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On June 12, 1913, a rear-end collision ocecurred between the first
end second sections of westbound tramn No 53 at Stamford, Conn ,
on the New York, New Haven & Hart{ford Rairoad, resulting 1n the
death of 6 passengers and the mjury of 20 passengers and 2 maidl
clerks Inspectors who were n the mmediate vieimty proceeded
to Stamford within o short tume after the occurrence of the accident,
while others were ordered to that pomnt to assist in the mnvestigation
A public hearing was held by the Commission at Biidgeport, Conn ,
on June 18-19, 1913, and the Public Utiities Commussion of the State
of Connecticut, which was then engaged i an mvestigation on 1ts
own mitiative, was mmvited to and did participate in this hearing
The mvestigation of this accident developed the followmng facts
Westbound passenger train first No 53 wes en route from Spring-
field, Mass , to New York, N Y At the time of the accident 1t con-
sisted of one smoking car, three dey coaches, and one Pullman parlor
car, 10 the order given, hauled by locomotive No 1025  All of the cars
in this tramn were of wooden construction, the parlor ear being equipped
with steel platforms This train was in charge of Conductor Vineent
and Engineman Worthington It left New ITaven, Conn ,at3 53p m,
two rminutes ahead of time, left South Norwalk at 4 35 p m , one min-
ute ahead of time, and at 4 46 p m , two minutes shead of its sched-
uled arriving time, came to a stop east of Stamford station for the
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2 INTERSTATE COMMERCE COMMISSION

purpose of substitutig an electric Jocomotive for the steam locomo-
tave, tramns being operated by electric power between Stemford and
New York While this change was being made the rear end of the
tram was struck by second No 53, the collision occurring at 4 50
p m At the tume of the collision the rear end of first No 53 was
nearly 2,000 feet east of Stamford station

Second No 53 was en route from Boston, Mass, to New York,
N Y, and at the tame of the accident consisted of the following cars,
all of which were of wooden construction

Year bwlt | Trucks Weicht

Wheels Pound:

New Haven postal 3251 1903 6 102, 000
New Haven baggage 3106 1907 4 86, 400
Pullman Centredale 1511 (] 132, 000
Pullmgn Pristing 1906 6 116, 000
Pullman Foxbore 1900 6 122 000
Boston & Albany coach 441 1809 6 94 00D
Boston & Albany coach 414 1899 6 94,000
New ITavoen coach 1814 1912 4 85,000

This tramm was hauled by locomotive No 1338, e superheater of the
Pacific type, weighing 154,000 pounds on 1ts driving wheels, and
having a combmed weight of engine and tender, ready for service, of
384,000 pounds The tramn was in charge of Conductor Dunn and
Engmeman Dougherty It left New Haven at 357 p m, South
Norwalk at 4 39 p m, and colhded with first No 53 at Stamford at
450 p m , as previously stated

The force of the collision drove the first section ahead a distance of
about one and one-half car lengths Locomotive No 1338 telescoped
the wooden perlor car on the rear end of first No 53 nearly the entire
length of the engine, only the cab bemg visible This parlor car was
80 badly damaged that 1t was burned a few hours afterwards Nerther
the engmne nor tender, nor any of the cars m second No 53 was
derailed, end the engine sustained only shight damage None of the
other cars 1n e1ther traimm was matermnally damaged  After the accident
1t was found that the second section hed parted between the baggage
car and the first Pullman car, brealang the knuckle on the forward
end of the latter car, the cars being separated 15 or more feet

This part of the New York, New Haven & Hartford Railroad 1s a
four-track road Tramn movements are governed by the controlled-
manual block-signal system  The signals are of the two-position, sus-
pended type, and at Stamford are supported on signal bridges, each
signal being over the track it governs Train orders are not used
unless a tramn 18 moving agawnst the current of trafic When first
No 53 came to a stop 1ts rear end was 171 feet west of the home signal,
which 1n turn wes 1,800 feet west of the distant signal This latter
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ACCIDENT AT STAMFORD, CONN , JUNE 12, 1913 3

signal could be seen plainly by approaching westbound engme crews
a distance of 1,847 feet About 900 feet east of the home signal 13
the beginning of a 2-degree curve leading toward the north, 827 (eet
m length, the eastern end of this curve bemg about 100 feet west of
the distant signal  The home signal can not be seen from the distant
signal  East of the distant signal the track 1s straight for 1,500 feet,
then there 13 another 2-degree curve leading toward the north, 1,731
feet mn length  The grade for a distance of 1 mile or more east of the
point of collsion 18 slhightly descending for westbound trains, at no
fime bemng greater than one-third of 1 per cent The speed of second
No 53 prior to the time steam was shut off at a pomt east of the
distant signal 18 believed to have been m excess of 60 miles per hour,
i fact, the train sheef shows that second No 53 passed Darien,
Conn , at 4 46 p m, and that 1t traveled the distance of 4 5 miles to
Stamford m four minutes, or at an average speed of 67 5 miles per
hour At the time of the collision the speed had probably been
reduced to 15 or 20 miles per hour The weather was tlear
The home signal protecting the rear end of first No 53 was in the
stop position when second No 53 approached, while the distant
signal was m the caution position, indicating to the engineman of
second No 53 that the home signal was mn the stop position At
the heormg the engmeman ot second No 53, C J Dougherty,
testified that on the day of the accident the aw brakes were not
working well, and gave that as hwe reason why he was unable to
obey and be governed by the signal mdieations, and bring his tramn
to & stop 1 time to avoid the collision He said that when =top-
pmg at a signal tower leaving New Haven he experienced no
difficulty m controlling his train, as he was running slowly At
Bridgeport he took extra precauntions, and he did likewise at South
Norwelk While within the city Immits of South Norwalk he had
occasion to apply the emergency brakes to avoid striking o bey, and
he testified that at that tinme he was not satisfied with the way the
brakes worked, as the tramn was not stopped as soon as he thought
1t should have been Approachmmg Stamford he shut off steam
on the curve before coming withmn sight of the distant signal
When his engine approached near enough to enable him to see the
distant signal, (t was m the caution position At this time he
said he was about 300 feet away, and he at once made a 15-pound
reduction m the tram-line pressure The brakes did not seem to take
hold well, and after passmg the distant signal he made a further
reduction of 10 pounds  When his engine had reached a point about
300 feet from the rear end of first No 53 he apphed the brakes mn
emergency, but was unable to stop hus tram  He also testified that
when he saw that there was danger of a colhsion he tried to reverse
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hts engmne, but as he had hurt us beck a short time previously whil.
attempting to reverse an engme of this type, which worked hard or
account of bemg new, he was able to move the lever but a short dis-
tance—not enough to do any good

