1714
INTERSTATE COMMERCE COMMISSION

REPORT OF THE DIRECTOR OF THE BUREAU OF SAFETY IN RE
INVESTIGATION OF AW AGCIDTZLT THICH OCCURRED ON THE
NEW YORK, NEW HAVEN & HARTFORD RATLROAD AT NET
HAVEN, CONN , OF JULY 3, 1931.

July 27, 1931,

To the Commission

On July 3, 1931, there was 5 head-=nd collision be-
tween two passenger trains on the New York, New Haven &
Hartford Railrcad at New Haven Conn., which resulted 1in
the death of 1 passenger and the injury of 92 passengers
and 22 employces and persons carried under contract.

Location and method of operation

This accident occurred on tnat part of the New Haven
Division extending between Dsvon, 11.83 miles west ol New
Haven, and A1r Line Juncticn, 2.20 miles east of New Haven.
At the 1mmediate noint of accident this 18 a four-traclk
line over which trains are operated by time-table, train
orders, 2nd an automatic block-siznal system. The point
of s2ccident was within yard and interlocking limits, 35,880
feet east of the vassenger sstation #t New Haven. Approach-
ing this point from the west the tracks curve graduslly to
the left as they leave the station, followed by 600 feet of
tanpent, a 49 curve tc the right 417 feet 1n length, and
then 2,004 feet of tangent, the accident occurring on the
last mentioned tangent at a point approximately 700 feet
from 1ts eastern end. Agproachlng fron the east, chere 2re
752 feet of tangent, a 4~ curve to the left 873 feet in
length, and then the tangent on which the accident occurred.
The grade 1s practically level.

Leaving the passenger station eastbound, there are 10
main station tracks which graduslly converge until at the
point of accident there are four =main tracks, numbered from
north to south, 2, 1, 2, and 4. Treck 3 1is a westbound
trock, end track 4 1s an eastocund track, trecks 1 ard 2
are signaled for oneraticr. 1n either direction,® although un-
der normal oweratior track 1 1s =n ezsstbound track, and
track 2 18 a westbound trzck The point of accideat was on
track 2. There are several crossovers in this vicinity,
those 1mmediately i1nvolved in the accident being crossovers
25 #nd 35; crossover 25 1s a fzcing-noint crosscver for
eastbound moverents on main track 2, while crossover 35 18
a trailing-point crossover for such movements.
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The esccident occurred witnin the limits of the inter-
locking plent opereted from S.8.78, thic being an electrical
plant with 48 working levers, and the crossovers and signels
involved in this accident are operatsd from this signal sta-
tion, which 1s loceted 1,417 feet west of the point of acci-
dert. It 18 equipped with o Klaxon horn which 18 sounded
by the operator 12 case of emergency 28 =2 signal to all
trains to stop. Both of the crossovers directly involved,
crossovers 25 and &5, are between the signal station and
the point of szccident. The majority of the signals are
dwarf signsls of the 2-position, semephore tvpe, although
there are a few high sigrals. The signels directly involved
are easthound dwarf signal ZRa, located at the eastern ehd
of station track &, eastbound dwarf signel BR, located 261
feet east of 5.8.78 and 1,156 feet west of the voint of ac-
cident, westbound high celor-light signal 48L, which 1s @&
home signal located 371 feet east of the point of accident,
and westoound dwarf signal 48Lc, located 104 feet east of
the noint of scecident.

The weather was clear at the time of the accident,
which occurred at 7.11 p.m.

Descraption

Eastbound passerger train first ¥o. B8 consisted of 11
cozches, hauled by engine 1373, and was in charge of Con-
ductor Palmer and Engineman Rice. The cars in this train
were of wooden construction with steel reinforced under-
frames. This troin left Wew Haven at 7.07 p.m., Seven min-
utes late, moving from station track 8 vic crossover 17 to
main track 4, and thence via crossover 24 to main track 2.
Just east of crossover 24 was tne facing-voint switch of
crossover 25, leading from main track 2 to main track 1,
and 1t was the intention to move train first Ifo. 86 {through
crosscver 25 to mzin track 1 ase soon as the westbound train
involved in this sccident had cleazred on track 1. Dwarf
sipgnal B8R, located necar the leaviang end of crossover 24 end
roverning the further —ovement of train first No. 86, was
in the stop position, but this indication was disregarded
onc¢ the trsin proceeded on track 2, psesed crossover 2D,
T2n through the trailinc-point switch of crossover 35, 2nd
ccllided with tr=1n ¥a. 27 while fraveling at e speed
thought to0 be somewhat 1ir excess of 10 miles per houT.

