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New York, New Haven & Hartford
Septumber 27, 1955
Westport, Conn.

Rear-end collision

Freight : Freight

Extra 097-093~ ; Symbol Train Second
0108 : NE-2

lotors 097-093- :  Motors 091-094-098
0108 :

94 loads, 16 & 73 cars

emnties :
19-25 m,p.h. : Standiang

106! curve followed by about 1,300 feet
of tangent; 4-track line, automatic vlock
signals

Clear and dark

12:22 a.m,

1 killeds; 3 injured

Failure of ensineman properly to observe
and obey automatic block signal indications;
failure of flagman and conductor to provide

proper Tlag protection when standing on
main track,
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Hovember 1, 1855,
To the Commission:

On @epteumber 27, 1975, there vas a rear-end collision bertween
Two flo_hht srains on the Wew York, New Haven & Hartford Rsilroad
at estvuort, Conn., which resulted in the dcath of 1 cmployec, and
the injury of 3 c¢mployevs. This accident wae investigated in
conjunziion with *the Conrcchticut Public Utilities Commisgion.

Location and niethod of operation

This accident occurred on that part of the New Haven Division
which extends between MNew Rochelle Tunutlon . Y., and Neu Haven,
Conn., a ¢istance of 5€.03 miles; in the v1wlnity of the point of
accident this is a four-track electrified line over which trains
are opersted by time table, train orders ani an automatic block-
signal system. The tracks are numoerced from nortk to south, o,

1, 2, and 4; the accident occurred on dr:wbridge 32.35, of che
1ift tyre, over the Suaupatick River, within the limits of a closed
interlocking plant, on track 2, at 1 point aporoximately 353 feet
cast of the uenter line cof the east-bound passenger station at
Wentport, or 1,150 feot cast of signal 12-F. Approaching from the
w2st che track is tanzent for a distance of 9,343 feet, then there
ig a 1°06! curve to the richt 1,921 fect in length, followed by
tangent track exteuding sbout 1 ,500 fezt to the point of accident
anc a considerable distarnce bejoqu. The prade is slichtly
unculating, being about 0.l percent ascending for east-bound trains
at the point ot accident.

Interlocking station 52 is located in the cabin on the
dreworidge; the interlockins machine is of electro-mechanicnl
type. The drawbridge is not in operstion from 9 p.m., urtil 5 a.m.,
and no operator is o.1 duty between those hours, during which
period «11 drawb~idre siunals function as suvomatic sipnals.

The asirnals involved in the accident 2ve distant nignal 16-F
anc nome sicnal 17-F, locHysed 7,278 foet aud 1,10 feet, recpect-
ively, west of the DOluu of @ccldent Thev are of the Z-arm,
2-vo3ition, semaphore type, ™ith rnorme l1-clear color-light indica-
tlons, illuninated by high-power lamps, and nre mounted on signal
bridges spanning the tracks., Tho sisnal indications Jigplayed
were eaclly dlscernible. Digtant si nal 168-F mov be scen Irom the
locomotive of sn cast-bound train copvroximately 1.75 miles vest
of che point of nccident.
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The weather was clear at the time of the accident, wbich
occurred about 12:22 a,.m,.

Description

Truin Symbol Second NE-2, an east-bound freight train, at
the timec of the accident consisted of 73 cars, hauled by motors
091-09 1058, and was in charge of Conductor Spellman =nd Engine-
man McAdams. This train passed New Rochelle Junction, 27.94 miles
west of Vestport, at 11:23 p.m., September 26, at which point it
pacsed Exira (0E€7-093-0108, which train had stopped to release a
sticking brake, Train Second NE-2 passed South Norwalk, the last
open oflice, 3.18 mileg west of Yestport, at 12:01 a.m.,
Scptember 27, according to the record, on track 2, and on reaching
a point in the vicinity of Westport members of the crew observed
fire flying from under a car near the forward end of the train,due
to a brake beam being down, whereupon the train was stonped, at
12:07 a.m., with its rear end on drawbridge $2.36, at a poiat
1,150 feet east of signal 12-F. After standing at this point
advout 15 minutes the rear end was struck by Extra 097-0:3-0108,