In testifying as to his experience Engmeman Dougherty statec
that atl of his radroad experience had been with the New York, New
Haven & Hartford Railroad He had had nme years’ and ewgh
months’ experience as a fireman, most ot which had been on tha
part of tho New York, New Haven & Hartford Rairoad betweer
Midway, Conn, and Harlem River, N Y, which embiaces the
territory involved m this accident He had had three years’ expe
rence finng 1n passenger service, most ot which had been spent
on a local tramn running between New Heven and Shelburne Falls
Mass Ile became an engineman on March 16, 1912, but was reducec
to firmg on May 31, 1912, on account of a reduction of foree On
June 26, 1912, he was again promoted and had been employed as ax
engimeman since that date Before becommg an engmeman he hac
to take mechanieal, ar-brake, and book-of-rules examimations e
failed to pass the mechanical examination, but was afterward-
reexamined on that subject and passed In his brief expetience a-
an engineman he had never been m fast passenger-tram service at
any time up to the Tuesday preceding the date of the accident
which occurred on Thursday, practicelly all ot his experience as an
engmeman having been spent upon switch engmnes and slow {reight
trams Prior to June 12, 1913, the day of the accident, Engineman
Dougherty had worked 265 days as an engineman  This service was
distributed as follows Yard service, 158 days, slow freight seivice
79 days, fast treight service, 10 days, passenger seivice, mcludmg
pey cars and mixed tramns, 18 days Of lus 18 days in passenge:
service, only 2 days, June 10 and 11, 1913, had been spent in fast
passenger-tramn service

On his first day as an engineman 1n fast passenger-train seivice,
two days preceding the date of the aceident, he made two round trips
from New Haven to Stamford, which stations are 40 muiles distant
from each other On his first trip to Stamford, which was made on
second No 53, he had trouble with the air brakes, and at Bridgeport
the train ran by the station before being brought to a stop When
he reached Stamford he made a written report 1 a book furnished
for that purpose, and among other things reported ‘‘brakes no good
Before starting on the return trip to New Haven he looked at the
book and saw a machmist’'s neme signed there, mdicating that the
necessary repelrs had been made He was not entirely satisfied,
however, and en route to New Haven took extra precautions mn
making the stops, starting to brake ‘‘way back,” securing good
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results The locomotive mn use on Tuesday was No 1338, which
was the locomotive mvolved 1n this acctdent This wes a new loco-
mofive, having been delivered to the railroad recently, and Engineman
Dougherty had never used a locomotive of that type previous to
Tuesday He further stated that he had much difficulty 1n watching
the water, and thought thet all the water glasses were out of order
on the engimes of this class

Since he had been an engmmeman none of the traveling engineers,
who were employed for that purpose, had ever ridden on an engme
with hum, or gaven ham any instruetions or assistence of any kind
When he was taking his engine from the turntable preparatory to
starting on the first trip to Stamford on Tuesday, Traveling Engineer
Carroll asked him where he was going He replied that he was going
out on second No 53 Engmeman Dougherty’s further testimony
as to this conversation was as follows

He sad, ““Well, for Chriei’s sake look oub for youmself '’ He says, “Harmon got
mnto 1t yesterday !’ Ie saya that “‘the brakes ain’t holding, and the water glass 18
out of order ” Now he says, ‘‘Bardo 19 rmsing holy hell” 8o he says, *‘Starg
braking back far enough so as to make sure you will stop '’ That was the only instruc-
t1ons I ever got

Engineman Dougherty also testified that although on the trips
precedmg the accident he had stopped east of Stamford station for
the purpose of cufting off his engine and allowing an electric loco-
mot1ive to couple on in order to handle the train from that pomnt to
the termmal at New York, yet he did not know where 1t was customary
to make this change in motive power, as no one had ever smid any-
thing to lum about it During the three weeks i which he had
acted as fireman, or assistant, on an electmc locomotive between
Stamford and New York, the change 1n power had sometimes been
made at Stamford station and sometimes at a pomt enst of the
station

Fireman Smith, of second No 53, was an extra fireman with about
15 months’ experience He testified that when approzching Stam-
ford the engineman called his attention to the caution signal and that
by the time he looked cut and saw 1t the air brakes had been applied,
that 1s, he heard the exhaust of the aw, but did not feel the brakes
take effect He did not hear the engmeman apply the emergency
brakes just prior to the collision, but on lockmg at the brake valve
saw 1t set 1n the emergency position

Conductor Dunn stated that coming into Stamford he first noticed
an application of the air brakes at a point just east of the distant
signal This appheation of the brakes did not seem matenally to
reduce the speed of the tram  Just before the collision occurred the
brakes were applied 1n emergency After the accident he did not
examine the cars 1 his tramn, but when going back to send out a
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flagmean to protect the rear of the trem he noticed on one of the cars
a piston out of the brake cylinder on the extreme end

Bagpageman Wison stated he did not notice any application of
the brakes until they were applied in emergency just before the
collision

Engmwemen Waite, an employee of the New York, New Haven &
Hartford Rairoad, who was standing near the pownt of colhsion at
the time of its occurrence, testified that he was curious to know why
second No 53 should have run by the signal set agamnst 1t, and on
this account walked along the train fo see if he could find enything
wrong Ile stated that two of the cars appeared to him to be in fine
conditton with respect to the ar-brake piston travel, but that in the
cese of the other cars the piston travel seemed to be too long He
thought, however, that the brakes were about the average He found
one car on which the biakes were not applied, but stated that the
arr might have lenked off after the acculent Engmeman Waite
further testrfisd that unless the brakes were 1n very good conditton
1t would requiwre 2n emergency application to stop a fast tramn in the
distance between the distant and home signals at Stamford

Master Mechanic McCabe stated that he reached the scene of the
accident at about 5 p m, at which time there was no one on the
engine He found the brake valve i the emergency position, the
reverse lever m the center, and the sand blower open  The air pump
was working and the reservoir pressure was about as high as usual,
m the neighborhood of 125 pounds After seeing that there was
enough water in the boder he got off the engine and asked the engine-
man, who was standing on the ground, what the trouble was, and he
rephed thet the brakes did not hold  Master Mechanic McCabe further
stated that he thought the accident wes due to Engmemean Dough-
erty’s mexperience as an engmeman on first-class trans, that he
was approaching Stamford at an excessively high rate of speed, and
did not possess sufficient judgment, as far as the air brakes were con-
cerned, to enable um properly to control his tramn

General Awr-Brake Inspector Joy testified that he was on the scene
20 minutes after the accadent occurred and made an exammation of
the equipment of second No 53 He found the piston travel on
the cars in this tram to be as follows