Westbound passenger train No. 27 consisted of 1 club
car, 3 parlor cars, 2 dining cers, 2 parlor cars and 1 ob-
servation car, all of steel construction, hauled by engine
1384, and was 1n charge of Conductor Brokaw and Ingineman
Mosher. This train was entering New Haven on main track 2
ond 1t was the intention for 1t to proceed on that treck
until 1t reached crossover 35, waich wos lined for 1ts
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movement through the crossover to mein track 1 and thence
into the station on track 7. TFroceed signal indications
for the movement 1in guestion were displeyed by color light
signal 48L and dwarf signasl 48Lc, but just after passing
these esignals and vefore reaching crossover 35 the train
was struck by train firsc No. €86, appavently after traain
No. 27 hed been brought toc a stop.

The front ends of both engines were considerably dam-
aged; the first car in train first No. 88 was badlv damsged
and then was destroyed by fire which broke out in the wreck-
age, while the second car was so badly damaged that 1t was
to be destroyed. liror demage was susiained by other caers
in this train, bat tnhne cers 1in trsin No. 27 were not dam-
aged.,

Summary of evidence

Engineman Rice, of train first No. 868, szid that after
leaving the station on station track & he receaved a stop
indication at dwarf signcl 2Ra, near the eastern end of the
station, and at once brought his trein to a stop. When
this signal cleared e picreeded eactward through crossover
17 to track 4 ond then shrouzh croscxer 24 to track 2,
near the leavirg 2ac¢ of vnica Grarf =:1pmal B8R was located,
Engineman Rice's s-rtemente indicated t-at he called this
dwarf sigral as "1l right on the ;eook," or words to that
effect, but he was . sole to sftate & Tin-tely that he actu-
ally observed the inlication, nor did he notice tnat the
points of crossover 25 were lined for a through moveuent
cn méin track 2; 1n fact, while hic statements weTre some-
what confusing, 1t ~ppearecd that ne tnought he was on rain
track 1 until he was a tiain-lencth beyvond signal 8R, or
avout the time he saw trein No. 37 cpprosching not muore
than 300 feet distant and at 2bout the zame time observed
the next eastbound signal, 51R, in the stop position. The
speed of his train then was about 10 miles per hour, 2nd he
at once epplied the zir brakes 1in emergency, but too late
to avert ine rceident. Ingineman Rice had been operating
1n thiz territory for many years, and was thoroughly famil-
1ar ot Tne practice by which trains sre advanced in this
congess d territcry ifrom sign~l to signal, and knew that he
was under the recescity of onserving svitch points in order
to krnow which route ~as Linm2i »wp for his train, aad he was
also aware that hic f‘rein practically always 1s crossed
over at crossover 25 from main track 2 to rain track 1. He
wae unable to eoffer sny explanation for his failure to no-
t1ce the indication displcyed oy dwarf sign=1 8R aad his
statements indicsted that he was uncertain as %o just what
did heppen after his train started from dwerf signel ZRa,
near the eastern end of the station It further apuneared
fron Enginemaa Kice's stetements thet he did not hear any
one call to him es he passed 83,78, nor cid he hear the
Klaxon horn teéing sounded.



Fairerman Peiergon, of trzin first No. 88, said he called
the step indication of dwarf signel 2Ra, znd thet the troain
remained at this poind about two minutes before receiving a
proceed 1ndicaticn. It thern started shead and after 1% hrd
traveled rbout 50 feest Fireman Peterson got down on the deck
of the engine and began working on the fire, and while so
engeged he heard the engincman cell "Jack," indicating thet
he had received c¢nother proceed 1ndicrtion on & dwarf sig-
nal. Fireman Peterson continued work:inpg on the fire, 21-
though he mnoticed that the enginc secemed to bear to the
right 1nstead ol to the left, which would have been the cese
hed 1% devarted on main track 1, but he dié not -»Hay any =1t-
tention to the motter, nor did he observe any of the signal
indicetions, aad hig first knowledge of snything vrong was
when he heard the brakes apunly in emerrency. He at once
sterted for his seat box, but the accident occurred before
he could Terch 1t. Fireman Peterson further stated that he
did not hear the sound of o horn when passing £.5.78.