Ixvra 097-093-0108, an east-bound freight train, consisted
at the vime of the accident of 94 loaded cars and 16 empty cars,
hauled by motors 097-093-0108, and was in charge of Concuctor
Tierney and Engineman Sheehan. Thils train departed from New
Rochelle Junction at 11:32 p.m., 9 minutes behind Train Second
NE-Z, passed South Norwalk at 12:18 a.m., according to the record,
on track 2, passed sigaal 17-F, which apparently was displaying
yellow over red, an apurosch indication which required this train
to reduce speed at once and vprocecd at a speed not exceeding 25
milcs per hour prepared to stop at the next signal, passed slgnal
12-F, which was displaying doubls red, a stop indication, passed
the flsgman of the train ahead, who was back only a few car
lengths behind his caboose, =2nd then collided with Train Second
NE-2 while moving at a speed ecstimated to have been from 19 %o 25
milcs »mer hour,

As - result of the accident motor 097, the leading motor
of thez ¢xtra train, plunged off the south side of the drawbridge
anc intc the Saugatuck River; the second motor, 093, was bouvtom
upwerd and hanging over the-edge of the bridge, while the third
motor, 0108,stood upright, dlagonally across track 2, hesded
south-cast. ©Several cars in the two trains were bhadly damazed
an® fire which broke out in the “reckage added materially tTo the
dacage. The employee killed was the engineman of Extra
097-093-0108; the employees injured were the firemon anc the
braleman of that train, and the flagman of Train Seccond NE-Z.
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Summary of evidence

Engineman McAdams, of Train Sccond NE-2, stated that his
train pacsed the freight extra at New Rochellc Junction. Apvroach-
iag Yiestport, signals 16-I" and 12-F displayed clear indicctilonsg Q
for hig tra in' about that time fire was observed flying from under
a car ncar the forward end of the train, the speed being then
about 40 niles per hour; he apnlied the train brakes and stopped
his trein gradually, within its own length, then relcased the
trein brakes and hblc the train by means of the independent cnglne
brake. The train stopped at 12:07 a.m. Eraieman Flanagan went
back to the thirteenth car, and he was working under that car
wnen The collisgion occur“ed' the force of the impact did not move
this car, which was the 51xty -first car from the rear end; the air
braokcs were applied as a result of the accident. While Lleqcman
McAdams was looking for a sign:l from the braXeman who had <one
back to repair the car, he sav the reflection from the locomctive
headlight of the fo]loWLng freight train as it apoproached the
rcar cnd of hils train, also elcctricel fleshes followed by fire
but he was uanaware that the following train actually had nbeuk
the renr of his own train until he went back to th: scenc of the
wreck, The force of the collision not being felt on the lcading
motor. He did not think that signal indications displayec for
east-bound trains might be confused as between tracks 2 and 4, the
sisnals being spaced sufficiently far apart on the signal b01 iges
to prevent an enginemsn from mistaking the signsl indicasion Jdis—
plxyeu for the track other than that upon which his train wasg
moving, Engiieman kcAdams sald th-t he did not sound the whisvile
for the [lagman to go bark when he stopped the train, as 1t is not
generally done on freight traing and usually the flagman goes
back imaedintely. The statement of Fireman Conrad developed
novring of additional importance,

Conductor Spellman, of Train Second NE-2, stated tnat he wasg
1n tre cabtoose when it was stopped on the drawbridge, a.ber iiich
the flagman picked up his lights, got off and walked back te a
point necar the west end of the east-bound station. He had no
couvergation with the flagman in regard to affording proper Tlag
prodcction, for the flagman was a qualified conductor and capable
of properly performing the dutics of a flagman. Conrductor Spcll-
mn 50t off the right side of the caboose, ncxt to track 4, looked
ahcac and gaw two white lights; he supposed then that the Q“lay
wag caused by brake rigsing down or A sticking brake. He waited
scveral minutes then noticed that the light which he saw ahead dié‘
not sporosch the rcar of the train, but disappeared; the conductor
crossed over behind thce caboosge and looked ahead along the left
side of the train and observed the light on that side, about
opposite the point at which it first was seen. During this Time
he lcoked back once or twice and saw the flagman about oprosite
the west cend of the east-bound passcnger station. After the
train had been standing about 10 or 12 minutes the conductor vent
in~ide thc caboose, got a hammer and chisel and started toward