Inches
Mail car - 6
Baggage car 8%
Pullman car Centredale . 7
Pullman car Pristina 10%
Pullman car Foxboro . R Released
Boston & Albany coach 441 8%
Boston & Albany coach 414 64
New Haven coach 1914 9
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* He accounted for the brakes bemng released on the Pullman car
Foxboro by stating that he found to be broken a pipe which conveyed
arr to the water-distributing system Because of the period of trme
which had elapsed between the time of the accident and the time of
this examination he thought the brakes possessed good holdmg power
In his opuon the breaking of the knuckle on the coupler of the
Pullman car Centredale was probably due to the emergency applica-
tion of the brakes on that car while running at a low rate of speed
Referring to the distance between the home and distant signals at
Stamford, Inspector Joy was unable to say whether or not an engine-
man would be able to stop his tram at the home signal if he apphed
the brakes at the distant signal while running at a speed of 50 miles
per hour He thought, however, that there was ample room to make
this stop 1f the brakes were applied as soon as the engineman came
m sight of the distant signal

Second No 53 ran from Boston to Springfield, Mass, over the
tracks of the Boston & Albany Rairoad Engineman Mead, of the
Boston & Albany Railroad, who was i charge of the engme haulmg
this tramn from Boston to Springfield on the day of the accident,
stated that the brekes were a little slow 1n operating, and that he had
to meke & large reduction of air before he felt the brakes take hold

At Springfield and at New Haven air-brake tests and general
inspections of the equipment of second No 53 were made, engines
were changed, and one car was cut out at each of these points These
mspections covered safety apphances, hose, wheels, journals, brake
ngging, brake shoes, and all other devices and parts which might
become defective It 1s customary to make no record regarding an
mspection of this cheracter unless some defect 18 found In an-brake
tests, if the piston travel 18 found to be more than 8 inches, 1t 18
adjusted or the air cut out, but on through trams this s seldom nec-
essary  When second No 53 came 1nto the station at Springfield the
engine was cut off, an application of the brakes was made by opening
the engle cock, and the inspectors examined the frain to see that all
the pistons were out The engine of the New York, New Haven &
Hartford Rairond was then coupled on, the train hine weas coupled
up, and the brakes were released, then another epplication of the
brakes was made, the 1nspectors only noting that the brakes applied,
no nspection being made as to the operation of the brakes in service
eppbcation When the brakes hed been agein released the con-
ductor was notified that the train was ready to proceed There were
three ispectors who made this inspection and brake test at Spring-
field, and the station time of this train at that pownt 18 five minutes

Engineman O’Connor, who was i charge of engine No 1345, which
hauled this tram from Springfield to New Haven, stated that the
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brakes on the train were 1 good condition and that he had no diffi-
culty in operating them

At New Haven the engine was taken off and the dining car cut out
There were four mspectors to do this work, and then two mspectors
made an mspection of the train and tested the brakes After engime
No 1338 was coupled on and the train line was coupled up, the
engineman made an appheation of the brakes, and when 1t was noted
that they applhed through to the rear end a signal to release the
brakes was given and the train proceeded The train stopped seven
minutes at New Haven

It 1s believed that the mspections and tests of the air brakes
of this train which were made et Springfield and New Haven
were not sufficiently thorough to furnish accurate informefion
regarding their effictency At Springfield the brakes were applied
by opening the angle cocl at the head end of the train after the
engine had been cut off, and this no doubt was equivalent to an
emergency apphcation Under these conditions an mspection could
furnish no information regarding the operation of the brakes mm an
ordinary service applicetion It 13 believed that a more complete
and reheble air-brake test should be conducted at Springfield, par-
ticularly 1n view of the fact that at that pomt the tramn 18 recerved
from a foreign road At New Haven the am-brake test was even
more superficial, the object of this test apparently being merely to
msure that the train line was coupled up and that aiwr flowed through
the tramn line to the rear end of the train

When Engineman Dougherty brought engme No 1338 to the
roundhouse et Stamford on June 10 he made out a repoit 1n the book
provided for that purpose, 1n which he mentioned three defects, one
of which was that the back end of the main rod ran warm, another,
that the water glass didn’t work, and the third, at the bottom of the
page under the heading “ Other work needed,” was “ Brake no good
When this engme was brought to the pit at Stamford, Foreman
Brady took charge of 1t He saw Engineman Dougherty and talked
with him a few minutes, but nothing was said about the condition
of the brake TForeman Brady steted that he handled the engime
himself, he ran 1t on to the turntable and as there was only about a
2-foot clearance he had to be very careful in making the stop on the
turntable, but the brakes operated properly and he did not heve any
trouble After the engine was turned he ran it to the water plug,
and the brakes again operated properly when he stopped there He
stated that both times he used the independent brake, and that he
did not operate the automatic brake or reverse the engine He did
not mspect the engine, neither did he hear the engineman say any-
thing about the condition of the brakes, although 1t was customary
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'for an engineman to warn the man at the pit 1n case of a defeciive
brake
Machimst Gash, who was on duty at the pit at Stamford on June
10 when engme No 1338 was delivered there, stated that he was a
general man about the roundhouse and his duties included mspection
and repair of locomotives He had been a machinist for about 5
years and had been employed at Stamford for about 10 months He
stated that 1t was his custom when mspecting locomotives to examine
the piston travel, applying both the independent and the automatic
brakes, he also looked for leaks in the brake pipes and examined the
brake rigging and brake shoes He knew how to adjust piston travel
and repawr leaks, but admitted he did not know much about the air-
brake system He stated that when a locomotive requiring atten-
tion or repairs was brought on the pit 1t wes customary for the engine-
man to report to the foreman, and the foreman would then direct the
necessary work to be done If anything special was required the
engmemen would personally see the machinist After completing
the inspection and reparr of an engimne 1t was customary to check off
from the engmemen’s report the 1tems which had been attended to
He saw Engineman Dougherty’s report regardmg engine No 1338 on
June 10, he mspected the brakes, made the necessary adjustments on
the mam rod, and examined the sander He said he checked off
the last two i1tems and sgned the report, but he did not check off
the 1tem referring to the brakes for the reason that he found nothing
wrong with themn His examination of the brakes consisted merely
of noting that the piston travel was properly adjusted when the
hostler stopped the engine on the turntable He did not know
whether the independent or the sutomatie bralke was used 1n making
this stop  When he found nothmg wrong with the brakes he thought
the defect noted by the engineman could not have been very serious,
for he said of 1t had been the engmeman would have told him about
1t, or would have celled the matter especially to the attention of the
foreman He made no report to anyone regarding the condrtion of the
brokes orhis failure to repair them, as he said that 16 was not customary
to make any report when enything mentioned on the engineman’s
work report was examined and found to be 1n proper condition  The
engine went out withoué any further inspection bemg made and
without any repairs to the brakes He did not remember the item
referrmg to the water glass, and stated that he did not examine the
water glass and that no work was done on 1t before the engime left
Stamford
No book for reporting defects was mamtained at the old engme
house at New Haven, and the master mechanic stated that if a defect
1 the brake system occurred on an engme comng 1 there 1t would
209—I13—=2
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be the engmmeman’s duty to call 1t to the attention of the mspector *

