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INTERSTATE COMMERGCE COMMISSICN

REPORT OF THE DIRECTCR OF THE DBUREAU OF SAFETY IN RE INVES<
TIGATION OF AN ACCIDENT WHICH CCCURRED O THE NEW YCRK
CENTRAL RAILRCAD NEAR SOUTH SERINECTADY, IT Y., O
MARCH 17, 1935, )

July 28, 1925.

To the Commission;

On March 17, 19385, there was a rear-end
collislon between two freight trains on the New York
Central Reilroad near South Schenectady, ¥.Y., which
resulted in the death of one employee and the injury of
five employees,

Locaticn and method of operation

The Mohewk Division consists of two parallel
lines of main tracks, one extending between Albany and
Minoa, W.Y., a distance of 132.9 miles, znd the other
between Ravena and signal stotion WX, ncear Syracuse,
N.Y., a distence of 144.5 miles. There are con—
nectione betveen thesc two systems of wein tracks at
five different points, one of these being what 1s knnwn
ag the Schenectady Detour Dranch, on which the accident
occurred. This branch 18 & double-track line
extending between signal stotion 7, at Carmen, N.Y.,
and South Schenectady, a distance of 4.54 miles. Trains
are operated over this branch by tire-table, train orders,
and a manual block-signal system, traine running on the
left-hand track when moving with the current of traffic,

The trains involved were westbound from Carmen
to 8outh Schenestady, and the point of accident was
near where the tracks connect with the main line at South
Schenecctady, 1,510 feet inside of the cast yard-limit
board. Approachang from the east, beginning at signal
station 7, there 18 a curve to the left, a long tangent,
and then a compound curve to the right 5,872 feet in
length with a maxinum curvature of 2°, The accirdent
occurred on thie curve about 675 fect from 1ts leaving
end, where the curvature is at 1ts maximumn.



The only manual block gignal encountercd by
westhound novements 1s located on the left side of the
westbound track at a ncint about 3,100 fect west of
signal station 7. It 15 a one-arn, three-positirn,
upper gquadrant signal, normally displaying o stop
indication. Under the rules, before allowing a
train to enter the block the signalman/rust examine
the block record, and, i1f the block 1s occupied, corr
rnunicate with the signalman at the next station in
edvance, which in this case 1s at South Schenectady, he
rnust then display the propar indication, which 1s a cau-
tion indication in the case of following freight-traln
rioverientes in an owaupled block,

The weather wos cloudy at the time of the
accident, which occurred at about 8 a.n.

Description

Westbound freight train extra 2501 consisted
of 57 cars and a cabcose, hauled by engine 2504, and was
in charge of Conductor Dell and Enginenar Crogan. It
paened signal station 7 at 6.12 a.m., and first camé to
a 8%top near Soutn Schenectady at about €.25 a.m. At
about 7.15 a.n. the train pulled ahead a disi.nce of
70 or 75 car lengthe and again stopped &t about 7,20
a.m., no further mrvement was made prinr to the time
1t wae struck by train Z2V-2.

Westbound freight train ZV-2 consisted of
engine 2603, 31 cars, a caboose, and engine 3726, in the
order nawed, and was 1n charge of Conductor Fay and
Enginemen Hall and Coates. If left signal station 7
at 7.58 a.m., moving backward, thus placing engine 3726
in charge of Engineman Coates, 1n the lead. A clear
indication was received at the manual block sigyal west
of signal station 7 and the train proceeded over the braach
at a speed of about 25 miles an hour until 1t aporonached
the eart yard-liamit board at South Schenectady, at which
point the specd wees Teduced tn some extent and the ftrain
continued untilthe eear of extra 2504 was observed by
the fireman, who was on the inside of the curve., The
speed had been reduced to about 10 or 15 miles an houT
when the collision cccurred.

The caboose and rear car of extra 3304 weTe
deralled. Engine 3726 was not deraled, although 1ts
tender wee derailed and badly danaged. The caboose
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of traln ZV-2 was derniled and its superstructure torn
from the underirame, while ths two cars mmellately ad-
Joining the caoccee wzre also deralled, onc Lo.ag de—
moliclhed and the othner baldly damazsd. Fire LToke out
in che wreckage and consumed the smserstzucture of each
ceboosge, The employee killed wafi the flegron of

gxtra 2504,

Summery of evidence

Fireman Passmore, of engine 3726, said he
had not kad nany occasion to dn any firing while meving
over the branch and that efter receiving a clear in-
dication st the manual biock signal near signal station 7
he was mainma.ning a careful lookout ahead. When the
train was wcuading the curve approaching South Schenectady
and had reached & point within about 10 car lengths of the
east Yard-liwit boerd, moving at a speed he estinated to
have becrn cbout 15 miles an hour, he saw the rear end of
extra 3001 about <0 cnr lengths distant and at once
notifled the engznenen, at the same vime saying that he
did not know on what track the trein wes standing, there
belng ctnel trzirs in theimmediate vicinity. At
thle tine the enginim-n was working a light throttle and
Fmeman Fapenore ea.¢ e at once shut off steam and ap-
Plled the straight air breke, reducing the speed to 10
miles an hour when passing the yard limit board, The
two trains were within 5 or 10 car lengths of ewch
other before Fireman Passmore realized that extra 2504
was on the same track, and he at once called to the
engineman to apply the air brakes in emergency, which
was done, but 1t was then too late to avert the accident.

