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INTERSTATT COIISERCE COMMISSION

RIPORT OF THE DIRICTOR OF TET ZURLAU OF SAFITY CONCIRNING AN
ACCIDENT ON THI NTJ YORK, NI HAVEN & HARTFORD RAILROAD
AT NTW JAVIN, CONN., ON JUNE 6, 1933.

August 30, 1933.

To the Commission:

On June 6, 1933, there was a head-end collision between a
light ergine and an slectric motor on the New York, New Haven &
Hartford Railroad at New Haven, Conn., which resulted in the
injury of 8 employees. This accident was investigated in con-
junction with the Connecticut Public Utilities Commission.

Location and method of operation

This accident occurred on that part of the New Haven Division
extending between Air Line Junction and Devon, Conn., a distance
of 15.82 miles; this is a four-track line over which trains are
operated by time-table, train orders and an autonatic block-
signal system. The accidaent occurred within yard and interlocking
limits, at a point 1,951 feet east of the passenger station at New
Haven or 89 feczt east of Signal Station 78, at a crossover switch
located between dater Street bridge and Falr Streect bridgs; these
are overhead bridgss located avout 400 feet apart. Apwroaching
this point from the west there are 10 station tracks, most of
which, together with various other tracks, coanverge into tic four
main-line tracks. These tracks curve gradually to the lefi, then
there is a short tangent under vater Strecet bridge, following
which the tracks curve gradually to the right, this curve extend-
ing beyond tower 78, and is followed by tangent track. The acci-
dent occurred at the west switch of crossover 24, connecting
main tracks 2 and 4, about 85 feet west of tower 78. The gfrade is
level.

Tower 78 1s located south of the tracks; the interlocking is
an electric plant with 47 working levers, and the crossovers and
signals involved are operated from this signal station. The sig-
nal qlrectly involved in this accident is west-bound dwarf signal
9L, which gives 2 indications, purple for stop and vellow for
proceed at slow speed, located 431 feet east of thes west switch
of crossover 24, a trailing-point switch for westbound movements.

The weather was clear at the time of the accident, which
occurred about 8:51 p.nm.

Description

On arrival of train no. 90 at the New Heven station from New
York, electric motor 0305, in charge of Engineman Jensen and Fire-
mon Sullivan, was detached and was moved eastmard on station
track 4, thence to main track 4, continuilng tharcon until a point
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just east of d~arf signal 9L "/as reached, where tae motor was
stopped and the conircls reverscd fronm uhr east end to the west
end of the motor, it being intendad to return westward vith the
motor to the storage tracks loctted -rest of New Haven station.
Elactric motor C305 started westward aad pmsgpd dwarf signal 2L,
thz indicntion of which 1s 1in dispute, ren through the 7pSt s'ritch
of crossover 24 wnich was lincd for a crocsover movement, and
collided w1th evnpine 1390 waile traveling at o spead cstimted to
have been from £ to € milaes per hour.

Stear engine 13S0, in cnorge of Engineman Newton and Fireman
SBurke, was detached from train no. 2¢ on arrival of that train at
New Haven station from Boston, and was making a back-up novenent
eadtward en route to the Cedar Hill rounchouse. The route was
fron station track 2 via crossover 24 to main trock 2 and thence
to main track 1; this route was lined and sicgnals displayed for
tha rovement and 2nfine 1590 passed dwarf al”nal 3Ra, but at a
point 470 feet beyond that signal the tznder collided with motor
030t while traveling at a speed costimated to have besn fron § to
15 miles per hour.

The force of the inpact drove the tender into the cab of
engine 1390, and both locomotives vare damnged. At the time of
the accident there were € eimloyees ricding in the cabd of engine
1390, on their way to work, ond 5 of them were i1njured; the fire-
rm~n of engine 1330 =nd the engiineman and the fircemaon of motor
0305 were nlso injured.

Sumnary of evidence

Zngineman Jznsen, of motor 0205, sterted thnt it s the
refrular movement to detach the motor from the train, proceed emrst-
ward on station track 4 to rmain tracik 4 and to a point beyond
dwarf signal 9L, stop, reverse the controls, and return westward
to put the motor away on the storage track; he had been making
this movement almost daily for the past 10 years; sonmetimes he
would have to wait at dwarf signal 9L before returning vestward,
as a conflicting route would be lired for a light engine or a
freight train to go to Cedar Hill and the signal would then be
displaying a stop indication, but on other nights ths signal would
be clear for him and he would not have to wait. On this occasion
he stopped the motor aovout 30 or 35 fe:t ecast of dwarf signal 9L
and he stated that when he started westward ths signal was dis-
nlaying a procead indication, and continued to display that
indication until he pacsed the signal; he said he also observed the
arrt of the signal by the reflection from the headlight on the
motor waich was burning with the dimmer on, and it was in the dia-
gonal position. After his notor came out from uncder Fair Street
bridge he sa'v the tender of ithe steam engine loom up in front of
hirn, about 40 feet distant; he had only time to shut off the power
and apnly the air brakes —haen the collision occurred. He could
not say whether there was a lighted hand lantern on the rear end
of the tender of steanm engine 1390. There was no other signal
in the vicinity that nhe could have confused with drawf signal 9L.
Fireman Sullivan was still at the opposite end of the rotor, and
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Engineman Jensen said it was not customary to wait aftar reversing
the controls if the fireran did not come to the west ead of the
motor prormptly; why - ie did not do so in this instance he could

not say; he said he would have felt more certain about the signal
indication if the firsman had also seen it, hut he was sure at the
tine that he got the signal to proceed.