The statements of Conductor Palier and Brakemén Bresna-
her end Burton were t9o the ¢ffect that thery did not hecr the
horn oT 2ny one celline to ther wshen oascing 5.5.78, aad
thet the speed of their tr-in was about 10 miles per hour
men the accident occurred. The conductor, who was 1in the
firet car at the time, thousht the accident was preceded by
an emergency apnlicction »f the brakes. After tae accident
Conducter Palmer sav Englneqan Hice, ond engineron said
he h=d a clear signal 1ncicction, and thef/ next thing he
knew he saw train No. 27 bezaring cown upon him.

Engineman Mosher, of train To. 37, said signal 48L wae
displeying vellow over red, under the rules, this 1s des1ig-
nated as an aprroach signal and meens to reduce speed at
once and proceed 2%t resiricted speed, not exceeding 25 riles
per hour, nrepared to stoo at tae next signal Jvari sipgnal
48Lc wat displaying A nroceed 1ndication and the next thing
nociced by zZngineman Hosher wvas the engine of train first
Wo. 88 @s 1t came from under a bradge, which 1s awvout J50
feet vest of the voint of accident. Enginewman Mosher sz21d
he at once sounded tne whistle on his engine, broughit his
train to 2 3tcp by means of ar ermergency applicatiocn of the
brakes, and then got off waen he realized that the approzch-
ing trein vas not Foinz o be broucht to a stop. Engineman
Mosher estimated She speed of his ovn train to have been
about 10 miles per Moar waen he apnlied the brakes 1n ener-
gmey, and thought train first To. 85 was traveling at a
speed nct in excess of 15 or 20 miles vner hour when he first
saw 1t coming. The statements of EZnginenan Mosher were sub-
stentially corroboreted by those of Firerman Senecal.

Operator Carey, on duty at 3.3.78, said that while
trein first Fo. 82 was being held at dwarf signal ZRa, due to
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sorie e~pty eguipient being moved 1n on track 4, train Hc
27 Tang 1n on track 2 and the route was lined for ihe nove-
nent of that train via track 1 into the station on station
track 7, with signesl 8R displayiag a stop indication.
Train first lo. 88 was given a proceed 1ndication at dwarf
sipnal 2Ra with the 1deghf advancing 1t as far as dwarf
elgnal B8R, but as the train seemed to increase speed when
nassing the tower, with the engine worgking steam, OperatorT
Carey called to the engineman, gave stop signels with his
hends, &nd then sounded the Klaxon horn. The engineman daid
not seem to notice any of these vrarnings, however, although
he was 1n his usual position on his seat tox and seemed to
wave his hand to the operator as he passed. Operator Carey
sa1d they then threw the dwarf signal, meaning signal 48Lc,
against train No. 27, but found that the circuit was out,
being elready occueled by train No. 87. It further appeared
from Cperator Carey's s*atements that with the route as
lined for train Wo. 37 to nake the movement into the sta-
ti1on, he could not have mroved the lever so as to clear dwarf
sicnal 8R.

Operator Mahon,-on duty at 5.3.78, said the route was
lined for train No. 27 to cross over from main track 2 to
meln treck 1 at crossover 35, but that train first No. 86
was being held at dwarf signal 2%a. After train Fo. 27 was
about half way through the route they began to advance train
first No. 86, but 1t nsssed dwari signal 8R, which was 1in
the stop position, without stopping, and then Operator Mahon
threw the signal against train fo. 27 1in an endeavor to
bring that train to a stop. The other statements of Oper-
ator Mahon were very similar to tnose of Operator Carey.

Signal Maintainer Lillguist, who also was on duty at
S.5.78, was down 1in the lower part of the tower when he
heard the horn sounded and on running out he saw the head
end of train first No. 8€ passing by the tower and disTe-
garding dwarf signal 8R, which he could plainly see was dis-
playinge a stop indication. He then ran upstairs to ascer-
tain the positinn of the levers of the interlocking machine,
and found crossover 35 reversed, with the signals and
switches linea for the movement of train No. 27 fror main
track 2 to main track 1, 2nd thence 1nto the station on sta-
tion track 7, and he stated that with this line-up 1t would
have ©been 1impossible to cledar any opposling signal.

