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. INTEHSTATE COMMERCE COMMISSION

REPORT OF THE DIRECTQR OF THE BUREAU OF SAFETY IN RE
IRVESTIGATION OF AN ACCIDENT WHICH OCCURRED ON
THE NEW YORK, NEW EAVEN & HARTFORD RATILROAD AT
NEW HAVEW, CONY,, ON MABCH 19, 1925

August 10, 1925,
To the Commission - -

On Karch 19, 1925, there-was a rear-end collision
between two freight trains on the Wew York, Wew Haven
& Hartford Rallroad &t New Haven, Conn., which resulted
in the death of two employees. This accident was 1in-
vestigated 1n conjunction with a representative of the
Public Utilities Commission of Connecticut

Location and metnod operatiomn.

This acoident occarred &t a point 3,865 feet
west of the station at New Haven, within yard limits and
1n a territory designated by a time-table rule as the
New Haven Termiral, z unit of the New Haven Division;
1n the vicinity of the point of mccident this 1s a four-
track line over which trains are operated by time-takle,
train orders, and an automatic block-signal system.
Approaching the point of accident from the west the
tracks are tangent and practically level for a distance
of wmore than 3,000 feet.

The automatic block signals are of the three-
position, upper-guadrant, semaphore type, and are
mounted on signal bridges spanning the tracks. The
accident occurred on track 2,- and the signals involved
were signals 70.33 and 71.22, located 5,535 and 1,350
feet, respectively, west of the point of accident.

Although the point of accident was within yard
limite, flag protection 1s required under a time-table
rule except in the case of light engines moving between
certain specified points.
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3 symbol trains are run on this railroad,
these trains being scheduled 1n a s¥mbol book and having
designated leaving times. Symbol trains are not shown
in the time-table and their movements are governed by
the operating rules prescribed for extra trains. One
of the trains involved was a sysmbol train and both were
being hauled by electric motors.

At the time of the accident, which occurred at
2,30 a.m., 1t was dark and there was a light fog, which
did not however obscure the signal indications,

Description

Eastbound freight train symbol EN-2, consisting
of motor 080, 45 cars and a caboose, 1n charge of Con-
ductor Rabenold and Engineman Schwager, departed from
Harlem Raver, N.Y., at 11.20 p.m.,Maroh 18,20 minutes
late on its scteduled leaving time. At Devon, Conn,,
11.83 miles from ¥ew Haven, 1t entered upon track 2,
continued eastward on that track and at 2,20 a.n.,
ifarch 19, was brought to a stop at New Haven with the
caboose 1,250 feet east of signal 71.22. The train was
parted for the purpose of puliing a portion of 1t 1nto
Water Street Yard, but before the movement could be made
the rear of the train was struck by extra 0110.

Lastbound freight train extra 0110, consasting
of motor 011Q, S7 cars and a caboose, 1n charge of Con-
ductor McAllister and Engineman lloore, departed from
Harlem River, N.Y., at 11.58 p.m., ¥arch 18, entered
upon track 3 at Devon, passed Woodmont, Conn.,
approximately 5 mrles west of the point of accident, at
2.19 2.m.,, March 19, passed signal 70,32 which was
displaying a caution indication, disregarded a torpedo
and the stop signals given by the flagman of train HN-2,
passed signal 71.22 which was displaying a stop indi-
cation, and collided with the caboose of train HN-2
while traveling at a speed of at least 25 miles an hour.

Motor 0110 came to rest 1n a badly damaged
condition at a point about 350 feet east of where it
first stnuck the caboose. The caboose and seven rear
cars were demolished, while one other car in train H¥-23
and four cars i1n the train of extre 0110 were destroyed
by fire which broke out i1n the wreckage. In addition,
one car in train HN-2 and 11 cars in extra 0110 were
slightly damaged. The employees killed were the engine-
man and fireman of extra 0110.