the head end of the train. On resching a point about 2 or 3

car lengths from the caboose, howsver, he hearda the flazuen ghout
a warning, then he looked back and saw him, approximately 500 or
600 Ffeet benind the caboose, running toward the spprooching crain;
the air brak:cs on that trein were applied and fire was Tlying from
the vhecls; the conductor ran wegtrard off the bridge to sarety
and then the collision occurrcd, at which time he estinated the
speed to have been less than 25 miles per hour. Concuctor Spell-—
man soid that there was comrplete fliirging equipment on the caboose
and that both marker lighte were birning on his caboose ond dig-—
playing red indilc-~tions to tho rear. Az was thoroughly Tamiliar
with the phygsicel clharacteristics of the veilroad in this vicinity
and fully undsretood that the sutomntic block signals should not
be relied upon for rear end protection, but thet proper protescticn
should be efforded os reauired bty rule 99, which he acknowledsed
wag rot done in this instance. He said that there mas ample Time
within which proper protection might have becn afforded co the
rear of his train, by which the »ccicent probably would have been
averted., He hesrd the following train approaching and saw the
reflection from the headlight as the train rounded the cuvrve, but
2t first ke thought that the.trein wes on track 4 and was unavare
thet it wes on track 2 until it reaclked the tangent track. He
heard the following train approaching and saw the reflecvloa from
the headlight as the train rourded the curve, but at first he
thought that the train was on track 4 and was unaware that it was
on track 2 until it reached the tangent track. He heard no tor-
peioes exploded by the fnllowing train. Flazman McGrady, of Train
Second NE-2, who was intervieed at the hospltal, stated that he
was a qualified freight snd passenger conducsor and was Tamiliar
with the territory involved, After hig train stopped on the craw-
bricge at Westport hc collected his flaeging ecouipment and about
one minute elapsed refore hz got out of the caboose; he had no
conversation with the conductor, but started walking back and,

on reaching the baggage crossirg, locgted 90 feet wost of the
ceuter line of the eest-bound passcrecer <tation, he extinguished
a smoldering fire then continued back, After proceeding about
three car lengths vest of the baggage crossing he observed the
headlight of the following train avproaching at estimated speed
of about 20 miles per hour ancd said that at that time he bhad not
quite rcached the extreme end of th~ passenger station. He
started running back and waving stop signsls, wrich vere not
ansvercd by the enginsmun of the folloving train. He placed Twe
torpedoes on the soutn reil and when tlie epprocching tralin was
very near he crosscd the track fence to track 4 and threw his
lighted lantern at the motor as it passcd, but he did not know
whether it struck the motor, after which he did not know what
occurred. He could not say that he sav fire Tlying from the
wheels of the train or that thebrakes were applied. He did not go
back so far as signal 12-F before or after the accident, nor did
he observe the indication displayed by any signal governing traln
movements on track 2,



Fireman Hughes, of Extra 097-093-0108, vho was also inter- .

viewed ot the hospital, stated that Train Second UE-2 passed his
train ac New Fochelle, from hich point he rode tne front ean? of

the lecding motor to South Norwallk. Becoming drowsy, he rose
and started back slowly, going to the rear end of the second
motor, primarily to arouse himself. He circled around the sccond

motor and started forwsrd and, as ke pasced from the szcond motor
into the first motor, the air brales were applied. He fLouzht an
alr hogse bad bursted and started forward immecliately and, <Wncn he
rcached the front end or the leading motor, he saw the rear end of
a train ahead, Just around the curve; Enginenan Sheehan vas stand-
ing at the controls, with the brakes applied and the air whiglle
pulled down. The fireman shtarted back on one side of *the movor
and thc engineman estarted back on the otler side; “he fireman

was in the second motor vhen the collision occurred, but he did
not know how far back the engineman got., Fireman Hugheg sald that
he knew something was —rong as soon as he sntered the Tirst motor.
He could not state certalnly vhat egignal indications were dis—
played for his train; hovever, on reaching the front end, he
looked out and everything looked red to rim; elthouph he did not
sece distinctly the indication displayed Ly signal 12-F; he thiought
1t 'was red. He ¢1d not see the rlagnman. Fireman Huches sald
thrt pvower was shut or? almost simulbtancously with application of
the brakes. He hud been drowsy and —as swakcned by thc engineman
two or three times, who rapped on tke motor with the breke nandle.
It was a clear night, signal indications were easily discernible
and there was no reason to confuse signal indications for ¢rack 2
with those for track 4. Signal indications were cellea until
South Norwalk was reached and the engineman appeared normal.

