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REPORT CF THE DIRFCTOR OF THE BUREAU OF SAFETY IN RE
INVESTIGATION OF AN ACCIDENT WAICH CCCUFRED ON THE
NE& YORK CENTRAL RAILROAD AT ALBANY, N, Y., ON
FEERUARY 13, 1923.

March 20, 1923,
To the Commission:

On February 13, 1933, there was a
rear-end collision between a freight transfer and a
light engine on the New York Central Railroad at
Albany, N. Y., which resulted in the injury of t7o
employees, The investigation of this accident was
held 1n conjunction with representatives of the Fublic
Service Commission of Hes York, Second Distraict,

Location and method of oreration.

This accident occurred on the Mohawk
Division, which extends between Albany and Syracuse, N,
Y., a aistance of 147.39 miles. In the vicimity of the
point ol accident this 18 a four-track l&ne over which
trains are operated by time-%able, and an automatic
block-sipgnal system, The tracks are numbered from
south to north as follows, 23, 1, 4 and 3, tracks 4 and 3
Deing eastbound and westbound freight tracks, respective-
ly. Tracks 4 and 3 curve to the left just cast of sig-
nal station 1, which 1s about 1,400 feet west of the
roint of accident, and run on a viaduct t0 3 pridce
across the Hudson River. Towser C 1s locateda about 300
feet west of this bridge, the point of accident being
about 30 fleet west of tower C, Approachinz this peint
from the west on tracks 4 gnd 3, there are 800 feet of
tangent, a curve of 6° 12' 33" to the right 940 feet in
length, 1,500 feet of tangent, a curve to the left of
7% 30' wnhich 1s 80O feet in length, and then a tanzent
extending beyond the point of accident, 500 fset aistant.
The grade is descending for eastbound trains for more
than a mile, varying from 1.32 per cent to 1.83 per cent.
The weather was clear at the time of the accident, whick
occurred at about 1C.48 a. m.

Description.

Eastbound transfer engine 3128, with
S5l cars, had stoppred on the brid;e over the Hudson Rivel
ab-wmbout; 10.40 a, m., on account ¢f a brake beam being
down, the rear end of the transfer being nearly opposaite
tower C. Eastbound lizht enzine 2998, in charze of En-
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Zineman Zollner, storped tenind this trznsfer at ahout
10, «5 a, m., and waile standin: as this yoint was
struck oy transfer ern-.ine 2505,

Fasthound transfer engine 25C5, with
43 loaazd cars, ~vas 1in charze of Conductor Davidson
and Fnzineman Ghydra., It left West Albany at 10,25
2., M., zgCct cevord control of the en-inswan on the
desCenairz rTade, and coilided with li:ht enzine 3939
while traveling at a spesew estimated to have been 235
or 30 miies an hour,

Enzine 2939 was ariven ahead azainst
the precedinz transfer 4rain, sSi1Xx cars in that tran
Ceing aestroyed or badly cdamazed. Enzines 2839 ana
2305 were deralrled ard damazed, while three cars in
tae train of encine 2570 were destroyed or badly dam-
az2d, The derailed eguairment struck tower C and
knocked 1t off toe viaduct i1nto the street, the tower
being demolished.

Sumrary of evadence.

The investigation disclosed that
the usual inspections, alT brake tests and necessary
Tepairs vere made by the yard inspectors at Vest
4lcany of the cars shich made up the transfer being
hauled oy en:ine 2505 at the time of the accident;
1t was rerortea that the brakes on these cars vere
in prope:r condition prior to the arrival of the en-
gine, Alter the engine was courled to the cars in
th.es transfer, a terminal test of the brakes wvas made
oy the trein crew. Conductor Davidson stated a de-
fective car nezr the head end was set out, the train
735 then coupled up, the air brakes were tested, and
he walked the entire length of the train and noted
that the brakes on all cars were applied exCept in
three cases where they nad leaked off. TWhen he reach-
ed the rear end a signal vas given to the engineman
to release the brakes, and after the brakes had been
Teleased he opened the angle cock on the rear end,
Causing another brake application, and after closing
the angle cock the brakes released rrorerly. Conduc—
tor Davidson stated that the inspections and tests
made were in accordance ~v1th his common practice and
there vas nothing about the operation that attracted
his attention as being umusual. Retalning valves
vere then turned up on tne envire train, hand brakes
on the first 10 cars Jere gpplied, and the train ae-
rarted from West Albany at about 10,35 a. m.

