ndicatee that the
gwiteh 1s set for the siding, and authorizes a train to
proceed at slov speed prepared to sfop. Then a trein
enters the west switch cof tue siding signal 414 carnot be
cleared until the train is east of the dera:l and the switeh
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closed. Signal 420 18 3 one-arm, three-position, upper—
quadrant semaphore; with the main track clear ani she veet
switch to the east-hound micdle giding open, sigral 420
wozld be in 1ts 45° pesition, which indication under ine
rules authorizes a train to proceed ot reduced speed not
exceeccing one-half 1ts marirum authorized gpeed at toatb
point (not excecdias 30 miles per nour) prepaTed 0 steop
at next sipgnal. Tacre 1s 2 nigh Rauwapo switcn-stand on
tne soulh siie of the vest switch of the castoound .iddle
s1d1nz anrd 1 Haves derall on tne neorth rail of the siding
al o point 2425 fect casi of the switch, this detaill is
pipe—conaected vith the suritoa. A riew of signsl 430 can
be obtaiced 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-
ran.  Aoprcaching the poirnt 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 f1l1l about 223 feet cart of theeastern end
of the trestle.

The weotner was clear at the lLime 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 wnich time the gpsed of the train vas estinaved
to Lave been about 6 or 8 miles ner heour, 1t vas stiuck

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 passeaser and
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 woodoen
coastruction. This train left Cornwell, 11.26 mile:z vest
of Iopa Island, at 11.18 a.m., tro mirutes late, pasced
srgmal 430, which apparently wae displaying either a stoo
or a proceed-at-reduced—gpeed irdilcution, psssed tne flag-
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ran of extra 3070, peseed siznnl 414, wnich vas digplayving
a proceed-at-glov-cneed-prepared-to-ston indicrtion,
entered The wesl switch of tae ridiag and while traveling
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Der Lour colllded with e xtra 3070.

The rear platfor.a of the Tear coach in extra 3070
was broken and benc upwards. The bTrake pire was also
broken, applying the air brakes 1a ewergency. The rear
end of vne pteel-uanderframe bvaggaze car, the first car 1in
tra1n No. 124, telescoped the head end of the Tolloving
wooden cocach for a disvance of 12 feet, all of the
casazliies ocourred .n the adoden coach, The coach vas
equipned 1rith retal braces i1ntended as a non-telesccplc
device. The only wheels derailed in train 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 Hzvens, of extra 2070, stated tnat after
as

deperting from Nevburgh svitching vas perioruaed at vorio
polats cn route, the last pcint worked peing Bear _fouat-ain,
0.0% mile nese of Iorne Isiand. TWe said uhat n1g train
arrived at Bear Mountsin at 11.10 a.r., made onc siiich-
1ay rovenment , Look xﬂtur and weparied at 11.25 a.m., 1
vhiich ti7e train Jo. 124 as due to leave tne mext station
11 tae rear Jhere tl.e 1s soovn, nanely, Hignland Falls,

4 1 nales wegt of Bear Mouncain., Approaching the cost-

l':\
ound middle sarcaing at Tona Islend, the west svitcno ceirng
aly apout 40 or 50 car lengths from Bear lountzin, he

vas riding on tne earine end hig t-o brakemen, Radclaffe
a~a Cgmeron, vwere ridinz on tne leading cur ahesd of the
engine. One of the Lrake .en got off to open tne swilch

and vhen got back on the leading car, after which CJonductor
Haverns dropped ofl to close tae switch when the train had
pulled in tar enocush to clcar the derarl., As the last
coach 1n fiis tisin psssed the switch he nobticed train

Yo. 124 folloving closely, about 200 feet in tne reer,
traveling at a good ratz of speced. He scid that he at-

tewted to cloge the owitch directly 1n front of tTa1n
1w 4 vt o wiaal L Lo
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¥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 tiwme, and ghortly alterwards the accident occurred.
He said thet train Wo. 124 passed nim at a speed of aboud
1@ or 15 mzles per hour, vita the brakes applied, ap-
narently 1n emergency, and the gpeed belng reduced con—
Slderably. Sonductor Havens furtler stated that he head
no xaowledge of vhere Flaerman Tolratier was other than
that he war souevhere 1n the rear, a8 he aaod not setn nln
cince leaving Wewburgh, that treTe wWag nob epough Toon
for his traan to get 1nloc clear 2% Beer lUountain and he
figured that ne had sufficient time to do the work at that
point, then preceed so Iona Island and clear for train