If an engmeman brought hs engme 1 and said nothmmg about any
defects the mspector would be justified in assummg that everything
was I good conditlon unless he discovered defects wlile making
his mspection

Engme Inspector Quinn, who worked at the old engine house at
New Haven, stated that hus duties consisted of mnspecting everything
on an engie under the running hoard, but he did not touch the brakes,
unless he found loose jam nuts, and then he adjusted them He
stated that on June 10 engine No 1338 was brought to the spark
pit and he made an mspection of it, he found everything 1n good
order He saw Engineman Dougherty, but the latter smid nothing
about the condiftion of the engine or of work required to be done

Master Mechame Clarkson, of the Shore Line Division, who was
located at Cedar Hill roundhouse, New Haven, stated that about 110
or 115 engines came 1nto that roundhouse dailly A general foreman
has charge of the mspection and repair of locomotives A book 18
kept there, m which enginemen make reports of work required to be
done on loecomotives brought m by them, and a clerk makes copies
of these reports, which are turned over to the foremen of the proper
departments, who m turn assign men to do the work The man who
does the work 1 each case 18 supposed to sign the book 1n which the
origmal report 18 made, but this 18 not always done At that
roundhouse four engine inspectors and two air-brake mspectors are
on duty n the daytime, and two engine mspectors and one air-brake
mspector at might An engmne inspector wnspects the running gear
and an air-brake inspector inspects the brakes on each locomotive
that comes ;n The air-brake mspector makes a record of the defects
he finds, and if he can repair them he does so, if not, he makes out a
report which he turns over to the air-brake foreman, who then assigns
a man bo do the work, this men reports to the air-brake foreman
when the work 18 completed As a rule no further mspection 1s
made

General Foreman of Repawrs Harms, who was located at Cedar
Hill roundhouse, stated that when en engmeman brings an engine
to that roundhouse he makes a report i prescribed form, in the
book provided for that purpose, of work that 1s needed on Ins engine
A clerk makes coples of these 1tems on ships, which are given to the
foremen of the proper departments, who assign men to do the work
There are about 450 men employed at Cedar Hill and there are
enough foremen so that each one has only a small force and can keep
track of the work done When the work called for on the slips has
been done the men who do the work are supposed to sign the engine-
man's work report, but if the work 1s not done the slips are returned
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; to the foreman, and no notation 1s made in the book regarding 1t
Men are not required to sign the book except for work done by them
which had been reported by enginemen Many of the men were
unwilling to sign the book when they had completed the repairs called
for, fearing that 1f some defect developed after the engine was sent out
they would be held accountable An examination of the work book
at Cedar Il roundhouse disclosed the fact that in a large majority
of cases men had feiled to sign the book as required, and there was
nothing to mndicate that the work reported by engmemen had been
done In checking up the records regarding engmes of the 1300
class from May 23 to June 6, 1t was found that there were 24 mstances
n which defective water glasses had been reported, m one mstance
the engineman stating that he had reported the same defect thiee
times, and there was no record whatever that any of these defective
glasses had been attended to  General Foreman Harns stated that
he had given orders to make the necessary repairs as fast as practicable
and that all except three of these defects had been repaired There
were also 21 instances m which air-brake apparatus or reverse levers
on engmes of this class were reported as defective, and m only one
of these cases was there any record that the necessary work had
been done General Foreman Harrs stoted that these were new
engmes and that they required some adjustment He behieved that
the work reported had all been done but that the men had failed to
sign the book There was no complete record of work done at this
roundhouse nor was there any system of supervision or inspection
of repairs which would msure that work reported had been properly
done and that those m authonty would know that an engine was n
proper condition when 1t was sent out

Arr Brake Inspector Fowler, who was located at Cedar Hill round-
house, stated that on June 12 he made nn examination of the brakes
on engine No 1338 and found that the piston travel on the right side
was about 11 mnches while on the left side 1t was about 7 nches
The long piston travel wes the only defect he found, and he wrote on
a shp, “Take up driver brakes,” and sent this report to the office
He stated that he operated both the independent and the automatic
brakes, and both worked properly He did not see the engmeman
who brought this engine n, or his report of work requured to be done
on 1t, and he did not make any repairs to the biakes on this engine
He did not know whether or not the piston travel on engime No
1338 was properly adjusted before that engine went out He had
examined the brakes on a number of engines of this class and had
found that 1f the piston travel was out of adjustment it was usually
too long rather than too short It was not his custom to measure
pston travel but merely to estimate 1t or guess at it He usually
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mspected from 35 to 38 engmes each might, if engines ceme 1 so
fast that he could not mspect all of them the day inspectors ex-
amimned those that he mssed

Air Brake Machimst Coden, who was located at Cedar Tl round-
house, stated that on June 12 he recewved a shp from Inspector
Fowler calling attention to defective brakes on engimme No 1338, he
found the pston travel on the nght side to be about 11 inches and on
the left side 44 mnches, and he adjusted the piston travel on the nght
side to 4% mches Hoe stated that after this work was done he
destroyed Inspector Fowler’s shp, as he did all ships of this lund after
the work specified had been completed e stated that a complete
record of all work done was not kept, but 1n making out time shps
the machimsts were required to state the time spent on each engwe

