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SUMMARY
L @
Railroad: New York, Ne Haven and Hartford
Date: April 9, 104l
Locationn: ‘ Springdale, Conn.
Kind of accicdent: Head~end collision
Troins involved Paseenger : Passenger
Train number:n: NE : N3
Ingine numbere! MU motnr-car 4055 ¢ Elecctric engines
014 and 038
Concist: £ cars ¢ 3 cars
Spceed: Backing, 5-6 m. p. h. ¢ 8-15m. p. h.
Oncration: Timetabls, ftrain orders and manual

tlock system

Track: Singie; 49 curvs; G.25 percent
degcending grade wvestward

Weather: Clear

Time: 8:09 a. m.

Cesualtieg: 9 injured

Cause: Lccident caused bty train overrunning

time~table meeting point as a result
of partly closed angle cock



INTURSTATE COMMERCE COMMISSION

INVESTIGATION NO. 24086

IN THE MATT OF MAKING ACCIDEIT INVISTIGATICN REPORTS
UNDER TH“ ACCIDENT REFORIS ACT OF MAY &, 1910.

THE NEW YCOrY, NEW HAVEN Al'D HARTFORD RAILROAD COMPANT

et 1 e

June 12, 1641

Accldent near Springdale, Conn., nn April ¢, 194 caused

3
©ty troin overrurning time-ftabl: meeting point as a

result orf partly cloted an~le crck.

RZPORT NF THE COMM m‘IOE\'

On &pril 9, 1243, there wac a nesd-end collision be-
treen two passenger trains on tne Jew York, New Haven and
Hartiord Reillroad near Springdale, Conn., which resulted in
the injury of rive passengers. This sccident wes investi-

gatcd in conjunction with the Connecficut Public Utilities
Cormmisasion.

1Un€er autority of cection 17 (2) of the Interstate Com-
merce act tnie arove-entiftled oroceeding was referred by the
Comnission ¢t o Commiscinoner Patterson for consideration and
Clnposition.
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Location and Method of Operation

This accident occurred on that part of the New Haven Di-
vision which extends between Stamford and New Canaan, Conn.,
a distance of 7.86 miles. The line 1s equipped with an ~ver-
head catenary system for electric propulsion of trains. In
the vicinity of the point of accident this is a gingle-traclk
line over which trains are operated by timetable, train orders
and a manual block syctem. A siding 568 feet in length, des-
ignated as Cemetery Siding, is located 0.48 mile east of
Springdale and paraliels the main track on the south. The
accident occurred 528 feet west of the west siding-switch.

As the point of accident is approached from the east there
are, in succession, a 1930' curve t» the left 2,165 feet in
length, a tangent 1,098 feet, and a 4° curve to the right 272
feet te the point of acecident ana 572 feet beyond. Ag the
point of acclident is aprroached from the west there are, in
succession, a 4° curve to the right 1,037 Tfeet in length, a
tangent 404 feet, and the curve on which the accident occurred.
The grade for west-bound trains is 1.143 percent descending
16,100 feet, then there is a vertical curve 400 feet long,
which is followed in csuccession by a 1.16 percent descending
grade 1,800 feet and a 0.25 percent desceanding grade 22 feet
to the point of accident and 956 fest beyond.

Rules for the government of the Operating Department read
in whole or in part as follows:

14. ENGINE WHISTLE SIGNALS

Note--The zignals prescribed are
illustrated by "o" for chort sounds;

A2

" " for long gounds. ¥ ¥ %

(a) o Apply trakes. Stop.

LI

% %

{(n) 0 Approaching meeting or

waiting points; (See Rule 90).



90. Trains must stop clear of the switch
used by the train to be met in going on
the siding.

When approaching a schedule meeting
point with a train of the same or superior
class, or a point where by train order the:
train is to meet or wait for an opposing
train, the engineman will give the signal
14 (n). If the engineman fails to give
signal 14 (n), the conductor must take im-
mediate action to stoo the train.

317d. When trains are to meet at an in-
termediate point within a block, both
trains will be admitted by permissive
card G.

o %

Time-table gpecial instructions read as foliows:

Train N8 take siding at Cemetery S5iding
for Train N3.

