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INTERSTATE C O M U f e COMMISSION 

REPORT OP THE DIRECTOR OF THE BUREAU OF SAFETY IN RE 
INVESTIGATION CP AN ACCIDENT WHICH OCCURRED ON THE 
NEvV YORK CENTRAL RAILROAD AT V. 134th St., RIVER­
SIDE PARK, NEW YORK, N -Y. , ON DECEMBER 10, 1930. 

January 13, 19 31 . 

To the Commission 

On Dece iber 10, 19 30, th^re was a ii ar-end 
collision oetween two freight trains on the New York 
Central Railroad at Til. 13ith Sb., Riverside Park, Nevi 
YorK, N.Y., resulti if m the death of one employee and 
the injury of two employees. 

Location and method of operation 

This accident occurred on tie branch 1 I le of 
t h e Electric Division w n c h extends between Souyten Dtyvil 
and 30th St., New York, N.Y., a distance of 10.0S ales, 
this is a double-track wain line over vdnicn trains are 
ooemted by time-table, train orders, yard rules, and an 
automatic block—signal system. In the immediate vicinity 
of the point of acciaent there are five tracks, tnese 
tracks p mall el t n e Hudson River aid are designated from 
nortn to south as follows Paik 5, which is a yard track; 
track 1, the westoouna m a m track, track 2, the eastbound 
" a m track, section 8, a yard trace, and section SF, a l s o 
a yard track. The accident occurred withm yard lints, 
on the eastbound m a m track, directly opposite Grmit's 
to ib, at a oomt 5.06 ales east of Spuyten Duyvil, ap­
proaching the point of accident fro a tne west, t~e track 
is tanacit for a distance oi 1,685 feet, tnere _s then a 
6 Q curve to t n e n m t 103 feet m length, 312 feet of 
t a n p e n t , a 6° curve to the left 96 feet in length, 311 
feet of tangent, and a 2°51' curve to the left 511 feet 
m length, the accident occurring on this last-mentioned 
curve at a p e m t 010out 335 feet fro1" its western e i d . 
Ta e made for eastDounr trams is 0.65 per cent descend­
ing at tne point of accident. Under the rules, within 
yard limits tie r r , m t m c k m y be useu, protecting against 
first-class trail1 s, ^moid-class and extra, trams must 
nove witnm yard limits preoared tc stop, unless t i e 
a in track is seer, or known to be clear. 

Tne weatner was clear a t the t i m e of tie acci­
aent, whicn occurred aoout 5.15 a.m. 
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To the Cmnnission. 

On December 10, 19 30, there was a I ear-end. 
collision Detvveen two freight trains on the New York 
Central Railrona at W. 13-itn St., Riverside Park, New 
York, N.Y , recultiig in. the deatn of one employee and 
the injury of two employees. 

Location and method of operation 

This accident occurred on tne branch liie of 
the Electric Division finch extends between Spuyten Duyvil 
and 30th St., Now York, N.Y., a distance of 10.OS ules, 
this is a double-track main line over vthicb trams are 
onemted by time-table, train orders, yard rules, tnd an 
automatic block-signjl system. In tne immediate vicinity 
of the oomt of accident there are five tracks, tnese 
tracks parallel tne Hudson River aid are designated from 
nortn to south as follows. Park 5, wnich is a yard track, 
track 1, the westbound m a m track; track 2, the eastbound 
- a m track, section 8, a yard track, and section 6F, also 
a yard track. The .accident occurred within yard lints, 
on the eastbound m a m track, directly opposite Grant's 
to 'b, at a point 5.03 riles east of Spuyten Duyvil, ^p-
eroaching the point of accident fron tne west, tie track 
is taneent for a dietmce of 1,685 feet, there is then ^ 
0 Q curve to tie rignt 103 feet m length, 312 feet of 
tangent, a 6° curve to the left 96 feet m length, 311 
feet of tangent, and a 2°51' curve to the left 511 feet 
in length, the accident occurring on this last-mentioned 
curve at a ocut about 333 feet fro1-" its western cad. 
Tne grade for eaatboane trains it 0.65 per cent descend-
ing ^t tne oomt of incident. Under tne lules, witnm 
y r d limits tne " ^ m tmc-c î y ^e usea, protecting agamnst 
first-class trairs, sccoid-clnss and extra trains must 
">ove witnin y*>rd limit? orcnared to stop, unless tie 
' a m track is seen or bio m to be clear. 

The weatner was clem at the t n e of Lue acci­
dent, which occurred aoout 5.15 a.m. 