Road Foreman of Engines Carroll stated that he had been employed
m that capacity since August 21, 1912, and that there were four
road foremen of engines on this division having general supervision
over about 400 enginemen in steam service Road foremen of
engmhes are required to imstruct enginemen, to ride over the road
with them from time to time, and to see that they perform their
duties properly He stated that he did not know how many trips in
passenger-train service Engineman Dougherty had made, but knew
this was not hus first trip, he did not know whether or not any road
foreman of engines had ever ridden over the road with Dougherty
He stated that he had been structed by the general manager to
caution engmemen regarding the operation of tramns, and that on
Tuesday afterncon he had warned Dougherty to exercise great care 1n
running his tram  He also talked with Dougherty on the day of the
accldent about running past the station at Biidgeport on a trip two
days before, and made the remark that the reason for overrunning
the station was that Dougherty was runnmg too fast, he told
Dougherty to begin to apply the brakes back far enough so that he
could stop his train properly He did not say anything about the
condition of the brakes, but called attention to the fact that the water
glasses on some of the engines of this class were not worling properly
and were not reliable, and told him to be sure to use the gauge cocks
When Carroll was asked why he did not ride with Dougherty on this
trip, m view of the fact that he considered 1t necessary to caution
him about handhng the engine properly, he replied that he believed
he had already performed a day’s work As second No 53 left
New Haven at 357 p m on the day of the aceident, Carroll’s talk
with Dougherty probably took place about the middle of the after-
noon In view of the importance of this tramn and i view of the
fact that Carroll knew Dougherty had had httle experience as an
engieman 1 fast passenger-train service, was not accustomed to the
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npw engines, and had failed to control his train properly at one place
on a trip just two days before, and elso since he did not know
whether or not a road foreman of engmes hed ever ridden over the
road with Dougherty, a proper sense of the responsibthty of his
posttion and a proper regard for the safe operation of this train should
have impelled Road Foremen of Engines Carroll to accompany
Dougherty on this trip

After the accident a number of tests were made to determine the
condition of the brakes, both on the engme and the cars  These tests
were made under the drrection of the following air-brake experts
P J Langan, air-brake mspector of the Delaware, Lackawanna & West-
ern Rairoad, C W Martwm, air-brake mspector of the Pennsylvanta
Railroad, and T L Burton and Chester H Lartmer, of the Westing-
house Air Brake Co The tram was i the same condition 1 which
1t had been on the date of the accident, evidence being produced
to show that no repairs had been made to any of the cars 'The
brakes on the engine were also in the same condition as they had been
on the date of the accident, no repairs having been made to them,
with the exception of repamring pipes on the front end of the engine,
which had been broken 1n the collision

Seven complete tests were made It was found that the governor
to the air pump on the engmme was erratic 1 1ts action and would
occasionally stop the pump, 1equiring a shght tapping to start 1t to
work and enable the pump to operate Outside of this erratic
operation of the pump governor the air brakes on the engine were
found to be 1 good condition

The first test was made at a speed of 64 5 miles per hour An
emergency apphcation of the brakes was made at a point 1,571 feet
east, of the distant signal The stop was made 1n 40 seconds and the
distance covered was 2,097 feet from the pownt where the application
of the brakes was made

Test No 2 was made at aspeed of 55 miles per hour A full serv-
1ce reduction of 30 pounds was made at the same point as in test
No 1, and the tram stopped 1n 39 seconds at a point 1,994 feet from
where the brake appleation was made

Test No 3 was made at a speed of 57 5 mles per hour An emer-
geney application of the brakes was made at the same point as m the
two previous tests In this test the tram was stopped m 35 6 sec-
onds, and the distance covered was 1,617 feet

Test No 4 was made at a speed of 60 5 miles per hour, the brake
application bemg made at the same pomt as in tests Nos 1, 2, and 3
A full service application of 30 pounds was made, the same as mn
test No 2 In this test the train stopped 1 47 6 seconds and the
distance covered was 2,525 feet

e o
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Test No 5 was made at a speed of 59 5 miles per hour A service
application of the brakes was made 1n this test, there being two
reductions of brake pressure, the first reduction of 15 pounds bemg
made at the same poinf as in the previous tests, after an mierval of
three or four seconds, a further reduction of 15 pounds was made
The time consumed 1 stoppmg 1n this test was 49 6 seconds and the
distance covered was 2,586 feet,

Test No 6 was conducted with the 1den of reproducing the condi-
tions under which Engineman Dougherty said he operated on the date
of the accident, as understood by those conducting the tests, nemely
runmng at a speed of 60 miles per hour and making a 10-pound reduc-
tion, followed by a 5-pound reduction, and then an emergency appl-
cation of the brakes The speed of the train mn this test wes 59 miles
per hour  The first application of 10 pounds was made at the same
pomnt as in the previous tests This was followed by a further service
reduction of 5 pounds, and when the locomotive passed the distant
signal the brake valve was placed m the emergency position, where
1t remained until the completion of the stop In this test the time
required to make the stop was 50 8 seconds, and the distance cov-
ered was 2,767 fect

Test No 7 was a duplicate of test No 6, with the exception thal
mstead of applymg the brakes at a pomt 1,571 feet east of the distant
signal they were applied as the locomotave passed under the bridge
on which the distant signal 13 located This test was intended to
reproduce the brake operations which the experts supposed had been
empioyed by Engineman Dougherty on the day of the accident
The speed of the train was 59 6 miles per hour at the distant signal
The brakes were applied by firsi making a 10-pound service reduction
followed by a 5-pound reduction, after which the brake valve wa<
placed m the emergency position and allowed to remaim ther:
unti] the tram stopped The stop was made 1n 42 8 seconds and th
distance run was 2,296 feet The train ran 496 feet past the homc
signal and 325 feet beyond the pomt where the collision occurred
In examining the brakes of the traw as o preluninary to making thesc
tests, 1t was found that the piston travel on the cars was not uniform
and on one car having the latest form of passenger equipment the
brake did not respond to an ordinary service application On a
standing test 1t required a reduction of at least 20 pounds of air tc
set the brake upon this ear, and upon another oeccasion 1t requrrea
a reduction of between 30 and 40 pounds of arr This indicated
thet the brake on this car would not apply except with an emer-
gency apphcation Immedately efter the collision the knuckle
on the coupler on the front end of thus car was found broken, and
there was a gap of about 15 feet between this car and the one imme
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diately ahead of it This break in two was probably caused by the
brake on this car bemng set with full force by the emergency apphea-
tion which Engmeman Dougherty made, the brake previous to that
time probably not holding at all

In addition to the above described tests, two break-in-two tests
were made to determine the distance in which the train could be
stopped separately from the engine, that 13, to show the gap between
the tramn and the engine On one of these tests the speed was 61
miles per hour and the gap between train and engine when both were
brought to a stop wes 196 feet The tune 1 stopping the engine was
27 seconds and the time 1 which the train was stopped was 23 4
seconds Tlis indicated a very good brake on the engine  The train
brakes, however, weie not as good as they should have been, that 1s,
the expert, Mr Langan, said that he expected to find a greater gap
between the engine and train