Engineman Newton, of steam engine 1380, stated tha® the
intended moverment of his engine was the customary one; he stOpped.
at dwarf signal 3Ra long enough to light the white kerosene
lantern on the rear end of the tsuder, which is required on an
enf;ine running bvackward at night. He did not obscesrve the iadica-
tion of dwarf gisnal 3Ha as 1t was on the opposite side of the
engine cab hut as he gut back on the engine Fireman Burke told hinm
that the dwarf signal indication had just changed from stop to
proceed; he started the back-up movement eastward and had atiained
a speed of abovt 18 or 15 miles per hour wher the collision
occurred; he had ho warning of danger as he was not able to see
motor 0305 from his side of thes cab. His engine was not working
stean at the time, and ke did not apply the air brakss. Fireman
Burke stated that when the indication of dwarf signal 3Ra changed
from stop to proceed, he called its indication to Engineman Newton
and the back-up movement was started; he saw the headlight cf
motor G305 after it care oul from uader Falr Street bridge and when
it was about 270 or 300 feoi distanc, btut he thought ot tact time
that the motor was making some novement, not in conflict with
their route and the accident occurred before he realized tlere was
anything wrong; he estimated the sp=2ed of his engine tc nave been
5 or 6 miles p=ar hour.

Operator Carey, on duty at tower 78, stated that after rotor
0305 proceeded eastward and stopped just cast of dwarf signal 9L
on main track 4 the route was lined for steam engine 1390 {rom
station track 2 via crossover 24 to main track 2, thence ‘o main
track 1 for Cedar Hill; with this route lined up it was i.possible
to clear dwarf signal 9L for motor 030f£ to return westward to the
storage track; furthermore, there was rno occasion to chaage tae
route and it was not chansed in any way pnrior to thes accident.
Immediat=ly after the accident he inspected the macnine and it
showed the entire route to be properly lined for stean engine 1390,
with dwarf signal 3Ra in proceed position, crossover 24 reversed,
and dwarf sign2] 9L in stop position for motor 0205; all levers
were 1ocked and Le could not move the lever for dwarf signal ©L.
Staterments of Leverman Lynch practically corroborated those of
Operator Carey; thes levermnan saicd that hs and the operator decided
betivecn themselves to line the route for steam cengine 1390 to go
to Cedar Hill before permitting motor 0305 to start the return
movenent westward from dwarf sisnal OL. ' i .

Signal Maintainer Gilhuly was in tover 78 at the time of the
accident; immediately aftsr 1ts occurrence he examined the rachine
and found the route properly lined for steam engine 1320, vith the
-Yever for dwars signal 9L in stop position. He then left the
signal station and went to dwarf signal 9L and observed thot 1t
was displayving a stop indication. He also checked crossover 24 and
found three of the switch rods of the west switch bent as a result
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of the swvitch having been run through by motor 03205; the enst
g7itch vae reversed, ns 1t should h-ve been fer the iitcndad move-
ment of engine 1390. He had also looked over the plant about 2
hours prior to tia: accident and fouvnd 2ll lifhts in proper cordi-
tion.

Signal Enpineer Morrison stnted that with crossover 24
reversed, dwarf sigmal 8L 1s botn mechanically aad el:sctrically
locked in stop position and that it is nrecessary to have tae
route lined heforz the opsrntor can clecr the signal at the ernter-
ing point. Zven had crossover 2% tesa normal, although in this
instrnnace it was reversed, steam engine 1390 being east of dworf
sigral 3Ra on thz track circuilt would slzctrically lock owar?
girpnal 9L and it would not ne possikle toc clear it.

An exanmination of the interlocking plant aftar thz 2ccident
disclosea nothing to indicate thnt the .echanism was not fuaction-
ing properly at the tiue this accident occurred.

Conclusions

This accident was caused by the failure of Engineman Jznsen,
of motor 0305, pronerly to observe and cbey cignal indications.

Engineman Jéensen was thorcughly familiar with the tracks and
sipnals in the vicinity of the point of accident, arnd the intended
rovziaent of the notor under his chargs ras the ragular noverent
waich ne had made al—ost daily for scveral years. Enginewman
Jansen naintained that dwerf signal SL was d.splaying a procced
indication, when he started *he xoverient westrard and that when hg
passed the signal the arnm wag in diagonal position. Hdowever, the
gvidence is clear that ithe vroute wes lined for steam engine 1250
from station track 2 via croscovaer g4 to main track 2 and thence to
main track 1; furtheraore, .0tor 0305 ran through the -rest switch
of crossover 24, vroving coaclusively that the crorsover was
reversed and properly lined for stean cengine 1320, in which posi-
tion dwarf signal 9L is locked in stop position both machanically
and elactrically, and innmediately after the accident sipnal 9L was
found to be in stop po3ition. Thorough inspcction and tests of
the interlocking plant after the accident disclosed no defects,and
with the route lined up ac for engire 1320 it was found to be
inpossible to clzar sirsnal 9L. It is therefore believed that
dwarf signal 9L was displaying a stop indication when rotor 0305
started the return rovenent westward and pasced it, and that the
indication was not properly observed by Ingineman Jenscn.

Respectfully submittcd,
V. P. BORLAND,

Dirsctor.