The maximum authorized speed for the trains involved was
40 miles per hour.

The weather was clear at the time of the accident, which
occurred about 8:09 a. m.

Description

N8, an east-bound first-class passenger train, with Con-
ductor Smith and Engineman Haggerty in charge, consisgted of
multiple-unit coach 4055 and passenger-baggage trailer coach
4652; both cars were of steel construction. At Stamford, 4.05
miles west of Cemetery Siding, the crew received copies of Per-
miseive Coard G, which contained information that N8 could pro-
ceed expecting to meet N3 within the bloclk. N8 departed at
7:59 a. m., according to the train sheet, on time, stopped
about 8:09 a. m. at the wegt siding-switch at Cemetery Siding
to enter the siding, according to statements of the crew, im-
mediately started to move bacizward snd was moving at a speed
estimated as 5 or 6 miles per hour, and had reached a point 526
Teet west of the west siding-switch when 1t was struck by N3.

N3, a west~bound first-claes passenger train, with Conduc-
tor Bella and Engineman Carrigan in charge, consisted of elec-
tric engines 0l4 and 038, and three coaches, in the order named;
all cars were of cteel construction. At New Canaan, 3.8l miles
east of Cemetery Siding, the crew received coples of Permissive




Card G, which bore information that N3 could proceed expecting
to meet N8 within the block. N3 departed at 8 a. m., according
to the frain sheet, on time. At Talmadge Hill, 1.67 miles eas
of Cemetery Siding, the trailn stopped fto recelve passengers; 1t
passed the clearance point of the west siding-switch at Cemetery
S5iding, where it was required to wait until N8 was in tre clear
on the siding, and, while moving at a speed estimated as 8 to 15
miles per hour, collided with N8.

N8 stopped with its front end about 650 feet west of the
west siding~-switch; the front end of the multiple-unit coach was
slightly damaged. N3 stopped with its front end 550 feet wect
of the west siding-switch; the front end of the first cngine was
slightly demaged.

Summary of Evidence

Engineman Haggerty, of N&, stated that he understood his
train was required to enter the west siding-swltch at Cemstery
Siding to meet N3. When his %rsin stopped just west of the west
siding-switch he and the conductor were in the front control com-
partment and the bagmagemacter alighted tno open the switch for
N8 to enter the siding. Soon afterward the enzineman observed
that N3 was approaching rapidly, ond when that train was about
2 or 3 car lengths east of the west siding-switch he observed
the engineman of N3 giving hand siznals for N& to move backward.
The engineman of N8 reversed the motors, opened the controller
wide, and a speed of 8 to 10 miles per hour was attained within
a distance of € or 8 car lengths; when N3 was about 5 feet dis-
tant, the air brakes on N8 were applied by use of the conductor's
emergency valve at the rear of the second car. The specd of N8
was about 5 or 8 miles per hour at the time of the accident,
which occurred at 8:08 or 8:09 a. m. During the &-month period
preceding the day of the accident N3 regularly met N3 at Ceme-
tery Siding.

Conductor Smith, of N8, corroborated the statement of En-
gineman Haggerty in all essential details, except that he said
the brales on his train were not applicd until after the colli-
sion occurred. He did not know how the conductor's emergency
valve became onen.

Baggagemaster Webk, of N8, stated that when bhis train
stooped at the west siding-switch at Cemetery 3iding he alight-
ed to open the switch. Before he lined the switch for entry to
the siding he heard a cshort blagt soundcd by the engine whistle
of N3, then N& immefiately started to back. BSoon aftcrward N3
passed him at 2 speed of about 10 miles per hour and collided
with N8. He Aid not observe fire flying from the wheels of N3.