Enginensn Coates, of engine 37238, sald the
gpeed was about 35 miles an hour until he applied the
etraight alr brake when approaching the yard linit board,
a8 was his custom in order to bunch the cars and also %0
rTeduce the speed, which he estimated to have been about
30 mlles an hour when passing the yard limit board,
A ter the eigine was four or five car lengthe beynnd this
béard Firemen Passmore called to him that he thought
there was & train on the track zhead, at which time he
made a8 light applicatinn of tne automatic brake. Almost
immediately afterwards the firemsn told him to apply the
alr brakes in emergenoy and Engineman Coates estimated
that the speed had been reduced to about 15 miles an hour
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whenthe collieilon ocourred. Engineman Coates ad-

mitted that i1n a wey he had viclated rule 93, adding that
after receivaing o clear signel 1ndication he was not ex—
pecting to find o trein in that locelity. Sothh the
gnginerian and fireman caid they did not encounter any
torpedoes or observe any flagrman protecting the rcar end
nf extra 2504,

Conductnr Bell, of extra 23504, saxd Flopman
Swartz went back to protect the train whe=n 1t stopped for
the first time, the flagman was recalled ™efore the troin
started to nove ahead. ‘Then the train stopped for
the socond time Conductor Dell told Flagman Swartz to
take a pall of water and accompany hin to the ninth car
ahearl of the caboose, where the conductor intended to
pack 2 hot box. In the meantime he hnd reminded Flagman
Bwertz that train No. 137, a first-class train, was snon due,
and he said that after the hot box had been packed he told
Flagman Swartz to go back toc proteet the train while he
himself went ahead to pack an~ther hot box nearer the head
cnd of the treoin. He sa1d it was tanen 7.28 or 7.30 a.m,,
while train No. 137 1s scheduled tr leave Carmen at 7.43
a.m. GConductor Bell aaid Flagman Swartz started back
toward the rear of the troin and he supvposed the flagman
was providing the proper flag protectirn ageinst train No,
137, A& a matter of fact, however, train No. 137 was
being moved via ancther route and the next train to ap-
proach was train 2V-2, and when Conductor Sell heard
the crash of thc collision he went tn the scene and found
the body of the flagman in the wreckage of the caboose.

Signalman Murphy, on duty at signal station 7,
from 11,30 p.m. until 2.30 a.m., said he was relieved at
7.43 a.t., at which time train ZV-2 was reody to depart,
while exire 2504 was shown on the transfer which he had
ready to deliver to Signalman Darhydt, who relieved him, and
he also stated that he called this to Signalman JBarhydt's
attention. Signalman Darhydt said he did not look
at the transfer when he came on duty but did lcok at
the block sheet and nntice& that on the second line from the
top a westbound extra was shown as being clear at S~uth
Schenectady at 7.17 a.m., overlooking the fact that the
cxtra shown on the preceding line, extra 2504, was not clear
at South Shhenectady, and he therefore gave train ZVE2 a
clear sighcl indication instead of a cauticn indicatien.
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Conclueions

This accident was caused "2y the failure of
Signalman Darhydt, nn duty at signal statron 7, to display
2 caution signal indication for the roveient of train 2V 23,
and by the failure of Flagman Sgartz properly to protect
his train,

Signalman DBarhydt acknowledged overlookiag the
fact that extra 2504 had not been reported as being clear of
the block at South Schenectady No reaeson 1s knovn for
the failure of Flagman Swartz to protect his trein agalnst
first—-class train No. 137, already due, as unioubtedly he
was not in possessicn of i1nformation that 1t wac beinghoved
vlig another route, Had he provided proper protectinn
against this train the engine crew of train ZV-2 would have
been warned in ample time t0 enable them to bring thear
train to a Btop.

While Engineman Coates received & clear signal
indication when leaving signal statirn 7, this did not re-
lieve him of the duty of fully observinp *the recouirements
of rule 93, under which seconi-class and cxtra trains must
rove within yard limits prepared %o stop unless the main
track 1s seen or known to be clesr. Eneineman Coates
was on the outside of the curve when ertering the yerd
limris, vet while he was not in position to observe the
track ahead it 1s believed that a stricter compliance
with the requirements of the rules wculd have enabled
hinn to stop his train in time %o avert the accident,
and 1t 18 to be noted in this connection that when the
fireman first spoke about ths possibility of there
being a trailn ahead the engineman did not promptly bring
his train under full contrcl. It con not be stated
dafinirtely that Fireman Passmore was nnt maints 1ning
a proper lookout, but 1f he could nnt tell whether or
not the track was occupied until his own fr-in was
within €i¥e or ten car lengths of the trein ahead, then
he failed entirely to give Engirneman Coaves sufficient
warning of impending danger.

Had an adequate block sifm l. system been 1in
use on this line this accident probebly would not have
occurred; an adequate automatic train stop or itrain control
device would have prevented 1t,
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The employees 1nvolved woTe experignced rmen;
at the time of the accident none of them hed been on duty

1n violation of any of the provisions of the heurs of
service law,

Reespectfully submittcd,
W. P. DORLAND,

Director,