On the second test the speed was 53 mules per hour and the gap
between the engine and train was 251 feet The tmme of stopping
the tram was 24 4 seconds and the fime for the engine wes 26 sec-
onds In this test the engme was on a descending grade, which ex-
plamns the greater length of gap between the engine and tramn In
the opinion of Mr Joy, the air-brake inspector of the New York, New
Haven & Hartford Rairoad, & tran running 60 miles an hour on such
track as that at Stamford where the wreck occurred ought to be
brought to a stop in about 2,000 feet All four of these experts
agreed 1 the statement that a tram gomg 60 miles per hour ought
to be stopped within 1,800 or 2,000 feet on such track as the New
Haven road had leading mto Stamford Mr Martin, the expert of
the Pennsylvenia Railroad, said 1n his opinlon that the signals ought
to be spaced so that there would be sufficient distance between the
home signal and the distant signal to msure that a train could be
stopped with a service applcation of the brakes when gomg at a speed
of 60 miles per hour He further said that on the Pennsylvana Rail-
road a man who had not been properly examined and had not passed
the examnation required by the road foreman was not assigned to a
passenger troin without orders from the road foreman The practice
18 that when & man bids 1n a run, or a place where he 1s liable to be
assigned to extra passenger trams, he 1s instructed to report to the
officials of the different terminals where he has to 1un and 1s exammed
by each of these officials as to his efficzency n signals  If he passes
their exammnations he 13 put through the sir-brake examination by the
ar-breke inspector of the division where he 13 employed, and 1n addition
to this, if 1% 15 thought necessary by the road foreman of engines, he 13
put through a mechanical exammnation These examinations are
additional to the examination he 18 required to take when promoted
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to the position of engineman He said that Engineman Dougherty
would not have been assigned to a passenger traan on the Pennsylva-
nia Reilroad 1f any other man was available for service, and if 1t was
found absolutely necessary to send him out because of no other man
being available, then there would have been a traveling engmeer or
road foreman of engines assigned to ride with him to see that he
handled lus train properly Replying specifically to a question, he
sad

Considering fully the expenence that Engineer Dougherty had had as fireman of a
poassenger train and his experience as an engineer either on fast freight or passenger
traxne—that s, fast freight on the road—I do not think personally that he was the man
who should have been wssigned to a passenger train

Mr Martin stated also that a tran 1n the condition in which
second No 53 was at the tune of the test would not be permutted to
leave the terminal on any of the fast passenger runs on the Pennsyl-
vania Railroad This was due to the fact that the biakes on the
Pullman car Centredale did not apply with a service appheation and
would not operate with an apphcation of less than 20 pounds of awr
He said that in tests it took from 20 to 40 pounds of air to set the
brakes on this car Theoretically the brakes should have applied
with a 7-pound reduction Tn testing piston travel on engine brakes
1t was found that the brakes on the engine front truck had a travel of
5% mches On the driver brakes the travel on the right eylinder
was 9 inches and on the left cylinder 11 inches The tender brakes
had 6 inches of travel Mr Langan, the expert of the Delaware,
Lackawannae & Western Railroad, stated positively that a train in
the condition mm which second No 53 was found at the time of the
test. would not have been permutted to leave the terminal on the
Delewale, Lackawanna & Western Railroad in fast passenger-tran
service This was due to the fact that the brake on the Pullman ear
Centredale would not apply with an ordinary seivice reduction but
required from 20 to 40 pounds reduction 1 order to set the brakes
He said that Engineman Dougherty would not have been permitted
to handle a fast passenger train on the Delaware, Lackawanna &
Western Railroad The practice on his road was to require at least
3 years’ cxperience before an engmeman was permitted to run in fast
passenger service, and even then he was required to pass a special
examination on air brakes and was not permutted to run a tramn until
after s qualfications had been approved by the geneial awr-brake
mspector  Mr Langan also stated that there should be sufficient
10om between the distant and home signals to permut trains to be
brought to a stop with an ordinary sei1vice apphication of the brakes
He sard that the distance between the signals should be approxi-
mately one-half mile
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* Tn therr report on the results obtammed in the brenk-n-two tests,
the experts said that ‘‘the brake on the locomotive was 1n first-class
condition ' No statement in this connection wes made regarding
the condition of the tramn brakes, although some such statement
would seem to be needed, mnasmuch as the primary object of a break-
m-two test 13 to obtaln a showing of the comparative efficiency of
engine and tram brakes
In their final conclusion they say that in their opinion the brakes
on the cars at the time of the aceident were 1 ‘good servicenbls
condition ” This conclusion lacks definitoness because there 1s
nothing 1n their report to mdicate whet they meant to mectude 1n the
term ‘‘good serviceable condition '’
While they were unammous 1n saying that such a tram as second
No 53, under such track conditions as existed at Stamford on the
date of the accident, could be brought to a stop from a speed of 60
miles per hour wilthin e distance of 1,800 to 2,000 feet, 1t wul be noted
that m none of the tests where the speed approximated 60 miles per
hour was this result obtamed In four of these tests the train speed
varied from 59 to 60 5 miles per hour, and the length of stop from
2,296 to 2,767 feet  With a full service application at a speed of GO 5
miles per hour the length of stop was more than 2,500 feet, and with
a partial service followed by an emergency apphcation, the length of
stop m one mstance was more than 2,700 feet, and m another instance
nearly 2,300 feet At the highest rate of speed attained m any of the
tests, namely, 64 5 mles per hour, the length of stop was 2,097 feet
with a full emergency apphcation of the brakes These results were
doubtless sufficient to justify the statement that the train brakes
were 1n serviceable condition, but 1t 18 not believed that they were
m that high state of efficiency which the requirements of safety
demend in fast passenger-tramn service Train second No 53 trav-
eled at an average speed of 67 5 miles per hour from Darien to the
pownt of colhsion  Measured by the 1esults obtained 1n these tests, 1t
18 obvious that at this high rate of speed 1t would have been 1mpos-
sible for the engineman to have brought hia train to e stop in the dis-
tance between the distant and home signals, even had he made a full
emergency epplication of the brekes at the distant signal That the
train brakes were not m that high state of officiency demanded 1n a
tram of this character 18 further demonstrated by the comparatively
short gap between the engme and train in the break-n-two tests In
reply to e question at the hearing as to what these tests showed con-
cerming the efficiency of the train brakes, one of the experts said
that he expected to find a longer gap between the engine and tram
These fests further demonstrated that the distant signal 1s not
located far enough away from the home signal to provide safe stop-
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ping distance between the signals for high-speed trains In only one
of the tests was o stop made 1n less than 1,800 feet, and that was a
full emergency stop from a speed of less than 60 miles per hour The
experts sald that the distant signal should be located far emough
away from the home signal to provide safe stopping distance for a
train running 60 miles per hour, with & service application of the
brakes One of them placed this distence at one-halt mle There
18 no physteal reason why the distant signal at Stamfoad could not be
located 800 feet farther enst, and had 1t been so located, there 1s
every reason fo believe that this accident would not have occurred,
even though the engineman exercised poor judgment 1n faling to
apply the brakes until within a short dstance of the distant signal