-

Wo. 124; he knew his traln was close on the time of troin
No., 124 23 he had seen that trroin abovt four +wiles bock
after ﬂlg train left Bear Mountain aand he called the cagine—
man's attention to 1t, althouzh the cistance frow Zear
fountain was too snOTH o get up mach speed he thought thot

hig train vwould be cleay 17 ammle taie {‘rn—\ﬂnr'-i'n'r‘- Havens
) o Cul L wh ok \J.uhlll} = L 1U a

sai1c that he waes not depending on the blook glgnals for
provection but -.as depeading upon his flagman +ho s_ould
have peen afforaing protection froa the tlme thot extra
3070 left Bear Mountain., Conductor Haveas also ctated

thiat ne did not say anything to Engineaan Carroll aboub
7histling out the flogman nor did ne remember vwhether the
engincrnan whistled him out after kno. ing that they veTe

onr the time of train No. 124, When hip troin passed signal
420 he noticed the signal go to the sclop position ancd 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
¢1 1lar to those of Conductor Havens., Enginéman Carroll
also stated that ho kner has tfnﬂn should havc bcen 12 the
clear on the essthound a1ddle siding ot Iona Isi~ad ~lhea
train No, 124 was dae oubs cof Hl chland ¥allsg, Accordiag

to statewents of these erplovees signals £330 and 414
functioned properly, ncne of then recolled whether or not
tie flagman was called in at Bear lountain.

Flagman Palmaticr, of cxira 3070, stated that ne
13 46 years of age, has been eopleoyed as o brakesan on
L@ West Shore for 18 yoars and has been workiang on the
Havergtraw switcher job for apout three yecers, He said
tiint he wae called i1n at Bear lfountaln, and as he couald
see a distance of two wilee or 'wore and diu not sce aay
sign of the followiap trairn oo rar in ond gob on the Toad
gnc of the train just =5 1t siarted to pull ocut. Ho stood
on the rear platform looking back aad saw train No. 134
aporcaching at the time his train started to head in at
the west sw1tch of tne eastbound middle siding, he staved
on the Tear platform until he saw Conductor Havens get oif
2t the gwitch, and then he got off aboul oprogite 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-
kaowledged 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
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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, however, he fagured 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. Flagwman Palmatier also stated that 51r1u1
420 vras displaying a stop indication all the tiwc hil

ne rras out flzgging west of Bear lountala.

Engine.san Brandt, of train No. 184, stated th-t

he had "ncelf\ o ulowaﬂ }“ +he NV MNoR TT W ng g Tirc.ann
Ly FRTaAT N [ F R Y ¥y o [FIE RN Ve L a ,p.uc #iba LlLa [ P B ¥ 1 e A BLAL e
for about ik years &ﬂd as an enginemen for about 5 ycars,

he had been ruaning train Yo. 124 for abcat 10 deys. He

had cvualified for engine scrvice ol the “est Shore rocd
in August, 1928, and had been runniag or firing on that
road contlnuouaLv gince that tiiwe. He said that on thoe
orning of ithe accldeﬂt his train did oot encounter any
torpecoes at lorgans middle or Fort llontgomery, nor 2t any
poiat between Cornwall and the point of collision. He had
recelved clear block signnl 1ndicatiocns until he apgroncned
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
aad thot 1t vas displaying a yellow indicazbion, out ho

)
could not seec the arm of tie signal at thit tiae. Just
pefore the engine reached the signal, hoever, o procced

indication was displayed, the arm of the s gnﬁl going to
the 90° position aad the light changrng to green. The
gpeed of his train av tnis tiae was about 85 cr 30 1lecs
per hour. On approeching sicnal 414, at a specd of about
30 1les per hour, thc upper arm of the signal was hoTi-
zoatal and tne lower arm in tac 45° position. He snid ac
saw this signal when the cngine was at about the .11ddle
of the trestle, he sghut off stez.: and wade a service air
bruke application; oa reaching z point near the east cod
¢f the trcstle he said that he sow Flagnman Palepaticr dowm
ot signal 414, miving a flag signal vwhich he considercd a
slo- specd signal, he said he thought that the flagiwn

