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INTERSTAT® COMMERCZ COMMISSIOQN

REPORT OF THT DIRTCTOR OF THE BUREAU OF SAFETY IN RE IW-
VESTIGATION OF AN ACCIDENT W9ICY OCCURRED ON THE NEW
YORK, NET HAVEN & FARTFORD RAILROAD, AT HARTFCRD, CONY.,
ON APRIL 4, 1935.

July 31, 1925.

To the Cormission:

On April 4, 1935, there vas a rear-end colli-
sion between two freight trains on the New York, New Haven
& Hartford Railroad at Hartford, Conn., resulting in the
death of one employee. The Public Utilities Comrission of
gonnectlcut participated i1n the investigation of this acci-

ent.

Location and method of opcration

This accidcent cccurrcd on the Hartford Division
approximately 1l miles cast of Hartford passcnger station,
on. the eastbound track of a doublce~track linc, 1,344 feet
west of the point of the frog of the gauntlet track over
the Connecticut River bridge. At fthis point the ftrack 1is
located on a f11l of 12 to 14 feet, there arc no trecs or
structures 1in the immediate vicinity to obstruct the wview.
The gradc 1s 0.19 per cent asccnding for eastbound trains.
Approaching from the west and beginning at a point approxi-
mately 4,000 fcet east of Hartford passcnger station, the
track is tangent for a distance of 3,308 feet, followed by
a curve to thc right of 3° 44! for a distance of approxi-
mately 700 feet to the point of accident. The curve con-
tinues beyond the point of accident nearly to the west end
of Connect.cut River bradge, the total length oi tne curve
being 2,1C1 feect. Train movements on the eastbound track
approaching this bridge are controlled by automatic block
signal E 98,6 and castbound train movements over tac gaunt-
let track on Connecticut River Dbridge are governed by
semi-automatic signal E 99.0, located 3,117 fect east of
signal E 98.8, controlled from an interlocking tower west
of the bridge.

The trains i1nvolved 1n this accident ere two
work trains which cntercd upon the castbound nain srack
between signals E 28.8 and E 92.0 at a switch known ag the
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Morgan Street connection, located 1,384 feet west of signal
E 99.0. Rule 5029 provides in part as follows:

"4 train or engine entering thc nain track
betwecen block signals, must proceced to the
next signal, only as the way is sccn to be
clecar."

The movements of the trains involved were
within yard limits., BRule 93 provides 1in part as follows:

"Second ¢lass and extra trainsg must move
within yard lamits prcparcd to stop unless
the main track 1s seen or known to bec clear."

The accidcnt occurred at about 7.06 a.m., at
which time the weather was clear.

Description

On the morning of thc accident cngine 351,
ordered for 6 a.m., was moved westward on track No. 1 from
East Hartford roundhouse to Morgan Strect connection,
having picked up three cars and a caboose. At Morgan
Street connection 1t made a crossover movement and picked
up four more cars from a yard track. Extra 351, consist-
1ng of enginc 351 and seven cars, 7Tith Conductor Dickerscn
and Engineman Brennan in charge, lcft lforgan Street con-
nection at about 7 a.m., procccded castward on track 2,
and camc to a stop behind a light cngine, signal & 92.0 be-
ing 1n stop position due to a poriton of a weastbound
transfcr standing on the gauntlet track on Connccticut
River bri'ge. Whilc standing at this point the rear end
of extra 351 was struck by extra 128.

Engine 139, vhich was also ordercd for B a.n.,
ran light fron East Hartford roundhouse, backed in on the
Worean atrect conncction, and renaincd therc until the
switcaing movements of extra 351 had been completed. After
the departure of cxtra 351, engine 129 svitched a caboose
and a coach from onc of theo yard tracks ot Jorgan Street
connection, replacec on tne yvard track threc or four other
cors which 1t had been necessary to move, thcn coupled to
the coach and caboose on track 2, and at about 7.05 a.m.
extra 129, with Conductor Cosgrove and Engineman Buraick 1in
charge, procceded eastrard; 1t ran o distance of about 800
fect when 1t collided sith oxtra 351. The speed of extra
129 at the time of thc occident was about 10 or 15 males
an hour.
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The collision resulted in the death of one
work-~train employee, the destruction of one work car and
considerable damage to the caboose of extra 351, and
sii1ght damage to engine 129.

Summary of evidence

Engineman Bremnan, of extra 351, stated that
he stopped nis train west of signal E99.0 at about 7.03
oT 7.04 a.m. and that the collision occurred two or taree
minutes afterwards,