Engincman Carrigan, »f N3, stated that during the past 4
years he had been regulariy assigned to short turn-around ser-
vice between Stamford and New Cangan. This ascsignment consisted
ol several round trips dailly. After he arrived at New Canaan on
N6 at 7:24 a., m., the engines were detached from the west end of
the train and coupled to the east end. This necessitated the
changing of the operating controls from the west end of engine
038 to the east end of engine 014. Before this change was made
he closed the double-heading cock under the brake valve in the
west end of electric engine 038, then opened the double-heading
cock at the east end of engine 0l4. Brake-pipe pressure of 105
pounds was being maintained. Refore N3 departed from New Canaan
he made a 20-pound brake-pipe reduction; the brake-pipe exhaust
appeared to be proportionate to the length of the train. The
car inspector sounded the ¢ignal. on the train alr-signal system
to release the brakes and then examined the brakes to determine
if each brake was released. After the air-brake test wae com-
pleted the car inspector boarded the train but did not report to
the engineman the condition of the brakes. The engineman said
that when the train reached a point about 1~1/2 miles west of
New Canaan, a running test of the brakes was made and they ap-
peared to control the speed properly At Telmadge Hill, 1.67
mileec east of Cemetery Siding, the grzde 1s 1.143 percent de-
scending westward andi no édifficulty was experienced in stopping
the frain. He understocod that his trein was required to stop on
the main track at Cemetery Siding short of the fouling point at
the west siding-switch unless N8 was in the clear on the siding.
N3 and N8 were scheduled to meet at Ceretery Siding and both
trains were due to leave that station at 3:09 a. m. Ag his train
was approaching the point where the accldent occurred the con-
troller was closed and the speed was about 25 or 30 miles per
hour. As indicated by the gauge, proper brake-plpe pressure was
being maintained. At a point about 3,600 fect east of the west
slding-switch he made a 10-pound kraXe-pipe reduction but the
brakes did not control the speed properly. The volume and “ura-
tion of the brake-pipe exhaust was sufficient for the brake
equipment of the engines only. He moved the brake valve to emer-
gency position but the speed was not reduced, so he moved the
brake valve momentarily to release position, then immediately
returned it to emergency position snd opened the sander valve.

He sounded the engine whistle signal for hand brakes to be ap-
plied and the fireman, who was in the control compartment with
him, proceeded to the secnnd engine to set the hand brake. A%
this time the wheels of the engine appeared to be sliding. Nea
the west siding-switch the speed was about 10 miles per hour and
1t was apparent that the train would not stop short of the foul-
ing point. When the engineman saw N8 he sounded the engine
whistle several times and also gave hand signals for that train
to move backward. N8 started to move backward but did not move
a sufficient distance and N3, while moving about € or 10 miles
per hour, collided with it. The weather was clear at the time
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nf 7ay wentldent, which occurred aboui 8:02 a, m. After his

iain stopped, the fireran alighted from the seconi engine, went
stween the engine and the Tirst car, and intformed the engineman
het %tre prake-pipe angle cock »n the rear end of the secoad en-

oine vas Tartiy clozed. Thne car inspector, whd was on the trailn,
1 . v . M- . .
tren wliaced the angle coct in it= proper position. The engine-

man expresced the opinicn thet the failure to stov short or the
Toulins noint at the west siding-switelr was cauced by the partly
closed annle cock proventing brake-pipc reducetion and brage ap-
plicatina ¢pn that portion or the train teo the rear of this angle
conk, After the acrident, when tre train was moved from Cemetery
Sidiag to Ltamford the birakes controlied the speed of the train
rronerliy.

Fiveman dact, of N3, etated thot at lMew Csanaan he was occu-

led in‘eoding tbhe steam-~-hnest boiler ana d1¢ not observe whether
t

ervinal. sir-brake test was mode. After N3 departed from New
anasr 2 runninge tect of the brakes was macde., The train stopped
t Tolmadyce Hill and tne brekes apprared to function properly