Accordin:z to the statement of En-
gineman WoLydrs, he was not entirely satisfied that
the brakes on this train were 1n proger oreratlnz con-—
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dition, for %ne resason that whRn he avplied the b~akes
for the terminszl sest the brake-pipe exhaust seemed

too csnort foi a tagsn of that leazeh, and he stated thatb
vaen the termingl %eft rad been comfleted by the train
crew-he rade ancther crake aprlicabion and walked back
20 or 25 car leughins exgraning tne brake shoes as he
went along to d<tzrring vhetner the brarées were proper-
ly arpl-ec, Afier leaving Vest Albany he made a running
test at [lock Cut and satisfied h.mseli that the brzkes
in the “rgin vere workinz properiy., Approaching tower
32, the siznal was 1n the stop rosztion snd the enzine-
man made a orake application; he .as about to make a
second recuction when the signal went to caution posi-
ti1on and he released the brakes., Ehortly after Yassing
tover 2, another application was made, the brake-pipe
reduction ceing about 7 pcunds, 1t did not arrear to
slow up tne orain as 1t should, and shortly afterward
the en-inerman made another reduction of 8 pounds, which
also did not seem to take hold. He then placed his
trake valve in emergency position and sounded the whistle
siznal for hand bHrgkes,

Conductor Davidson stated that he was
ridin. near the middle of the train, on top of a box Car,
when the enginemgn scunded the whistle signal calling
for brakes., He imrediately siznzlled to the rear brake-
ran and bezan settin: hand brgkes. He thouzhthe had set
aoout five hand brakes, and he Jumped off the train
shortly before the accident occurred; he thought his
train was running about 25 miles an hour at toat time.

He stated that he felt the air brzkes being applied at
Rock Cut at the time the enzineman made the running test,
tut that after that time he did not notice the air brakes
teing applied.

Brakeman Hoppinstall also stated that
a trake application was made at Rock Cut but that he did
not notice the air brakes being arplied at any other
time on this grade., He heard the enzineman sound the
whistle siznal calling for hand brakes and saw the stop
signal given by the conductor, He immedrately Degan
settinz up bhand brgkes, but stated that there was no
reduction in the spped of the train.

Brakeman Fairchild stated that vhen
he saw the conductor zive the stop signal he was on the
Tear car, nhe climbed down the reaT end and tried to
opén the angle cock but could not get 1t all the way
open. dHe zot 1t partly open, however, and theré Jas a
considerale exhaust of bTake-pire air, He thought,
however, tnat this was done before the engineman rplaced
his brzke valve in emergency position, He ¢losed the
angle cock and tkhen bezan to sel hand brakes and thought
he had set about five before the ascident occurred,
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Fireman Marchall stated that he daad
not notice anything upusual oa this trip until at tower
3, ¥uen tne enzinewman nade a brare application and id
did net seem to alow ur the train, the emerzency arplic-
ation tein. rade snaortly airterwerds. He thought tine
sreed cf the train at lne *ime tlie emergency akplica—
%t1on was wade wes zhout 10 or 12 miles an hour, he
Jumped off tefore tae accident occurred, shen he thought
ﬁhe train was runninz as a speed of about 30 miles an

our.

Engineman Zollner, on light enzine
2939, stated that he heard the transfer train coming,
ard also heard a blast of the whistle wnich indicated
to him that this train was running away. ife ran off
t0 one side and saw the collision; he estimated the
Train was running at betwecen 20 and 30 miles an hour
at tne time of the accident, although he stated he was
not 1n a position t0 mgke a close estimate of 1ts speed.

81gnalman Jackson, on duty at
tower C, stated he heard the operater at tower 2 tell
the dispatcher a train on track 4 was running fast and
Frobanly would not ve able to stop. He notified track- ,
rien, oridgermen and men on the preceding train to 100kgggf§‘
and sa‘d that Yne Tunaway tTain was traveling at high
speed when the accident occuarred,

A1T Brake Instructor Eicher stzt-
ed that the standard pressures used on engines vere
110 pounds main reservoir and 85 pounds brake pipe.

