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RCPORT OF THE DIRECTOR CF THE BUREAU OF SAFLTY II RE
INVCSTIGATION OF AN ACCIDENT WHICH OCCURRED ON THL
WEW YORK, NEW HuVEN & HarTFORD RAILRO&D T FaLL
RIVER, MASS., ON FEZBRUARY 14, 1939.

¥ay 21, 1839.
To the Commlssion:

On February 14, 1929, there was a side collision
between a switch engine and some runaway cars constitut-
1ng the rear portion of a freight train on the New York,
New Haven & Hartford Railroad at ¥Fall River, ..ass.,
resulting in the death of one employse and the iijury of
one employee. Tais accideant was investigated 1n conjunc-
ti1on with representatives of the ilassachusetts Departaent
of Public Utilities.

Location and metnod of operation

This accident occurred on that part of the 0ld
Colony Division extending betreen Weir Junction,  ass,,
and Newport, R.I., a distance of 32.70 miles, within
yard and interlocking limits. Tower §-383 1s located
4,190 feet south of the Fall Hiver passenger station, on
the east side of the two main tracks, Central Street
bridge spans tne tracks at a point about 100 feet noxrth
of the tower and the accident occurred undz=r the bridge,
at the fouling point of a facing-point crossover which
connects the southbound main track with a siding parallel-
ing the main tracks on the west. The south sviteh of
the crossover marks the junction of the siding with a
wnirf track which 1s merely a continudtion of the sicing
and extends around a curve tovard the southwest, in 1ts
normal position the south crossover swiich 1s linzd for
the giding, thus providing a switching lead to an engline
working on the wharf track as well as acting 25 o derail
to protect the southbound main track.

Interlocking home signal 58, which governs moviments
on the southbound main track, 1s located 561 feet north of
tower Q-383, between the siding and the southbound meain
trick, the north switch of the ciossover i1s located on the
southbound main frack at a point 385 fest south of signal
52, vhile dwarf signal 12, which normally displays o stop
indication and governs back-up movements northbouand from
the wharf track either to the siding or through tae oross-
over, 1s located 55 fect south of the south switch of the
crossover and on tne east side of tne wharf track.






Approaching the crossover from the north the track
18 practically tarngent for 2 considerable distance, walle
the grade for soubthbound trains 1s descending, varying
from 0.5 to 0.8 per cent, being 4t 1ts maximum in the
viciniiy of signal 52, the point fron which the runaway
cars started, and at 1ts minimum in the vicinity ol the
crossover, where the colliszmon occurred.

Symbol train PF-3 operates regularly beiween
Providcnce, R.I., and Fall River, Mass., and usuaily 1t
has several cars of boat freight for dclivery to the Fall
River wharf yard. It 1s the practice on 1ts arraval,
southbound, at signal 59 to bring the train to a stop on
the descending grade and cut off the head cars for delivery
to the wharf yard. The engine then hauls them ahead on
the southbound main track to a point beyond the crossover
and south of tewer Q-383, the rear porticn of the train
being left standing north of signal 53. The route 1s tnen
lined for the switch engine sc that 1t can move out on the
mein track frem the wharf track, through the crossover,
after which 1t moves ahead and couples to the north end
of the cars which have becn cut off for delaivery, and re-
turns with them to the wharf yard via the same routc. The
freight engine then makes a back-up movemeni, couplcs o
the rear portion of 1ts train, and proceeds. The switch
engine 1s occasiondlly routed rorthward from tnc wharf
treck to the siding and 1is tnern crossed over from the sid-
ing to the southbound main trock through ¢ trailing-point
crossover, which 1s located between signal 59 and Central
Street.