¢ the train was approaching tiie point wiere the accident cccurred
e g8 1n the front control compartment with the eaginemnan, and
tlie sreed wes akbout 30 o 75 miles per nhoxe At a point abtout
5,000 feet east of the weat 2iding-svitch of Cemetery Siding the
enjinenan made & brake-plpe reduction preparatory to stopping
grort of the fouline roint of the a--iteh if N8 vas not in the
clear. The Ttrake-pipe oxhavet was oF no lonrer duration than that
pvocucedl by the braze-pine ol an engine only. The enginoman im-
medistely moved the bra<e valve to emergency position. The fire-
man Lrocecded tn thie rear of the socord engine and ac he rassed
throvzh the two englnes he obscerved that the double-heading cocks
of the braks valvz at the rear end »f the first engine anu the
froct cnd of the second engine were in closed position. When he
rexched the brake valve ot the rear end of the second engine he
nmoved the brake valve to emergency position, o2vened the double-
heading cock and then applied tre han brake. The movenent of
the eangine indicated ftha*t tne vheels were zliding. When the
firemson alighted from the rear cnd -f the seecond engine, the car
lnspector was between the enzinc and the first car examining the
ans;le cocks. The fireman understond tne car inspector to say
that the brake-pipe angle cock was closad. Because the car in-
spector ubscured the view the fireman could nnt seer exactly what
positinnt tne braxe-pipe angle cock und the train air-signal plpe
stopcock were in; however, they apprarzd to be turned about half
way botween the 17 Ly cloged and tuce fully open pnositions. Be-
cruce of their locati - n 1t would e imposcible to move elther
cock wnile bthe train was in motinsn. Throughout the trin from the
point or accident to Stamford the brakesg econtrolled the speed of
the train properly. At Stamford he examined the angle cock and
1ts renistance t» movement indicated that 1t did not close as a
result o1 the collision.

- Qpd
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Conructar Bella, of N&, <tated *that ¢t New Canaan the car

irsrcetor informed him the air braxec werc functioning properly.
L Tre troinwss approaching thnie point wnere the accident occurred
t1e conductor wes collecting fares in the second car and the .
spced wen about 25 miles per hour. The first he knew of anything

2l G

pelLag wrorg wat vhnen the engince whistle was sownded repeatedly.

e loo¥ed out and realized from the location of the train that 1t
d ro% stou srort ¢f the west sidiag-switch and that I8 was
not in te clear. He started toward the rear of the train to open

the cencductor's emergency vaive but before he reached 1t the
bralkes were applied in emergency. The train stcpped abruptly

in 10 secords from & cpead of about 1% mileg per hour. After his
tvain stopped re say the car incspector and the fireman standing
between the eecond engine and the first car in 3. He examined
the angle cock involved and at that time the nandle was ahout 1/4
inch from being fully cnen. he angle cock involved it open when
the hrnie 1o at right sngles %2 the braie pipe, and closed when
the hendle is in line with the pipe.

Tre ctatement of Flagman Callory added aothing of importance.

Car Inspzctor Rich <tated that at New Canaen after engines
Ol4 ard 238 were coupled *“o¢ the west end of the three cars he
connected the brave-pipe hose, the train gir-signal nose and the
gteam-heat hos¢ between %the second engine and the Tirst car. He
Tirst opened tre anwle cocZz and the silgnai-pive stopecock on the
first cer, then opsaed the angle cock and the signal-ploe stop-
coc.us on the second erngine. These coclks owmerated normally and
winll the customiry resiatance. To avoild an undesirad emergency
applicetion of th= brakes it is cuctomary to oren an angle cock
slowly to a 45-degree positicn, to wvelft momentarily until the
prenoures on each side o7 the cock are nearly c¢qual, end then to
move Tthe angle cock to its fully open position. This procedure
was fellowed in this instancs. After the braxes released, the
train was btacked into the station and the braxec were applied.
Th~2 insvector examined each brake to deternine if each was ap-
pliec, thien from the rear end of the rear car he sounded the sipg-
nai 1o release brakes by means cof the train air-cignel sycstem.
He »~Lgerved that each brake released. When N7 departed from New
Cannen no was in the first car. Tae first he knew of anything
being wrong was wncn he heard a ceries of chort blasts sounded
bty the engrine vhistle and fellowed soon afterwnrd by the colli-
sion. After the occurrence of the accident he examined tne equi
men: and Tound gll brakes epplied and the brake-pipe angle cock
and the tiein air-siznal stopcock at the rear end »f the second
en;1,0e an% TuL Ly open; however, they were at angles o~ 82 to 85
degrees o0 their respective pipes, and he thought that with the
cocks in these positions the pacsage of air through them would
not ©e¢ restricted. The fireman alighted from the second englne
end obgerved the position of the cocis before the inspector moved
them %c fully open position; he thouzht 1t peculiar that the two

gt
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cock handles were in the same relative positions, one above the
other, but examination aisclosed no indicatinn on either handle
that any object had struck it, and he thought it possible that
if the angle cock worked hard he might not have moved it to 1%s
fully open position and that he then placed the second cock
handle in linc with the first one. There was no opportunity
for anyone to tamper with the antlie cock involved while N3 wasg
en route between New Canaan and the point where the accident
occurred. About 2 minutes after he moved the angle cock to
fully open position the brake-pipe pressure was restored and the
brakes released. En route between Cemetery Siding and 3tamford
no further difficulty was experienced with the brakes.