The brake valve on engine 2505
18 the type L automatic brake valve of the New York
Air Brake Comrany. This orake valve has s1x positions,
namely, release, runninz, holding, laP, SeIViCE, and
emergency. The holding position 1s for the [Furposs
of holding tne engilne trakes afprlied and not over-
Charzing the brake pire after the train brakes have
been released,

Surerintendent Fleminz, of the
Mohawk Division, stated that 1% was common pFractice to
operate trains of 50 cars on this Zrade.

Tests of the brake eguipment on
Gars in this train after the accident disclosed that
of 34 cars tested, tne piston travel was adjusted
within proper limits and the brakes okerated on all
except four cars on wnich the brakes released immedi-
ately after the aprrlication was made, In the retain-
ing valve tests, all valves excegt three, held for
one minute of more, Tests of the brake eguipment on
the cars were made with the cars in two sectitms, one



P

')

-5~

consisting ¢of 28 carg and the other of 8 cars. The
btrake pipe leakaze on the 28 cars was 6 pounds per
minuiew from a ureswrye O5f 58 pounds, on the 8 oars
the leakage was b pounds rer mrnute from 55 pourds.
The ofricizls who malz taoese tests reported that of
the 3G carc tested, 23 nad effocitive brakes., Tests

©f the brake enquirment on engine 2505 did not disclose
any defect whi~h could have contribuled to failure
properly to control the train in this case.

Conclusions,

This accident was caused by 1mproper
operation of the train crake system vy Engineman Waydra,
0of engine 3505, resuifang in the transfer train getting
ceyond control and runninz away.

The investigation of this accident
disclosed that Engineman Whydra did not have a proper
understanding of tne operation of the alr brake systen
nor of tae functicns of tne orake valve when placed
in hoidin: rosition. It was his understanding that
when tne brake valve was placed in holding rosition
coth engine and train brakes were held applied. Tne
evidence als©Q indicates that i1n making service brake
aprlications on the zrade after leaving West Albany,
Encineman Whydra moved his braxe valve from service to
holding position instead of to lap rosition, This 1s
borne out not only by Enzgineman Whydra's own statements,
tut also by the statements of the conductor and bTake-
men that after the running test at Rock Cut no further
alr-brake applicationg on the train were felt by them,
This method of operatinz the brake valve would result
erther an failure of the orakes to be applied Or 1in
ilmwediately releasing tnem, and brake-pipe reductions
in the service application which were made ty Engine-
man Wnydra were therefore not only ineffective in con-
trolling the train, but also deprleted brake-pipPe
pressure to such an extent that the emergency applica-
tion subseguently made was not effective to contrcl or
etor the train.

The records show that Englineman
Whydra qualified as an engineman November 4, 1918, ~as
promoted to engineman February 4, 1220, demoted to
fireman on account of reduction in force December 4,
1920, and was promoted to engineman November &, 1932;
also that he had worked comtinuously since November 10
until the date of this accident, and that on 30 days
during this period he had worked on the zrade where
this accident occurred, operating engines assizned 10
the same service and having the same tyre of brake
valve as engine 2505. During the remainder of this
reri1od he was assigned to yard and road service. He
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attendex the zir brake instruction car in June, 1919,

In this investigation, no reason-
acle explanation of Engineman Whydra's failure to op-
erate the brake valve rroperly was developed; on the
other hand, 1t 1s difficult to understand, in view of
his very limited knosledge of alr bTake arrer&tus anc
his wrong understanding of some of the functions of
the brake valve, hos Fngineman Whydra escsped earlier
Gisastar of this character.

Since this accident occurred, 1n-
structions have veen issued that all men handling
freight traing between West Albany and Rensselaer shall
be examined on air brakes. It 1s apparvent that Enzine-
man Tnydra had not bheen properly instructea in the og-
eration of air brakes and had not peen supjected to
suCh an eXamination a8 would disclose his limited
knowledge of air brakes. The crerating officers of
this railroad company aTre open to censure for tkelr
failure to provide suiltable methods for the instruction
and examination of enginemen, and to make certain that
Engineman Whydra was properly gqualified for the duties
he wsas regquired tc perform,

None of the employees involved 1in
this accident was on duty in viclation of the hours
of service lax.

Respectfully,

~. P. BORLAND

Director,