On the doy of the accident svitch engine 3432 hod
teen working on the wharf track prior to the arrival of
iroin PF-3, therefore, agworf signal 12 wus permibtted to
remain 1n proceed position, so taat the operater would
net have to change tne indication every time the switch
gngine bocked by the signcl, the south switca of tac cross-
over wes 1n normal position, lirned for the siding. In
ad¥ing a back-up movement rnorthward cround the wnarf trock
¢ tender of the type involved obscures the view of the
i1ndaication displayea by dwarf signel 12 from the cngine-
man's sicde of the cab when the rear end of tne tender
reaches o point 70 fuet south of tnat signal, the indi-
cction displayed, however, can then bz scen from the
fireman' side of the cab, on the outside of tne curvi,.

There was 2 light snow folling a2t the time ol the
aceirdent, waich oceourred ot obout 4.38 p.rr.

Description

Soathbounad Sympol freight train PF-2 consisted of
29 cors and a caboose, houled by engine 3006, ana wes 1n



charge of Conductor Dorgar and Eagircman adams,. This troin
wos brought to 2 stop o.. the soutabound main track at
about 4.38 p.m., nfter which the frist five cors were

cut off for dclaivery wnd moved cheod as usual. Shortly
cfterwards, however, while the route was being lined for
the movement of the swvitch engine, the rear portion of
troin PF-2 storted to move of 1ts ovn accord, ran down the
southbound m2in tr.ck, ertercd the crossover switch, which
had been opened, and on rcaching the fouling point of the
sicing with the crossovexr the leading cor cornercd the
left si1de of switch cugine 2433,

Switch engine 2433, headed soutn, wos in caarge of
Yard Conductor Smith and Engincman Gilman, wno was coting
s firewon, whale Fireman fosor, a gudal:iiied crgineman,
wts opcraving the engine. Thies congine arde a back-up
movement northword orn the wnarf trnck, prssed dwarf signal
12, vhich at the time probably was displaying 2 stop in-
dication, this indication having been changed after the
signal became obscurcd from the view of Fireman .idson,
entered upon the siding and was thuen struck by the cut of
runcway cars vhile traveling «t a low rate of specd.

Tne first two ctrs 1n the cut were derailed tovard
the east and damaged, while the cezb of switch cngiac 2433
wos destroyed. The employee killed was the regular engine-
ran of the switch engine,

Buimzry of eévidence

Fireman ‘iason, who v.as operating engine 3433, stoted
that when train PF-2 arrived Yard Conductor Smith i1nstructed
those on the engine to go over to tae main line and get
the cars of boat freight. When dwarf signal 12 came into
view 1% wos displaying a proceed indication and he sald 1t
continued to do so until 1t wos obacured by tne tender, he
c¢alled the indication to the enginemcn, who repeated 1t.
Fireman llason then began to lock for the pesition of the
switch points of the south switch of the crossover ond
on seeing them lined for the siding presumed tanat his
ergine was going to use the otner crcssover. He estimated
the speed of his engine to have been about 6 miles pex
hour when the collision occurrcd. Yaord Brakeman Sullivon,
the ornly member of the switoh crew zccompanying the engine
&t the time of the occident besides the fireman and
engineman, stated that he was riding on the front foot-
board on the left side of the engine and the first he knew
of anything wrong wcs on seeing the runawdy cars just
before the collision occurred, he jumped off, waved
his hands and shouted a warning of danger, Yard Conductor
Swith and Yard Braokeamen Como and Neveu were working 1n
the wharf yard and were unaware of anything wrong prior
to the accident.
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Engineman adams, of train PF-2, stated that at
Teuntoa, 14.11 milcs north of Fcll River, the loast ploce
where cars were sct out and otners picked up, 2 terminal
test was made of the air brokes ind he was notified by
the c¢.r inspcctor thoat all of the brakes were working,
at that point 4 cors were set out and 23 picked upe. The
brokes worked properly at North Dighton, 10.65 miles from
Fell River, and on crrivel ot Fall River he brought his
trein to a stop at signal 53 with one air-broke applice-
tion, consisting of two broke-pipe reductions, and olso
used the independent bruke, the brakes again worked
properly at this point. Engineman adams was not certain
whether he released the train brakes before the cut was
wade behind the first five cars. He understood the re-
guirements with respect to leaving the power and hand
brakes applied on cars left standing on a grade wienthe
engine is cut off, but he did not know whether hand orakes
had been set on the cars leftv standing or waether the
head brakeman had opened the angle cock on the south end
of the sixth car long enough to set the power brakes on
the rear portion of the trzin. Engineman Adams sald that
he had never conferred with the conductor or brakeman with
respect to applying hand brakes but was simply following
the practice wnhich had been in use practically every day
for the last 20 months, the last 8 of which had been with
the same head brakeman, of relying on the head brakecman
to open the angle cock sufficiently to apply the power
brakes on the rear portion of the train, saying tnat the
head brakeman had never depended on him to set the air.