Sumaary of evidence

Engineman Schwager, of trzin HE-2, said the
weather was misty and slightly Joggy as his train
arrived at New Haven but that 1t was rot such as to
interfere with his viev ol signals 70.32 end 71.22 as
his train approsched the ., =and he was able to discern
therr indications from a distance of from one-half to
three-fourths of a mile He also said there was no
change i1n the wegther conditions up to the time of
the accident, Firemern Boyhan thought 1t was quite
foggy, but Head Brakeuan .letlowski said thet while
the weather was slightly foggy 1t did not interfere
with the view and thet e wes sble clearly to see and
understand lantern signals given by the conductor from
8. position 21 cars back of the wmotor. Brzkeman
.€tlowskl 2lso sard he had been gble to sec the marker
lights on the caboose very distinctly when he looked
1n that direction as his train approached liew Haven.

The state.eats of Flagman 0'Connor, of train
HN-2, indicated that he ot off the caboose Just before
his train wzsTrought to a stop and started back to
protect, teking with his red and white lanterns,two
torpedoes, and a fusee. He said that although the fog
was 80 thick ne could not see wore than 10 car lengths,
yet he welked back slowlv., According to his statements
he had reached = point about one-fourth of the way
across West Hiver bridge, the east sbutuacnt of which
13 176 feet west of signal 71.22, when he saw extra
0110 approaching sbout 10 car lengthe distant. He said
he then returned to the eastern end of the bridge,
placed one torpedo on the rail, ~nd began to give stop
signals with his lanterns fro: the erginedan's side of
the track, not having tiuze to light a fuses His
s1gnals were not ansvered and the irain passed haim
moving at a speed 7Thich he thought might have been as
high as 30 miles an hour, colliding with his owvn train
without the brakes haviang ceen npplied, or the speed,
a8 far s he was able to judge, having been reduced,
The motor was closed up when 1t passed hia and he saad
he did not see any one 1n 1%. When asked why he did
not go back a greater distance from his train he
replied that he walked "nice and slo#," and when he
was then asked 1f he should walk slowly wroen required
to protect his train, he said he "didn't kave the time'".
Later the statement was wade to him that hoe could have
gone back twice as far 1f he had walked with any degree
of rapidity and he sazid that 1f he had known he was
~enpired to he would have done 1it.
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Conductor McAllister, of extra 0110, sax1d the
car inspectors at Harlen River yard made the usual
terminal alr-breke test znd reported the brakes i1n
his train as being 100 per cent operative. GShortly
after leaving the yard an air hose broke on the car
next to the caboose, and affer a short delay it was
replaced, the brakes were released and the gauge 1n
the caboose registered nearly 70 pounds pressure when
the train started egain. As his train approsched the
poilnt of accideat he and the flagman were expectiing a
brake application and had gotten out of the cupola
and were near the air gauge where they could observe
the prescsure registered. His train passed signals
70 32 and 71.22 without thc speed having been reduced
and no reduction i1n the brake-pive pressure was shown
or the gauge up tc the time of the collision, the
pressure being maintained at nearly 70 pounds, the
only thing he noticed was a slight jar, as 1f power
had been shut off, a2 fer seconds teforec the collision
occurred. He was not certain as to the specd, but
estimated that at the time of the sccident 1t was
about 25 miles en haur Conductor iMcallister said
he had talked with Engineman loore a shori time
before thei~ train departed fron Hunts Point, near
Harlem River, at 12,15 a.m., and at that tire the
engineman rppeared normal in 211 respect., Conductor
wchllister also sai1d it was foggy, he did not know
how far signals could be seen, but sa:d that when
locking along the side of his train as 1t rounded
curves he could not see more than 10 or 12 car
lengths It also appeaied fror his statements that
when on his way back to flaz, after the occurrence
of the accident, he laooked back toward the 1ear of
hie train when about 10 car lengths from the caboose
and was able clearly to see the indicaftion of signal
71.22, about 12 car lengths east of where the caboose
was standing.

Brakeman O'Brien, of extra 0110, said he went
to the front end of the motor just after his train
left the terainal and celled the attention of the
fireman to the fact that the rear headlight was burn-
ing, this being the oanly time he was 1n the front
part of the motor on the trip. After stopping just
outside the terminal at Harlem River on account of a
broken air hecse on the rear car, no stops were made
until the colliszon occurred. Brakcenan 0'Brien was
riding in the rear end of the motor, eating his lunch,
25 his trazin =pproachea New Haven and did not sec the
gi1gnals and knew nothing of their indications, When
he had gotten out of the motor after the accident he
noticed the marker lights on the caboosc of his train,
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adding that as far as the weather conditions were con-
cerned he could have seen the3e markers for even a
greater dicstance, He was guite positive that the
brakes were not applied pricr to the collisron, EHe
also was of the opinicn --.2% the power was rnot shut
off and that the collizsion occurred +ithout the speed
having been reduced ir a2ny nasner. Brakeman 0'Brien
also steted that he heard a torvedo explode a short
time prior to the collaisron.