Desc*M**jDn 

The trams involved m the accident were 
freight trams novm[ toward ^Oth St., eastbound, accord-
in^ to time-table directions, and Tfcre known as symbol 
trains KN-4 and HIT-4, these trains are not scnedalcd 
m the time-table, but are scheduled by bulletin notice. 
The tram movements leading up to the accident were as 
follows Extra PJ-3, engine 1544, with a t r a m of e^pty 
cars, had stopued at 103th St., m order to put tne t r a m 
away, and extra 3719, a light engine towing Deisel engine 
1530, came to 3 stoo behind extra FJ-3, at 113th St. 
Eastbound symbol tram KN-4, whicn consisted of 3 3 load­
ed cars and a caboose, hauled by en" m e 3744, and was m 
charge of Conductor Stahl and Engmeman Card, left 
Spuyten Duyvil at 4.55 a.m., and cane to a stop behind 
extra, 2719, T A i t h tie rear end of t h e caboose just west 
of V\i . 124th St. After standing at this nomt about one 
mute, or less, according to the testimony, it was 

struck by train KN-4. 

Eastbound symool tram HN-4 consisted of 9 
loaded cars and a ciboose, hauled by enmne 3757, an' was 
m charge of Conductor Ahite and Engineman Hager. 
This t r a m left Spuyten Duyvil at 4.39 a.m., and collided 
with the rear of tr nr. KN-4 while traveling at a speed 
shown by the speed-recorder tape on the engine to rnme 
been 18 miles per nour, 

The rear of tn^ caeoose of t r a m KIT-4 was 
crushed in for a distance of aoout 4 feet and its forward 
end was telescoped about a si ular distance by tne c m 
ahead of it; tne wreckage caught fire, the superstructure 
of the caboose b e m ~ consumed. None of th. other equip­
ment m t r a m KN-4 wa n derail ed and it was pulled away 
from the burning caboose. Engine 2757, of train HN-4, 
was not derailed and was only sligntly da raged. The 
employee killed was i brake-an of t r a m KN-4, while the 
employees injured were the conductor mid f 1 igma i of 
that tram, all of when were in the caboose at t .c t i ^ 
of the collision. 

Sumin.ry of evidence 

Conductor Stahl, of tr~in KN-4, s t a t e d Lh it 
h: s tr nin h-*d. only be i. stand m o 1 ncout 30 seconds vau.i 
t'e accident happened. Flagman Skupen started to mid 
tne rear door of the caboose, which door was closed, mid 
shouted a warning- cf danger immediately prior to tne 
accident. The y-rd limits b e g m *t ff. 158th Street, 
but Conductor Stihl s^tcd th"t his flmgman had of en in 
t^e nabit of flagrmg east of 7i. 162nd St., even wit.nn 
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yard limits, when the train stopped on a curve oi when 
weather conditions made visibility poor; on this 
occasion, however, it was dark, but visibility was good. 
Conductor Stall also said that after leaving Spuyten 
Duyvil, his t r a m stopoed before reaching the yard limits, 
and the following train, HN-4, was flagged at that t n e . 
It also appeared from the conductor's statement tlat 
between Spuyten Duyvil and the point of accident, he 
looked at the markers and they were turning brightly. 

Flagman Skupen, of t r a m KN— 4, stated that 
west of Fort Washington cut, Fort Washington b e m ^ lo­
cated 2.58 miles east of Spuyten Duyvil, and near east-
bound automatic signal 832, his t r a m came to a stop 
and then started ahead, he saw t r a m HN-4 coming right 
behind and he had a lighted fasee m his hand and stood 
on the rear end of the caboose, holding the fusee as 
his train moved eastward, not deeming it necessary to 
drop off the fusee as tne following train was so close 
and would have to stop it signal 822. Tnen his tram 
stopped at W. 158th St., he saw the reflection of m e 
headlight of the following t r a m just as the engine 
ca le out of Fort Washington cut, and went back nooai 
four or five car-lengths, taking red and white lanterns 
with him, the following t r a m whistled an acknowledgment, 
moved down very slowly, and stopped about an engine-
length "behind the caboose, his own t r a m started nnend 
just about the time tne following t r a m stopped. m e n 
his own t r a m came to a stop at W. 134th St., he cot; up 
and looked at his watch, and when he looked iroam" ae 
saw the reflection of the headlight of the follo/mie 
tram, realised that a collision wa,s inevitable, and 
shouted a warning of danger, the accident occurring 
immediately afterwards, 

Engmeman Card, of train KIT-4, stated that 
ne was flagged by the flagman of lig.it engine 3719, which 
was towing Deisel engme 1530, for the stop at >ir. 158th 
St. and also for the stop at W. 134th St., while Flijp^n 
IviacDougall, of light; engine 2719, stated that u s en-me 
m turn was stopped by the flagman o^ the first t r a m , 
FJ-2. After the accident, Brakeman Nelson, of t r a m 
HN-4, flagged the following tram, BN-10. 