Head Brakeman Fetty, of train PF-2, stated that he
dropped off on the engineman's side and wes about opposite
the second car when the train came to a stop, he walked
back and closed the angle cocks between the fifth and
si1xth cars, parted the air hose, then opensd the angle
cock on the south end of the sixth car and xcpt 1%t copen
five seconds or more to apply the power brakes on the
ccrs left standing on the grade, closed 1t, gave the
engineman a proceed signel, boarded the right rear sill
step of the fifth car and looked back to sscertain whether
the cars remained standing, which was the case when he
lest saw them, Head Brakeman Petty was aware of the re-
quircments of the rulcs relative to applying a sufficient
number of hand brakes on cars left standing on a grade to
prevent them from moving while the engine 1s cut oif, but
sa1d that he hed never dbne this during the six months
he had been on this run, having followed the customary
method of depending on the =zar brokes to hold the cars,

Conductor Dorgan, of train FF-2, stated that when
the train was brought to a stop at Fall River he was at
the desk in the coboose, he looked at the air gauge cnd
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it registered 70 pounds pressure. Shortly afterwards the
train began to move and then stopped again, as a result

of the collision, and wvhen he looked at the air gauge at
this time the pointer was going toward zero. Conductor
Dorgan said that no hand brakes had been applied on the
cars at the rear end of the train and that he had not
instructed the flagman to do so; the customary procedure
was being followed on this occasion and he was alsa follow-
1ng the usual custom in depending on the engineman and
head brakeman to make the delivery of the wharf cars, Con-
ductor Dorgan further stated that he had never i1ssued any
instructions about setting hand brakes on the cars before
cutting off the engine and haed never conferred with the
engineman in respect theretbo; he said there was no reason
why he could not have ridden the head end of the train

into Fall River, that he never anticipated such an acci-~
dent would happen, and that had hand brakes been applied

as required by the rules the accident would not have
occurrcd.

Signal Station Operator Fisher, on duty at tower
@-383, stated that switch engine 2432 was bagking nortaward
on the wharf track and was about 100 feet south of dwarf
srgnal 12 when he changed 1ts indication from procesed to
stop. He did not wait to see whether the switch engine
wes going to stop at the dwarf signal but opened the north
switch of the crossover and then found that he could not
line the south switch of the crossover because of the fact
that the switch engine had passed the dwarf signal. Operator
Fisher said that when the switcn engine passed the dworf
signal he heard Yard Brakeman Sullivan, of that engine,
shouting a warning of danger and sa¥® him pointing toword
the north and on looking in that direction the operotor
saw the runaway cars. He attempted to close the north
switch of the crossover but 1t was then too late to
accomplish this as the runaway cars were on the look.
Cperator Fisher said that although the normal position of
dwarf signal 12 1s at stop 1t is the practice to ledve 1t
in the proceed position 1n order to speed up the work of
switching.