The direct cause of this accident was the faillure of the engine-
man on second No 53 to apply the awr brakes m time to stop his
train before reaching the home signal  This farlure was the result of
an error mn judgment on the part of the engineman, due to his lack
of experience 1 handling high-speed passenger trains and the ebsence
of instructions 1egarding the proper method of handling his train

The responsibility for placing an wnexperienced and uninstructed
engmemen m charge of a high-speed passenger tram rests with the
operating officers of the New York, New Haven & Hartford Rail-
road Co

Contributing causes of the accident were the 1mproper location of
the distant signal at Stamford and the fect that the tram brakes were
not as efficient as the requirements of safety demanded on a frain of
that character

The rear car on first No 53, the parlor car Skylark, was built by
the Pullman Co 1n 1905 It was of wooden construction with the
exception of the platforms, which were of steel, and wes equipped
with nontelescoping ends As previously stated, this car was badly
telescoped and afterwards destroyed In 1ts twenty-fifth annual
report to Congress the Commussion called particular attention to the
desirability of all cars used 1n passenger-trein service being constructed
of steel Not only wes 1t considered that these cars would better
withstand the force of a collision or deralment and afford a greater
degree of safety to therr occupants than cars of wooden construc-
tion, but there would be ehminated the danger of fire breaking out
end adding to the suffering of the passengers and employees That
the steel car 1s considered to be an 1mprovement over the wooden car
18 shown by the fact that in ordering new cars for passenger-train
service many radroads have for some tume pest ordered nothmg but
steel cars, and at the present time 1t 1 the exception rather than the
rule to find weoden cars on the fast passenger trains of these roads
The New York, New Haven & Hartford Railroad, however, 1s among
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those ratlroads which have made comperatively slow progress in the
matter of steel-car construction Ths condifion, however, possibly
may be accounted for by the aititude of the officials as shown m
testimony teken m connecfion with the accident which occurred on
this railroad at Westport, Conn, on October 3, 1912, wherein Vice
President Horn, at that time in charge of operation, stated thet he
was doubtful as to the desirability of steel cars compared with wooden
cars, and added that if the New York, New Haven & Hartford Reail-
road could be convinced that there was something better they would
adopt 1t It 18 interesting therefore to note that the New Yorlk,
New Haven & Hartford Rairoad 18 now ordering steel equipment
mstead of wooden equipment, as evidenced by the testimony of Mr.
Wildin, mechanical superintendent Mr Wildin stated that the
number of cars under order by the New York, New Haven & Hartford
Railroad was 354, all of which were to be of all-steel construction.
These cars were divided as follows

Motors - 18
Trailera 26
Meal 26
Compartment mail 10
Smoking 64
Passenger - 138
Combmation baggage and smoking 10
Baggage 50
Dining . 9
Club )

Mr Wildin further stated that out of a total of 2,288 cars of varous
types comprising the passenger equipment owned by the New York,
New Haven & Hartford Rairoad on June 12, 1913, 31 were of all-
steel consfruction, the balance being constructed of wood Out of
this total of 2,288 cars, 33 were bult between 1862 and 1871, 138
were built in the decade ending 1n 1881, 744 n the decade ending
1n 1891, 311 in the decade ending in 1901, 930 1n the decede ending
in 1911, 89 1n the year 1912, and 3 1n 1913, whale as to the remaming
40 cers, all old and used chiefly as work cars, no record of the year
of their construction was available Mr Wildin further stated that
the average life of a wooden car 1n modern, passenger service should
be from 25 to 30 years, provided 1t was kept in good reparr With
reference to the Pullmen cars 1n use on this road, Mr Wildin showed
the total number of such cars in service to have been 236, of which
24 were of all-steel construction, 57 had steel underframes, while the
remaining 155 were of wooden construction These wooden Pullman
cars composed a part of the equipment owned by the New York,
New Haven & Hartford Railroad at the time 1t turned over 1ts parlor
and sleeping car business to the Pullmen Co 1n February of this year
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The parlor car Skylark was never owned by the New Haven Railroad,
however, having been sent over 1ta lines by the Pullman Co

Chnton L Bardo, general manager of this railroad, stated that
when he came with the property February 15, 1913, ‘‘the forces
were 1 many respects disorganized The tramn service was bad,
and things generally wers out of gear”, he at once took up with
employees and with division supermtendents safety conditions and
the question of safety m tramm operation, and on the Monday before
this accident he had a conference with the general committee of
enginemen and ‘‘ discussed practically that whole afternoon the whole
question of safety, in en effort to find what had crept mnto our engi-
neers and some of our forces employed on trains ”

While graphically describing conditions on this raroad mn his own
terms to be such that “things generally were out of gear,” he depre-
cated ‘‘this milk-and water investigation that we get” and “the
newspaper arficles which have been published in connection with
this investigation,” and sought by general reference to orgamzations
of employees to palhate conditions and to relieve the management
from 1ts responsibility for exwsting conditions

As to the effort to place blame for this accident upon the engine-
men’s working agreement with this railroad, attention is called to
the rules laad down 1n that agreement

Rule 1 of atticle 9 Spare engineers shall be run first 1n and first out so far as 1t 13
possible with the requirements of the service, and when engineers are assigned to
temporary vacancles they shall remain on same, provided they are competent, until
the regular engineer returna  They shall receive rates of regular engineers while on
the road

Rule 1, as amended, exception C No engineer who has less than one year’s roster
rating ad an engineer shall be allowed to run through passenger trains

This rule hag two plam and defimte exceptions

(1) “8So far es 1t 1s possible with the requirements of the service,”
and

(2) “Provided they are competent ”’

Primarily the determmation of (1) “the requirements of the serv-
1ee” and (2) “competency’’ of engmeers 1s for the management of
the railroad

The most important requirement of the service 13 the safety re-
quirement

In this case 1t 18 shown that no reliable or effective system was m
operation for the determmation of the safety requirements of the
service 1n the selection of an engmeman for a particular service or for
the determmation of the competency of an engineman when he was
first given a high speed passenger tramn

The neglect of precautions for safety was here a neglect upon
pomts which the enginemen'’s agreement left open to the management
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* The mere absence of demerit marks while m freight service was
considered a good record, sufficiently determined, to justify employ-
ment on fast passenger trains, a cless of service requiring the highest
degree of qualification No determination of special qualification for
higher grade of service was made

The agreement with the enginemen in no manner restricts exami-
nation or competency tests on the part of the management

The absence of all competency tests of this engmeman 15 a matter
for which the management 15 solely responsible