Engmeman Hager, of train HN-4, stated toat 
ne brought his t r a m to a stop at automatic signal 822, 
which was displaying a stop indication. After proceed­
ing through Fort Washington Cut, he saw the t r a m ahead 
and closed up and brought his own t r a m to a stop abojt 
nine car-lengths behind it. He saw the caboose markers, 
but they did not display a bright red, being dull and 
smoky, and. he also saw tne flagman on the rear end of the 
caboose, holding a limted fusee. The next stop his 
t r a m made was at W. 158th St., at automatic signal 583, 
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wnich was displaying a 8*>Op mdication, this wig ^t the 
beginning of yard limits. At this point tie e.amir 1pi 
went hack to the tender, and on returning to the engine 
cad the indication of signal 582 hid changed to yellow, 
and the train proceeded, passing tar engine of m oppos­
ing milk train m the vicinity of TT. 129th St., although 
tne milk train m no way obscured his view ahead. 
Steam had been worked to about this point and then 
Engmeman Hager shut off and permitted the t r a m to 
drift down tne hill. iThen m the vicinity of the aouth 
end of the viaduct, locited at iff. 125th St., approximately 
1,185 feet west of the point of accident, he told Fueman 
Broffn to look out for a caboose ahead and the fire ian 
informed him that he did not see anything, at which ci le 
tae fireman was sitting on the seat box with the sioe 
wincLow aoout hal^ open, looking ahead out of tn^t window. 
Shortly after mrds, the fireman suddenly gave warnmm 
of the t r a m ahead, abo.it 25 feet distant, and Eng lie "an 
Hager immediately applied the brakes in emergency, but 
it was then too late to avert the accident. Enrmcian 
Eager stated tnat he saw the right-hand caboose | rr rei' 
last prior to the accident, Engmeman Hager further 
stated tn^t he rnev la ere wa.s i t r a m just aheac of nis 
own tram, m d he expected to f m d it so lewherc between 
V'. 158th St. and T,j. 79t i St., pcrforaing work. He also 
understood that his m m t r a m should have moved withm 
yard limits prepared to stop unless the m a m track m s 
seen or known to be clear, and s m d that the fire m i 
appeared normal amid alert, that signals were called to 
each other en route, and that he could offer no explana­
tion as to why Eire-mi Brown did. not see the caooose 
ahead, across the inside of the curve, until their o rr 
train had almost reiched it. 

Fireman I.il.Brom, of t r a m HN-4, stated th-»t 
he had been employed as a fireman on this raiiro^c Cor 
11 years and that he is a qualified engmeman. After 
proceeding through Fort Kshin^ton cut, his t r a m was 
brought t o n stop and. he saw the caboose markers mead, 
uhile waiting for the indication of the automatic sima.1 
at f. 158th St. to change, he again saw the caboose 
markers ahead. After leaving iV. 158th St. he remained 
on his seat box continuously, with both the side wiadow 
a„nd the storm mindo.v o p m , he had previously clem.ed 
the front window m d t e storm window at Poughkeepsie. 
He did not notice tne cnginenan shut off s t e m m tne 
vicinity of wnere his t r a m passed tie milk tram, but 
did notice that smoke went up and ne put on the blower. 
I'eitner the smoke from his ov.n engine nor from tre milK-
train engine interfered, with his vision, and he knev of 
10 reason why he should, not have had a clear anr' un­
obstructed view of conditions ahead from llf. 131st St., 
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a distance of 1,776 feet. "hen going over the n n nt 
"J. 125th St., the engineuan told him to look out for 
the caboose ahead and at thmt time he TIIS on nis Beat 
hox looking ahead through the storn window and nad in 
unobstructed view across the inside of the curve, for 
about 12 to 15 carlengtns. He did not see the caboose 
™arkers ahead, however, although both of them were 
burning and displaying red to the rear, until they ' ere 
only 50 or 75 feet distant, when he saw the left marker 
first, he shouted a warning of danger and heard tne a:r 
brakes apply immediately, the collision occurring very 
shortly afterwards. Fireman Brown said that tnere seemed 
to be a narrow diffusion of the rays of the marker light, 
and he also stated that while it was dark, yet the weather 
was clear and visibility was good. Statements of Con­
ductor Thite, Head Brakeman Kane and Brakemen S.G.Brown 
and Nelson, of tr=>m HN-4, all of whom were riding m 
the caboose at the time of the accident, developed nothing 
of additional importance, with tne exception that after 
the accident Brakeran Nelson went back and flagged, the 
folio 'ing t r a m , BII-10, Head Brakeman Kane said t m x the 
reason he was riding m the caboose was bee nice his 
t r a m HN-4, consisted of only eight or nine cars a no 
he did not think that any exception would be taken to 
his riding there. 