Car Inspector Ryan, on duty at Harlem River at
the time extra 0110 departed from that point, said
he xmade a terminal test of the air brakes, that he
personally examined the c¢vlinders and plston travel on
each car in the train =nd found »11 of the brakes
working and in good order. Car Inspector Sullivan
sald he assisted Car Inspector Ryan in testing the
al1rT brakes and heard Inspector Rysn say that the air
was all right and that all of the brakes were working.

Signal Meaintainer ®illett, on duty frouw 11 p.m
until 7 a.:i., was at the place of accident 10 minutes
after the ccllision occurred and at that time 1t was
raining lightly »nd there was a slight fog, but the fog
was not of suffeatent density to interfere materially
with the view of the signals He sn1d he noticed the
si1gnals displayed for tracke 3 and 1 end that they could
easlly be seen from a distance of about 2,500 feet A1l
the signals he observed were displayang their pioper
indications

Signal Bupervisor Werren inspected signals
70,32 and 71.22 shortly after the occurrence of the
accldent and found nothing to indicate that they were
not functioning properly, the only irregularities ne
digcovered being those caused by the wreckage. EHe said
he could see the i1ndication displayed by signal 71.22
from a point about 4,000 feet distant

Assistant Shop Foreman Bennett stated that

motor 0110 was inspected and examined by employees under
hls direction before 1t left the terminal and at that
time all air-brake amechanism and ¢other appurtenances
were in good condition. 1. Bennett said he had con-
versed with Engineman Yoore before the engineman left
the terminal and that he appeared perfectly normal 1in
every respect,
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Terminal Trainmaster Doolan, who arrived at
the scene of the accident about 25 minutes after 1t
occurred, said there was no perceptible fog at that
time, as a npatter of fact he wes able fto see an
employee of the signal dep-rtment, who was carrying
a large fl=zh light at the time, as he was leaving
gignal station 75, whirh is approximately 2,700 feet
distant fro. the point of accident

Conciusions

This accident vas caused by failure to obey
si1gnal indications and by fairlure to enter yard limits
under control, for which Eangineman l.oore 1s responsible.

Notwithstandinz the fact that both flag and
signal protection were provided, the evidence i1ndicated
that extra 0110 approached the point of accident at a
high rate of speed, passed over and exploded a torpedo
placed on the rail by the flagman, passed the flagman,
passed the stop indication of signal 71 22 without
reducing speed, and after traveling an additional dis-
tance of apout 1,250 feet crashed i1nto the caboose of
train HN-2 without any application of the air brakes
having been made. The 1nvestigation developed nothing
to i1ndicate that there was anything wrong either with
si1gnal eystem or the air-brake apparatus and 2s the
engineman and fireman were killed in the collislon any
attempt to explain why neitner of them applied the air
brekes for the purpose of bringing the train to a stop
would be uwere conjecture.

The statementsz of Flagman Q'Connor indicate that
he rade 1little effort to provide proper protection for
his train, while his statement that he was part way
across West River coridge vhen he gaw extra 0110 ap-
proaching about 10 car lengbhs distant, moving at a
speed of nearly 30 miles an hour, and then was able to
return to the castern end of the bridge and put down
a torpedo, 1s 1acredible, The evidence indicates that
ne had 10 minutes ain which to proiect his train, and
vt seems more than probable that all he did was to go
back as far as the bridge and remain at that point.
While under the circumstances there is no definite as-
surance that proper action on his part would have pre-
vented the occurrence of the accident, yet he 1s open
to severe censure for the lax method i1n which he
performed his duties.
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Had an adequate automatic train stop or train
control device been in use omr this line this accident
would have been prevented

A1l of the employees 1involved, with the exception
of Brakeman Q'Brien, were experienced men, and at the
time of the accident none ned been on duty in violation
of any of the provisions of the hours of service law.

Respectfully submitted,

W. P. BORLAND

Director, Bureau of
Safety