Brakeman Geary, of Extra C97-093-01C8, whe was in the second
motor, approaching Westporv, stated that he felt the alr brakeg
applied when about opposite the section house, which is located on
the curve and about 983 feet west of signal 12-F. He went to the
door of the motor, at which time his trwein was near signal 12-F,
which signal was displayins red, a stop indication, then ne saw
the flagman of the train ahead standing on track 4 or on the sta-
tion platform. He estimated the speed of hls train to have been
about 19 miles per hour or more vhen passing that signal. Brake-
man Geary cntered the leading motor andé sav somesone running back
through the motor and observed the markers burning brightly on
the caboose ahead; ths headlight shone on that caboose, making it
plainly visible. Realizing that a collision was imminent he ran
back into the second motor; then the accident occurred. He did
not see the indication displayed by signal 1€-F, nor did he hear
his train explode any torpedoes prior to the accildent. DBralieman
Geary talked with Engineman Sheehen last at New Rochelle Junction,
at which time the engineman appeared normal,
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Conductor Tierney, of Extra 097-093-0108, stated thet alter
leaving New Rochelle Junction he rode in the third motor, prepared
to assist in setting out 27 cars at Bridgeport; the ammeter in
that motor indicated that power was used continuously to a point
in the vicinity of the section house at Westport, or about 25 car
lengths from the point of collision, at which point the power
went off, the ammeter indicator dropped to zero, the alr brakes
were applied in emergency and the air whistle on the leading motor
was sounded, the speed being about 35 miles per hour at that time,
and shortly afterward the accident occurred, the speed then having
been reduced to about 20 or 25 miles per hour. Conductor Tierney
said that there was no audible warning signal given in the com-
partment of the third motor as a result of the dead-man control
feature, clearly indicating trat the control lever was normal,with
povwer belng used until Jjust prior to the accident. The air biakes
were tested at Oak Pnint and operated properly. He saw no signal
indication after passing South Norwalk, nor did he see the flagman
of the train ahead, and at first he thought thaet his train had
parted. He said that the air brakes must have been applied in
emergency by the sngineman, who had appecared normal at New
Rochelle Junction,

Flegman Brown, of Extra 087-093-0108, who was on the caboose,
stated thst he went back to flag immedlately after the accident
occurred; the signal power was off, the lights governing all
tracks were extinguished, but the semaphore arms were in stop
position,

General Foreman Car Inspectors Schmirring and six car
inspectors testified that they inspected the train and tested the
alr brakes on Extra 097-093-0108 at Osk Point and that all brakes
functioned properly.

Signal Engineer Morrison arrived at the scene of the accident
about 2 hours after its occurrence; the signals involved were in
proper position and the signal power was off. All signal
mechanism cases, terminal boxes and relay boxes alterward were
sealed and, on the afternoon of that day, the signal apparatus ___
involved was carefully inspected and tested and was found to be in
proper working order; Signal Supervisor Dorwood participeted in
these fests. Signal Foreman Stuart arrived at the scene of the
accldent about 45 minutes after i1ts occurrence; the signal power
wag off at that time and the signal lights were extinguished, but
he eaw the semaphore arm of home signal 12-F displaying a stop
indication. The signal power was restored about 1:36 a.m., and he
observed distant signal 16-F about 2:15 a.m., st which time it was
displaying a stop indication, the signal lights showing doublc red,
as Exira 097-093-0108 was ther occupying the block. He stated
that the power went off, as a result of the accident, at 12:22
a,0,



Rocd Foreman of Engines Kramer gtated that motors 097, (093
2nd 0108 are alternating current freigbht locomotives, each cbout
50 feet in length, the maximum ocrmissible apeed for such loco- .
motives being limited by rule to 40 miles per hour. These
electric frcight locomotives sre cquinped with a device similar to
the dead-man control fcature on passenger locomotives, but which
sounds an alarm whistle instead of stopring the train, thc alarm
continuing to sound until the lever 1is restored tc operating
position; if the handle be released with the control open it will
shut off power from the locormotives and sound an alarm vhigtle
in each compartment of each unit pulling the train.