S1gnal Supervisor Warren said he had inspected 8.5.78
about a week prior to the accident and found everything in
first-class condition. He also stated that the levers con-
trolling the reveree signals are tested three times daily,
that no defects have been found with dwarf signal 8R, and
that when examined and tested as soon as the track had been
cleared after the accident, no irrcgularities or defects of
any kind could be discovered.
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The statements of seven car inspectors who had exam-
1ned the equiprment and conducted an air-ktrake test of train
first No. 88 before 1ts departure from New Haven, were to
the effect that there wars nothing defective ond that all
the brakes were in efficient operating conditaion.

General Euperintendent Regan stated that train lo. 37
consisted of all-steel equipment; these cars were not dam-
aged and were contirued in service after the accident. All
of the 11 cars in irain No. BE were wooden coaches with
semi~steel underframes. The first car mounted the tank and
wag damaged for 230 or 30 feet 1inside. It caught fire al-
smost 1mmediately, but 1% was not definitely determined
vhether the fire was due to broxen pines i1n the lighting
eystem or started I{rom the overncad wires of the electric
nropulsion system. He stated that all of the persons who
vere seriously injured were in tno first car, only milnoTr 1in-
juries being sustained by those in the other cars of trein
No. 88 and on train No. 27. He further stated that tae New
Haven owns and operates 1,029 steel cars, and there are
also 300 steel Pullrans operating regulerly over this road.
The New Haven alsc owns E34 wooden cars, 283 steel-under-
frame cars, and 3CC or 4CC cazrs with reinforced steel under-
frames. 1In regular service 21l main-line and some branch
line trains ccnsist enftirsly of steel equipment, but on
occasions where the traffic Tegquires addational service,
steel-underframe eguintert 1s used. Among the injured,
four persons were reported ac having suffered burns.

Conclusicns

This accident was caused by the feilure of Engineuwan
Rice, of train first No. 88, properly to observe and obey
gignnl 1ndications,

The evidence 1s clear that the route was lined for the
movenent of train No: 27 from track 2 to track 1 at cross-
over 35, thence westbound on track 1, past crossover 25,
and into the station on station track 7. It also apnpeared
that the normsl movement of train first Fo. 86 was {rom
soue one of the station tracks throuph various Cro8sOVers
to track 3 and thence through croscover 25 to track 1 and
eastward to the Hartford Diviecinn tracks. Waith the route
lined for train He. 37 2= outlinzd above, train first No.
86 could not pass through crossover 25 to track 1 eastbound
until train No. 37 had cleared the rouzte westbound, and it
was on this account that crossover 25 was 1in normal posi-
tion, with drarf signal 8R displasying a stop indication,
end thies siznal was locked 1in that position by reason of
the fect that crossover 35 had been reversed. Engineman
Rice was thoroughly fomiliar with the ferritory in which
he was operating, a2nd was equally familiar with the route
usually taken by this paTticular train, havaing operated 1%t
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for many years, but for some unexplcined reason he was un- .
able to state what indicertion wes cispl-yed by siznal &R,
nor did he appear te realize at the time that his train
st1ll was moving on track 2, insteco of on track 1, until
he had run throuch the trailing-point switch of crossover
35 and saw train No. 27 approachin-~ s shert distance away,
too late to enPble hium tre ring hic train to a stop. En-
cinewan Rice, vho was 89 yearc of age, »ras emnloyed as a
brekesan in 1880, transferred to fireman in 1882, and was
nroroted fto enginenen in 1889, resigning 1n The Sameé year
snd bein? re—emploved as »n enginswmon in 1903. He hed been
re—exemined on the rules, arnd on vidion, color sense and
hearing, i1n June, 1931, :nd had been exsained physicclly

in September, 1937, without any disaralifying defectis being
discovered, anc tansre was nothing to 1ndicate that he was
not 1n 2 vrover condition for the nerformance of his duty
on the day of the ccecident.
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A1l of the eanloyeerc involved weTe experiencad mea,
and at tne time of the accident none of *them had osen on
duty in violation of any of th: provisions of the hours of
service law.

Respzetfully subriitted,
W. P. BCRLAKD,

irectar.
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