Air Brake Foreman Cook stated that after the occurrence of
the accident the brake-pipe of engine 038 was blown out and no
obstruction was found. The angle eock involved was removed,
examined and tested and no &fective condition was found. When
the handle was moved to a 45-degree angle to the brake-pipe the
aperture in the rotary valve Jjust started to open for the pas-
sage of alr; at 47-1/2 degrees 1t opened sufficiently to permit
the air braokes to function.

Road Foreman of Electric Locomotives Hess stated that on
April 14 three brake tests were made at the scene of the accident
and the equipment of N3 at the time of the accident was used in
these tests. Interstate Commerce Commission inspectors, the car
inspector involved, and the crew of N3 were present. During each
test the brake application was started at a point about 3,635
feet east of the fouling point of the west siding-switch. During
the first test all brake-pipe angle cocks were in proper position
and the train was stopped by a 20-pound brake-pipc reduction in
a distance of 3,555 feet or 70 feet short of the fouling point.
During the second test the engineman attempted to duplicate the
manner in which he nperated N3 on April 9. The angle cock at the
rear of the second engine was placed at a 60-degree angle to the
brake pipe. The speed was 35 miles per hour and the engineman
made a lO-pound brake-pipe reducticn and followed it 1in succes-
sion by a b5-pound reduction and an emergency application. The
traln stopped in a distance of 1,225 feet, or 2,410 feet short
of the fouling point. During the third test the brake-pipe angle
cock at the rear end of the second engine was closed. A service
application was made 3,655 fecet west of the fouling point and at
a point 300 feet westward an emergency application was made; when
the train stopped the engine fouled the west siding-switch. At
Stamford a standing test of thc brake equipment was made. The
angle cock was open enough to permit a slight passage of air
only. A service brake application was made and the brakes became
applied in service after an interval of 1 minute and applied in
emergency application in about 3-1/2 minutes. After the brake
valve was moved to release position, 2 minutes and 13 seconds’
elapsed before the brakes released throughout the train. When
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the angle cock was placed at a 7b-degree angle to the brake
pipe, the brakes became applied in 3 seconds and were released
in 15 seconds.

Master Mechanic Smith stated that the brake-cylinder .
piston-travel of the units of N3 were as follows: Engine 014,
No. 1 and No. 2 cylinders, 7 inches and 6-3/4 inches, respec-
tively; engine 038, No. 1 and No. 2 cylinders, each & inches;
first, second and third coaches, 6-1/2, 7 and 7 inches, respec-
tively. The travel was measured after a 20-pound brake-pipe re-
duction had been made.

According to data furnished by the railroad, engines 014
and 038 each are 37 feet 6-1/2 inches in length, weigh 169,050
pounds, .and are powered with four motors. Each engine 1is pro-
vided with No. 12 brake equipment and with a K-12 brake valve
at each end. Class 3 repairs on engine 014 were completed on
May 7, 1931, and light repairs, on March 12, 1941. Class 3 re-
pairs on engine 038 were completed on February 1, 1831, and
light repairs, on March 13, 1941. The angle cock involved was
of the fla+*t-hendle trpe. Thz handle could be moved through a
90~degree nugle. When the handle was in line with the brake
pipe the angl e cock was closed and when 1t was at right angles
to the pipe tle anugle cock was open. A stop was provided on the
handle to prevent 1t from passing either the closced or the open
position. There was no self-locking feature provided. PC-2
air-brake equipment was in uss cn the three cars of N3.