His good judgment m bringing an express passenger tramn to a
stop ought not to have been tried out at the risk of passengers’ lives

When, m handling a first-class passenger tran, this engmeman on
his first. trip went by a station and reported that 1t was due to the
brakes bemg no good, 1t 1s strange that no one m authonty then saw
any necessity for a test, either of the man or the brakes, before he
was agam sent out m the same line of service

The general manager, however, 1eached the conclusion that ‘“ there
was no suspicion that he was not in all respects capable’ when thig
engmeman was assigned to this high-class tran This conclusion was
1 no respect, justified by the facts

Even though Dougherty’s work m other grades of service was sat-
isfactory, the absence of any supervision or tests for a work in which
his faillure was so complete and disestrous can not be evaded by the
officials of this railroad  The safety of the public requues that these
officials shall take all reasonable precautions by test and supervision
to know that such men have the positive qualifications of good judg-
ment and knowledge of therr duty

Other railroads have rules providing safeguards in this respect,
as was shown by the testimony of the rairoad experts

The general manager said that the judgment of the engineman
‘‘was bad, unjustifiably bad”, and after describing his version of
Dougherty’s hendling of this tremn, he saxd ‘‘I can not conceive of
any man in his night mind domg a thing of that kind ”

He then stated in general terms his belief that the trouble arose
from the employees’ organizations end the attitude of the publi,
and said that ‘1t 18 true of the New England raldroads to-day,
they have not much left buf thewr corporate identity

No organization but that of the New York, New Haven & Hart-
ford Railroad Co 1s responsible for placing a man m charge of this
locomotive without tests or supervision by traveling engimeers of
his qualfications and judgment for this special work The deter-
mination of the ability, fitness, or qualifications of an engmeman 18
the duty of the railroad itself It was not delegated to any other
organization, nor could 1t be so delegated It was neither delegated
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nor performed It was neglscted It was unwarrantably assumed
that a man at the head of the list of spare enginemen was qualfied,
without any special consideration of the character of the service mn
which he had experience

Something 18 “‘out of gear” on e radroad where high-class trains
may be given over to an unmstructed engnemean

And this 18 true even 1f he 18 sent out on a run with the caution of
his superior, “Don’t let 1t get away from you ”’

Here was doubt from the man who ought to kmow

It was Carroll’s duty to know Dougherty's capecity, and if he
had any doubt he, as traveling engieer, should have gone with
him on the engine until all doubt was dispelled The general tone
of Carroll's warning to Dougherty as he started out on this trip 1s
a confirmation of the general manager’s statement that ‘‘the forces
were 1n many respects disorganized "’

The responsibihity for having a competent man with positive
quahfications at a post of duty 18 a corporate responsibility The
fault for placing an untested men mn a position fraught wath danger
to Iife 1s the fault of the company and 1ts officials

“Man failure’ can only excuse the railroad and 1ts officials where
the man has beenr properly tested and found to possess the positive
qualifications required

No automatic working of names from a list of men who may or
may not have the requisite quahficntions can excuse from the duty
of making reasonable effort to ascertam that the man selected 1s
quahfied

There 1s no evidence which raises any doubt that for the wok he
had previously been engnged upon Dougherty was competent, rehable,
and trustworthy His reputation and record were good But when
he was placed mn charge of a new engine attached to one of the fast
passenger trams some one 1n authonty signally failed in duty m
entrusting such an engine and train to his charge without any test
of his capacity for this grave responsibility

It seems hard to realhize that no practical tests were appled to
such a situation on this railroad, and that there was no supervision
by traveling engineers over an engmeman called upon for the first
tmme to take up a class of work calling for the highest qualifications

This investigation discloses that there was no rule upon this sub
ject Mr Bardo stated that he presumed it was a rule, that he
didn’t know until this mvestigation that 1t wns not a hard-and-fast
rule, that the rule was meade by the previous general manager,
that the responsibiity for rules of that kmd 1s finally with him,
that he thought 1t was m existence in unwrtten form, and when
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are actually repared This lack of supervision 1s dangerous and 3¢
ought not to be permutted to continue

5 The distent signal at Stamford 1s too near the home signal, and
should be at least 2,500 feet distant therefrom

6 Modern steel equipment for high-speed passenger trams should
be mstalled 2t the earliest possible time, as recommended 1n previous
reports of this Commssion, and legislation fiximg such a time should
be enacted without delay

7 Establishment of safer and more efficient operafion of this
rairoad 18 1mmediately necessary i congressional legislation extend-
ing the scope of governmental regulation of raroads 18 not to be
called for and justified 1 the interest of public safety

By the Commission
[sEAL ] Geonee B McGrnry,
Secretary
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asked if he mtended to make such a rule for the future he responded
thet he dad

It 18 but fair, however, to say of the present general menager that
his connection with this railroad 1s recent and that s efforts in the
promotion of safety during the short time he has been in charge
encourages the hope that he mey succeed 1n placing it on a safer
operating basis

It appears that no mstructions were given Dougherty assignimng
the pomt at which a change of power was to be made, whether
at Stamford station or a pomnt about 2,000 feet east of Stamford
atation, where the collision oceurred

It 18 claimed by the railroad that this does not have any bearnng
upon the cause of the collision, but such an 1mportant pownt ought
not to have been left mmdefinite when a new man was m charge of
the second section of this tramm  The second section left New Haven
four minutes after the first section, which was scheduled for a five-
minute stop at Stamford  The time schedule referred to ‘‘Stamford,”
and no mstructions appeared m the cese showmg that the first
section would stop east of Stamford for the purpose of changmg
power No chance or possibility for any misunderstandmg on this
subject ought to have been left open  The change of power should
have been at one definitely fixed place

A tram running n two sections on very nearly the same time calls
for special official supervision  Especially 1s the position of engineman
of the second section one of highest responsibiity A man for such
position should be one tested by long experience and quahfied by
mstruction of superiors for the ordeels of this special work This
wasno place to try out an engimeman of himited service principally on
slow freights and in yard service

Any system under which this 18 permmssible or possible 15 a loose
system It 1s mndefensible

The whole evidence taken 1n connection with the knowledge we
have of the requirements of reilroad service justifies the following
conclusions

1 The engmeman of second No 53 did not have the special expe-
nience and mstruction required for the operation of such a tramn

2 The New York, New Haven & Hartford Railroad Co had no
rehable method for determimng the capecity of enginemen before
placing them 1 charge of high-speed pessenger trains

3 There was negligence on the part of the corporation mn putting
m charge of such a tram as second No 53 an engmmeman nexpe-
mienced and unmstructed for this class of work

4 This ralroad has no proper system of checking work reports
30 as to determine whether or not defects reported on locomotives
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