On the day folio ring the accident, vision 
tests were conducted under weather conditions si ular 
to those that prevailed at the time of the accident, 
a caboose was placed at the oomt of collision, with tne 
markers burning, and an engine of the same type as m e 
one involved was used. From a point 3,245 feet west of 
the point of collision the caboose markers could be seen 
through the front windows of the cab from both sides of 
the engine, although the markers did not show uu strongly, 
appearing as points of red light, there being no soread 
or diffusion of the rays of light. While the lights 
could be readily seen when the line of vision was di­
rectly toward them, yet the light was not sufflcicntly 
strong to attract attention. Starting from this oomt, 
the engine was noved slowly towards the standing caboose, 
and it was found that the markers could be seen at all 
tines from the fireman 1s side of the cab, appearing with 
steadily increasing sharpness as the intervening dis­
tance lessened, at a distance of 800 feet the markers 
showed up strongly, and at 400 feet the reflection from 
the headlight revealed the outline of The caboose. From 
tne engmeman 1 s side, the markers could be seen tne sa e 
as from the fireman's side up to a point 1,185 feet from 
the point of collision, however, at that point tne front 
end of the engine cut off the view of the markers and 
tney could not be seen again until a point 60 feet from 
the caboose was reached, when the marker on the right side 

could be seen by leaning out of the side window, the same 
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aarkcr could not be seen through the front window until 
a oomt within 50 feet of the caboose was reached. 
The narlcers used m the test were of tne sane type -is 
those involved m the accident, standard Tew York 
Central markers, bub tnere is reason to believe tnat 
the test markers were m better condition. The test 
markers had been thoroughly cleaned just prior to making 
tne test, and were living the maximum light for tnat 
type of lamp, wnereas, the markers involved in the 
accident were 1 ast cleaned on December 6, 1930, follow­
ing which they had been used on two trips prior to the 
trip on which the accident occurred, at the ti le of the 
accident they had been burning more than 10 hours. 
Following the accident pieces of marker lenses were 
found on the track, and examination disclosed areas of 
mcrusted dirt m tne ring joints, covering but a s'•all 
percentage of the surface, apparently not having tne 
effect of reducing the power of the light more than 5 
per cent. The test mar^rs, undoubtedly, v/ere stronger 
to some degree, undetermined, than the markers involved 
m the accident. Daring the time of these tests, F•re-
ian I.M.Brown sat on the seat box m the same way and 
looking ahead in the ae manner as at the time of the 
accident, and, based on the tests, he could offer no 
explanation as to why he should not have seen t_ie 
caboose ahead in time to have prevented the accielent. 

Conclusions 

This accident was caused primarily by tne 
failure of Fireman I.M Brown, of t r a m to r n n w i n 
a proper lookout on a curve to the left and to nooify 
the engmeman of the caboose ahead. 

The evidence is clear that Engmeman Hager 
told Fireman Brown to watch out around the curve, and 
tnat he was depending on the fireman to notify m m 
promptly of any danger ahead. Fireman Brown said there 
was no reason why he should, not have had an unobstracted 
view of the caboose ahead for a distance of 1,778 feet, 
and that he was sitting on his own seat box, looking 
ahead, he could offer no explanation, though, as to why 
he did not see the caboose in time to prevent tne acci­
dent. Head Brakeman Kane should have been rid in a; on 
the fireman's side of the engine ca.b, maintaining a 
proper lookout ahead, instead of being back m tne 
caboose. 



Under t n e - t r a m HN-4 was required to 
be operated prepared to stop unless the n a m tr&<2k was 
seen or known to be cle-=£. The speed-recorder taype on 
engine 2757 showed that shortly after leaving Spuyten 
Duyvil at 4.53 a.m., the speed of t r a m HN-4 was m 
creased to 15 miles per hour and maintained at that 
rate for a short distance. It then dropped to 10 mi 1 e>s 
per hour and did noc again exceed that figure until 
starting down the grade 3,550 feet from the point o_ 
accident, the speed gradually increased on this graa_ 
until it was 18 miles per hour at the time of the 
accident, at 5.15 jp'.m. The operation of train HN-^ 
m this manner was reasonably within the requirements 
of the rules, and would have enabled the engmeman to 
stop had he received any proper warning from his fireman. 
The engineman's own view, even from the aide window, 
was only 50 feet. It is believed, therefore, that m 
this case Engmeman Hager had a right to depend Pa his 
fireman. 

Tne erployees involved were experienced men. 
At the time of the accident Engineman Hager and F u e m m 
I.M.Brown had been on duty hours, prior to whicn t"_ ey 
had been off duty for 11 hours or more, the ether em­
ployees involved had been on duty for 8-f hours or less, 
prior to having been off duty 13 hours or more. 

Respectfully submitted. 

W. P. BORLAND, 

Director. 