Discussion

Engineman Sheehan was killed as a result of the accident;
consequently it is not known why he failed to obey the indications
displayed by distsnt gignal 16-F and home signal 12-F. He entered
the service of this railroad on January 20, 1907, as fireman, and
wag oromoted to engineman on January 28, 1916; his record was
clear., At the time of the accident he had been on duty 14 hours
7 minutes, prior to which he had been off duty 30 hours 15 minutes.,
The electric freight locomotives operated by him were equipned with
a device similar to the dead-man’ control feature on electric
passenger locomotives; but, instead o stopping the train automati-
cally wken the contrnller is relcnsed, it sounds a warning whigtle
in each compartment of every motor unit pulling the train, the
alarm continuing to sound until the lever is restored to operating
position, The evidence indicates that in this instance power was
used on Extra 097-093-0108 until immediately before home signal
12-F, which was displaying doublc red, a stop indication, was
reached and that the power was then simt off, the air brakes
applied in emergoconcy and the alr vwhistle on the leading motor was
sounded by the enginemsn, at which timc speed was about 35 mlles
per hour but was reduced to about 20 or 25 miles per hour at the
time of the accident. No surviving mcmber of the crew observed
the indication Jdisplayed by distunt sipnal 1€~F when passed by
his train, Fireman Hughcs saylng that he was drowsy and had walked
back into the second motor primarily To awaken himself, so the
only mcmber of the crew at the front end of the train when 1t
passed distant signal 16-F wasg the engzineman. Home signal 12-F,
however, was obselved to be displaying double red, a stop indica-
tion, by the brakeman and aleo the fireman, indicating that the .
signal functioned properly. The air brakes had been tested and
operated properly and the headlight wns burning brightly.
Previously the engineman appeared normal, The night was clear,
visibility was good and the signals on the bridges were spaced
sufficiently far apart to preclude possibility of mistaking the
indication displayed for train movements over track 4 for that
digplayed for train movements over track 2. Consequently it
appears that Engineman Sheehan experienced a temporary lapse,
possibly fell asleep moment~rily, having been on duty 14 hours 7



minutes, and did not awaken un*%il very near kome signal 12-~F, at
which time he immedi tely shut off vover, applicd the air brekes
in emcrgency and sounded the whistle; but it wnasg then too late to
avert the accident,

Pule 99 of the operating rules of this railrcad provides
that ~hen a train stops or is delayed, under circumstances 1in
which it may be overtaken by a fo]lowing train, the Plagmqn
must go back immediately with stop Sl mals, a sufficlent distance
To insure full vrotection, and will “here place two torpedoes
on the rail two rail- 1engthq apart on the enginenan's side,

He will remain at this point until recalled. Block and inter-~
locking signals do not relieve flagman from the observance of

this rule. Rule 1117 requires conductors vo see that trainmen
properly perform their cduties and thac the flagman goes back
promptly when safety or the rulcs require. In this instance

Train Second NE-2 stood at Westport, with the rear end of che
caboose on the drawbridge, for a period of about 15 minutes

during which time Flagman McGrady, a qualified conductor, went
beck only a few car lengths behind his caboose. The flagzing
rules are specific and mandatory and the duties of flagman are well
defined; there was ample time for the flagman to have afforded
proper protection for his train, and he should have gone buck a
sufficient distance, placed torpedoes on the rail on the <njine-
man's side, and protected his train according to ruls; by so doing
probauly the accident would have been averted.

Conductor Spellman is at fault for failure to regquire the
flagman to protect the train according to rule, regardless of the
fact chat the flagman was a cualified conductor. The conductor
wag avere that the flagman was not back a sufficient distance,
Conductor Spellman snd Flagman McGrady were both experienced
employces; they offer no reasondble excuse for fallure properly
to discharge thelr respective duties.

In the territory in which this accident occurred traffic
amounce normally to something more then 100 trains each week day;
much of this traffic consists of passenger trains, whilec some of
the freight trains are operated at comperatively high raetes of
speed. £An automatic train-control device is in effect betuecn
Cedar Hill (New Havea), Conn., and Soringfield, iMass., and also
between Cedar Hill and Auburn (Providence), R.I.; coasideraticn
should be given by the carrier to the need for similar devices
in the territory west of Cedar Hill with a view to preventing the
occurrence of fubture accidents of a craracter similar to the one
here involved.
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Conclusion

This accident was csused by failure of Engzineman Sheehan,
of Exsra 087-093-0103, properly te oozerve and obey sirnal indi-
cations, and by the fallure of Flagman lcGrady and Concuctor
Spellman, of Train Second NE-2, to provide proper flas protection
for thcir traln while standing on the nain track.

Respectfully subritted,
"', J. PATTZRSON,

Director.,