T A1l A T emirAa A Tror merman]l koA hea mmoamt A aton
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He ackaowledged the flagnan's signal and said he lefd lLis
brage valve 1n service position for the purpose of bring-
10g his train o a stop to find out the recason foT bling
f_wqged He sai1d hie did not notice the positicn of tho

g Lltch target and did not know the switch was oOpen witil
he felt uhe engine head 12, ae¢ did not remcrber seellg
anvone at the switchstand. As his eagine startced 1ato the
Sldl”g he 1rmeciately i1oved the brake valve from scrvice
to energency position, raversed the engine and opencd tue
caaders, bub 1t was too late to svert tne accideat. He
cetimvated the specd of his train 2t 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 was cbtainsed 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 distract hisg attention. Waca he peogsed
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tue flagman the gpeed of hig train had been reduced but
very little and he catimaved 1c to have been about 30
wiles per hour. Engineman Brandt interpreted the indica-
tion displayed by signal 414 to mean to proceed at slow
speed prcepared 1o stop within range of vision after pasgs-—
1nyr the signal, he thought probably tlhe wmain track was
obstructed 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 nhim an unobstructed view of the
wain track Tor about one helf mile from a point near the
east end of the trestle, or nearly to the station. He did
nct know that the indication displayed meant that the
switch was open, he said the meaning of thig sgigral 1ndi-
catlon nad never been explalned to bim. He tnougnt ae
could have dbrought his train to 2 stop in tire to have
averted the accident had he uade an emergency ai1r brake
anvplication when he first saw signal 414, but at that taime
he eaw no reason for taking such acbtion, on account of
seseing no okstruction ahead and he did not want to uanduly
J72T the passengers He also said that had Le been properly
flagged and been glven unmigtakable warning that the switch
was open he thought that ae covld have brought his frain
to a stop. He acknowledzed that therec are no provisions
wade 1n the book of Tules distinguishing beltween a guick
g1gnal and a slow sipnal by a flagman, but that 1t was the
custorary vray to flaW. Engineman Brandt further stated
tant tne rules require the engineman and fireman to call
toc cach other the si1gnal indicationg displayed, aad thet
euglaes 0f the lotner hubbard type are equipped wvith speak-—
17, tubes for that purpose; however, he and his firemen
werc not in the habit of doing so, aad did not do so on
ti1e trip, as 1%t reguires too much tire and tekes his
avtecntion away from the track ahead ac 1t 1s necessary for
Lhim to turn around aud blow the whistle through tae tube
before talking, When on an eapine of the single cab type,
1% 15 custemaly for him 0 call signal i1ndications to lae
fiTteman,

Fireman Atwocd, of train No. 134, stated this was
nig first trip on that traln since the new time cord be-
came effective oo June 26, 1927, He said no torpedocs gere
exoloded con routec betuween Cornwall and the poiat of 2nci-—
dent. On reacning Morgans middle he looked ahead fro.u his
s1de of the engine and saw snoke, apparently frow a tcein
o considerable distance away. After passiag through btae
tunnel at Fort lontgomery he started o work on the fire
ald he did not sce tne imdication displayed by signal 430,
dnen about 1in the middle of the trestlec he ;ooked ahead
and saw extIa 3070 but thousht thnat .t was in the clcar on
the emstoounﬂmlddle sid1ag, then he saw signal 414 “LG
plaYlﬂg a slow speed 1ndiocation and the flagﬁan wavis
stop silgnals, which were acknowledged and an air brake
application made. As tar as he could see the main track
was clear, but ne could nol sce the 3W1tch targel as 17
was behind the sipgnal pole. Fe thoughlt that his train was
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coing cown the noin trock and the first he kner of aaything
wrons vas vhea the envine headed in at the west siatell, the
troir was nearly stoppced before the collision occurred.