Observations of the Commicssion's Inspectors

The Commission's inspectors observed that on engine 038 a
key bolt of the draft gear of the coupler protruded enough to
obstruct a hand from moving the handle of the brake-pipe angle
cock involved. The back of the hand came in contact with the
key bolt when the handle of the angle cock was moved about 35
degrees from the brake pipe, then the position of the hand had
to be changed so that the thumb would be back of the handle in
order to complete the movement of the handle to its 90-degree
position.

Discussion

According to the evidence, N3 passed the fouling point at
the west siding-switch at Cemetery Siding, where it was require
to wait until N8 was in the clear on the siding, and while mov-
ing at a speed estimated as from 8 to 15 miles per hour it col-
lided with N8 which was moving backward at a speed of 5 or 6
miles per hour, at a point 526 feet west of the west siding-
switch. The engineman of N3 had given signalg for the engine-
man of N8 to back his train out of the way. The meeting point
between these trains was established by timetable and all the
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employees understood that NE wac required to takxe siding at
Czm~tesrv 31ding Tor N3. According to the statements of the en-
ginenan aud the firsman of M3, a brale-pipe reduction of about 10
rounds wac made at a point 3,800 feet east of the west siding-
switch whenthe speed was about 30 miles per nour but the brakes
Aid not control the speed prowerly on the 1.15 percent descend-
ing grede. The volume and duration cf the brake-pipe exhavst was
not sufficient for the application of the brakes on the entire
train. The engineman moved the brake valve to emergency position
but the speed was not reduced; then he moved the brale valve mo-
menterily to releas: position snd returned 1t fo emergency posi-
tion cnd opened the sander valve. The wnecls of the engine
seemed to slide. The fireman proceeded to the rear of the second
engine and in pussing observed tha*t the double-heading cocks of
the brake valves at the rear erd of the first ergine and the front
enl of the second engine were in ciosed mosition. e moved the
brale valve at the rear end oi the second engine to emergency po-
sition, opened the double-heading cock and applied the hand brake;
however, this ~ction was not sufficient to avert the accident.
According to the statement of the conductor, the brakes on the
ars did not become applied until about 10 seconds vefore the ae-
cident occurred.

[l « »
»

Immediately after the accident occurred, the bralre-pipe e
angie cnck on tihie rear end of the second engine was found partly
ciosed. The car incpector, who was on N3 and who haa coupled the
enginres to the cars and inspected the brales at New Canaan, the
initiel station, was the first to reach the angle cock involved
after the acecident occurred. He saild he found the angle cock
gbout & degrecs from being fully open. The fireman arrived at
the reoar of the second cngine immediately after the car inspece-
tor, znd said the angle cock was turned at an angle of about 45
degrees. About 2 minutes after the car inspecter moved the angle
cock to the fully npen position the brate-pipe pressure on the
cars was restored and the brakes roleased. Tests concducted after
the occurrence of tne accident disclosed that when the angle cock
wag open only enough for a slight passoce of air, the brakes be-
came apolied from 4 service aprlication after an interval of 1
minute and an emergency application occurred in about 3-1/2 min-
utec.

According to the evidence, the brates werc tested at New
Canaan, » running tcet of the brakes was madce when the train was
leaving thet point, snd the brakes appeared to function properly
when used to stop the train at a station 1.67 miles east of Cem-
etery Siding. 1he handle of the angle cnck involved offered the
normal armnount of resistance tn turning and there was no indica-
tion that it had been struck by any objact or that it had been
tonpered with between New Canaan and the point of accident. Con-
sidering the actisn of the brakes in this instance and the re-
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sulte of varinus tests, it appears probable that the angle cock
woo 1o about the 40~degree position and that a elight amount of
wir was being admitted to the cars at the rear of the second en-
2ine; hovrever, this condition should have becn discovered during
tne test of the brakes at New Canacn and cduring the running Test

when the train was leaving that station, 1f these tests were
concucted in the prorer manner. Had the angle cock involved
been of the self-locking type it 1s probable that the conditions

which led to this accident would not have occurred.
Cause

It is found that thic accident was caused by a train over-
running g time~table meeting point as a result of a partly

closed angle cock.

Dated at Washington, D. C., thic twollth

day of June, 1941.
By the Commission, Commissinner Patterson.
(SEAL) W. P. BARTEL,

Secretary.