According to the statements of Conductor
Dickerson, Flagman Hile and Brakeman Levens, of extra 351,
they were 1n the caboose when their train came to a stop
near signal E 99.0, Conductor Dickerson was writing at
his desk, Flagman Hile and Brakeman lLevens were 1in the
cupola watching the switching movements of engine 129.
From their caboose there was a clear and unocbstructed view
of the Morgan Street connectiocn and the track bpetween that
polnt and their caboose. After extra 129 left Morgan Street
connection, Flagman Hile started back givaing stop signals,
and he got back about 135 feet from the rear of his train.
As the extra apvroached he saw Engineman Burdick reading
something, apparently a train order; his stop signals were
not acknowledged, and as thc englne came nearer he shouted
to attract Engineman Burdick's attention. Enginemnan BuT-
dick then looked out but the cngine was st11l using steam
as 1t passed Flagman Hile. Conductor Dickerson, hearing the
shouts of Flagman Hile, came out of the cabocse and saw
the flagman about three car lengths away running back
toward the approaching train; the engineman apparently was
reating a train order, Conductor Dickerson got back about
one @ar length when the cngine of extra 129 passed him,
He thought steam wasshut off just as the engine passed hm .,
Brakeman Levens got out of the caboose just before the
collision occurred,

Engineman Burdick, of extra 129, stated taat
his view of the caboose of the preceding extra was partially
obscured by cars on an adjacent track and piles of ties
beside the track, as well as the fact th.t he vas facing
directly toward the sun. Just as he sterted from Morgan
Street connection he received a train order which rcad as
follows:

"Eng. C.N.E. 129 works extra 6.50 a.m. %o
4.30 p.m., between East Hartford and Wapp-
1ng protect against extra 3010 east after
8.30 a.m. and against extra 3010 west after
3.30 p.m. not protecting against other extra
trains."
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Engineman Burdick stated that he immediately
rcad this order aloud to the fireman and while doing so
his train moved forward a distance of six or seven car
lengths., Aftor reading the order he folded it up, and he
stated that for a distance of fully 500 fect approaching
the point of accident he was looking ahecad but saw only
some cars in a transfer train vhich was standing on track
l. He sa1d he did not run by the flagman, did not sce the
conductor, that he saw thc caboose of extra 351 before
the flagman shouted, immediately applying the brakes, and
that the flagman was not back but opposite his engine when
1%t stopped after the accident. He statcd that he was hold-
ing the folded train order in his hand when the collision
occurred,

Fireran Dwyer, of cxtra 129, statcd that his
train moved five or six car lcngths while Engincman Burdick
was reading the train order aloud. Afterwards he was on
the engine deck and had no warning until the engineman
called to him just beforc the collision occurred.

Conductor Cosgrove stated he handed the engine-
man's copy of the order to the fircman just as his train
was starting eastward on the main track, he then got on
the caboose. He sald there was an unobstructed view from
Morgan Street conncetion to the poirnt wherc the rear end
of extra 351 was standing and hc knew of no reason why
Tngincman Burdick could not have scen thce caboose of extra
351 had hc bcen looking ahead.

Engincman Folan, of the yard transfer train
which was standing on track 1 just cast of thc crossover
to Morgan Strcet connection, stated that wnile waitiag for
extra 129 to cowplete 1ts switching and clear thc crossover
he was on the 1€t side of the engine next to track 2; from
that point he saw the caboose of cxtra 351 after it had
came to 8 stop west of signal E 99.0, and 1t was standing
at that point 7hen extra 129 departed from Morgan Street
connection.

Conclusions

This accident was caused by f21lure of Engine-
man Burdick, of extra 129, to maintain a propecr lookout and
to be preparcd to stop before overtaking a preceding train
after entering upon the main track betwecn signals and while
operating within yard limits.

The investigation clearly established the fact
that Engineman Burdick had a clear and unobstructed view of
the rear end of the preceding train for ample distancc to
cnable him to stop had he becen raintaining a proper lookout.
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The weight of cvidence 18 to the effeet that instead of
looking ahecad he was reading a train orde: as his train
approached the poiat of accident and he Tailed to sce the
preceding ftrain until 1% was too late to avert the colil-
siom., The order r-eceived by extra 122 was quite long and
1t 1g probable that extra 1239 procceced a greater distance
than Engineman Burdick realized while he was resdlag it.
The distance travelled by extra 129 prior %o the accident
was only approximately 800 feet and ther: can be no excuse
for the gross carelessness on the part or Engineman 3Zurdick
in neglecting to observe that the track ahead of his train
Was occupied by a standing train.

Rule 93 provides 1in part as follows:

"Passenger carrying trains (including work trains,
freight trains or any other train on which passengers,
carctakers or employes other than those actuslly en—
gaged 1n the handling of the train, may be riding) are
?ot iellcved fiom observance of Rule 29 vathin yard

lmits.Y

Rule 99 specifies 1n detarl the method pre-
scribed for protecting a train by a flagman. In this in-
stance Flagman Hile d1d not have the prracribed flagging
equlpment, but the evidence 1s to the effect that he went
back, giving stop signals, had Engineman Burdici observed
and hecded the flagman's signals this accident undoubtedly
vould not have cccurrcd.

Engrineman Burdick entered the scrvice of the
New York, ¥ew Haven & Hartford Railroad Company as fireman
in November, 1812, and was promoted to cnpincman in June,
1218; his rccord was c¢lear. Norne of the cmployvees in-
vblved in this accident was on duty contrary to the pro-
visions of the hours of service law.

Respectfully submitted,
W. P, BORLAYD,

Director, Sureml
of Safety.