Fe gci1d thot he hod not hacd cccasion for ~ lono time to cn-
ter a siding where a signal of this type i1s installed, and
he wistook signal 414 for a tonnage signal He also said
he saw the signal given by Flagwan Palwmatier, and he con--
si1dered 1t a stop signal,

The first intimation other merbers of the crew of
train ¥o. 124 had of anything wiong was when the service
a1r brake application was wade, at about which tiune the
flag was ansvered, after ,hich the air brakes were applied
1n ewergency and thea the collision occurred. They dic aot
hear any torpedoes exploded between Cornwall and the poiat
of cocllision,

Assistant Superintendent Relyea, of tne West Saore
Rallroad, River Divieion, stated that therc are other sig-
nals of the same tvpe as signal 414 on this division, they
are generally located on ascending grades and are known as
tonnage or grade signals; their mrpose 1s to avoid stopping
trezing ca grades but to allow the train to proceed 1aiso
tae block prepared to stop short of another train or co-—
struction., He also stated that ithe nrimary cbjcect of the
lover arm of sirmal 414 548 to permit a freight treiu to
pull 1a%0 the siding at slov gpeed without coming to o full
gtop at the signal, some yesis ago, tna treatle vatch an
a5 Icna Island opened the switoh for castbound fre: gt
trairs to pull into the siding but that practicec has boeuon
digcontinuecd and the trairasen aov operate 1t for tneir oun
trains., Thile this 1s the only signal of that typs located
on level grade on tnie division, and the switch napoveng to
e guite close to the gignal he “OHSLdSIGd 1t gafec provaded
the sienal 1adication was properly cbserved, Hoe ga1d thet
he gualified Engloeman Braandt as an engineman to operate
over the River Division on August 18, 1928, and he had been
requalified 1a June, 1837. The euplovces of the N.Y.,0.&
WH.R. 1n addition to qualifying on their own road are
guoject to the gane cxaminationsg as the Test Shove R.3.
erployees are, for the purpose of making ccrtaln that cu-
ployees of the W,Y.,, 0.& ".R.R. are coapetent to cverste
traias on the West Shore Railroad. He said thoat 1a qualify-
1ng engiaemen 1% was not his practice to pick out a sigaal
2% any particular location, but tne several signal i1adi-
cotions, aad tneir meaaing are fully zone into. If obeent
frow the division for 45 days engineman arc requalllen,
and then any chonges 1n types of signals or signal locao-—
ticas eore gone cver ~ith the.s,

Signal Engineer Elliott sfated that siganl 414 1s
what 15 called a two—nrm automatic signnl. The top 210 1g
coatrolled czactly the same as any otner autonmatic sisnaly
the bottom ATt 15 wuscd +or either of t© ¢ purposcse, ﬂamely,
first, on a grode ncere trherc ~ould be arfficulty 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 indicatioun. 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
taxding siding at 1nterlockings and other points. Fle sald
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 siding waeg 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 st take such action as 18 necessary 10
1ngurce full protection. Unless otnerwise provided, ad 10—
ferror train mugt clear the time of a superior train, 1in
the sane direct.on, not less than five minutes; tul sust
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
m11n track in the tirme specified, 1t rust be protectod 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 Bear lountain, 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 remwzaned at Bear Mountain and
afforded proper flag protection, Yet he returned to his
train without putting doan 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, suated
that signal 420 was displaying a cauticn xndication 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 oObseTrved 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 circumetances 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 1t. 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 Juséification
for hie agsumption thot tte slow-speed indication at 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 1in accordance with signal iadica-
tions, the switch target included, the accideat probably
Jould have beer averted.

Conducter Havens and Enpineman Cgrroll, of extra
3070, were fully aware that they had not cleared the main
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track for train 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 to 1t that proper
protection was afforded. They had ample time =2t thear
dieposal to have provided proper protecticn, and had they
done go the zccident probkably weould have been prevented.

The superiority of steel eguipment as compared
w1th wooden cars 1n passenger traing has often been pointed
out 1n prior publications of the Commission. Had the eguip-
ment 11 train No. 124 been of all-gteel construction probably
20 fatalities would have cccurred.

A1l of the employees involved were cxperienced men;
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 submitied,
W. P. BORLAND,

Director,