Car Inspector Hardwick stated that he began his
inspection of the cars in the rear portion of train FPF-g3
at 5.32 p.m., 2bout three-~-fourths aof an hour after the
accident. The first two cars were damaged as a result
of the accident, on the remaining 22 cars and caboose he
found that the air and hond brakes were then applied on
6 cors cond the caboose, the air brakes only on 9 of the
cors, the hand brakes only on 3 c¢ars, and on 4 cars none
of the brakes was applied. A subsequent test made by the
Commission's inspectors of the entire troain, with the ex-
ception of the two damaged cars, showed that the zir brokes
were 100 per cent operatave.
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Conelusions

This accident was caused by failure to apply the
power brakes and also a sufficient number of hand drakes
to hold the rear portion of train PFf-2 on a descending
grade after the engine had been detached, the responsitility
therefor being shared by Engineman Adams, Conduccor Dorgan
and Head Brakeman Petty.

Engineman Adams, after bringing the train to a stop,
should not have released the air brakes until after the
head brakeman had closed the angle cocks preparatory to
cutting off the cars at the head end of the train. He
said he used the automatic brake in making the stop but
did not remejdber whether he released the brakes before
the brakeman made the cut, depending on the brakeman to
open an angle cock and thus make certzin thot tne air
brzkes were set on the rear portion of the train. The
head brakeman said that after making the cut he opened
the angle cock at the head end of the sixth car and held
1t open about five seconds for tne purpose of applying
the air brakes on the rear portion of the train, and that
apparently the cars were standing properly when he pro-—
ceeded southward with the head porticn of the train. The
conductor remained i1n the caboose, following the usual
practice at this point of depending on the engincman and
head brakeman to do the necessary work at the head erd
ol the train. It also appeared from the conductor's
statements that the gauge 1n the caboose showed z broke-
pipe pressure of 70 pounds after the trein had come to a
stop; this 18 1n conflict with the statement of the engine-
men that he used the automatic brake in bringing the train
to & stop, 2nd aconsiaderation of the events which trans-
pired precludes the supposition thot the engineman hoad
hod time to recharge the train line before the cut was
«ao.de. None of these employees paid any cttention to the
Tule requiring the application of hend brakes befoTe
cutting off an engine from cors left standing on the
Mein track on a descending grade.

The conductor and engineman are primérily responsi-—
ble not only for the safety of their train but for the
proper observance of the rulecs, Engineman Adams should
have known that the cut had been made btefore releasing
the air brakes, anda both he and Conductor Dorgon should
ncve secn to 1t that a sufficient number of hand betkes
nod been set to hold the troin. Heed Brakenan Petiy,
who was on experienced man, failed to apply any hand
brrkes and di8 not make sure that the aoir brakes were
applied before the engine was cut off fiom tne train.
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While the signal statton operator 1s in no way
responsible for this accident 1t right be well to point
out that the normal position of signal 12, which governs
novements from the wharf track either to the siding or
to the crossover leading to the main track, is at stop,
To fscilitate switching in the wonarf yard, however, this
signal 1s as a matter of practice left in the proceed
position, with the switch lined for a movement to the
siding. Had this signal been left in 1ts normal stop
nosition the switch engine would have been stopped before
Zouling the switch,

This accident 1s an example of the result of the
development of a practice coentrary to the rules, It
should be pointed out, however, that the superintendent
of this division had been 1in charge for a period of only
five months. EHe stated tnat as a result of conferences
neld by him witn subordinate staff officials they began
teking up with telegraph and signel operators general
matters of safety with respect to blocking, switching
riovements, etc., and in the case of train crews perticular
emphasis was placed on the rules requiring the uase of
nand brakes to nold the rear portions of trains whea lefd
standing on grades, a record being kept showing the date
0f such interviews and the general subjects discussad.
Conductor Dorgan had not been reached irn this scries of
interviews but tne superintendent stated that ne perscrally
nad interviewed the signal station operator in Septeaber.
1928,

All the emnloyees 1involved were experienced men and
at the time of the accident none of them had besn on duty
1n violation of any of the provisions of the hours of
service law.

Respecitfully submitted,
W. P. BORLAND,

Director,.



