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INTERSTATE COMMERCE COMMISSION 

REPORT OF THE DIRECTOR OF THE BUPEAU OF SAFETY CONCERNING 
AN ACCIDENT ON THE BOSTON & ALBANY RAILROAD AT 
BOSTON, MASS., ON OCTOBER 13, 1932 

December 12, 1932, 

To the Commission: 

On October 13, 1932, thare was a collision oetween a 
switch engine hauling three cars and an empty passenger-
eqjipment train on tne Boston ana A l b a n y Railroad at Boston, 
Mass. , chich resulted m tie injury of two e-^oloyees. 

Location and methoa of operation 

This accident occurred on tnat part of the Boston Division 
extending between Boston and Frammgham, Mass. , a ai stance of 
21.36 miles. This is a 4-track line, except for a 3-track 
section between towers 5 and b , a distance of 2 ?200 feet, over 
which trams a re operated by time-taole, t r a m orders, ana an 
automatic block-signal system. Tne tracks are Designated 
from north to south, 1, 2 , 3, ana 4, tracks 1 and 3 beine 
westbound and tracks 2 and 4 eastoonnd, the 3-track section 
consists of track 1, v, estbounu, track 2, eastbound switching, 
ana track 4, eastbound. Tne accident occurred at tower 5, 
approximately 5,630 feet west of the tr a m shea at South 
Station, Boston, this being the point at which the 4-tiack 
line changes to a 3-track line. Approacnmg the point of ac­
cident from the east, tnere is a 4° 30' curve to the left 270 
feet in length, tangent track for a aistance of 530 feet, a 
3° 30' curve to the left 2&0 feet m length, and tnen 550 
feet cf tangent track to the point of accident. Aporoacnmg 
from the west, the track is tangent from tower 6 to tne point 
of accident. The grade is practically l e v e l . 

The switches and signals a t tower 5 are controlled by a 
24-lever mechanical interlocking ma en m e navmg 22 working 
levers. The signals involved are of the 2-position, upoer-
qundrant, semaphore type. Signal 0.73, governing westbound 
movements on track 3, is located 1,650 feet east of the point 
of accident; it i s a semi-automatic sienal, its two positions 
b e m b stop and caution, Tne hone signals governinr westoourd 
movements are mounted on a bracket mast located aporoxmately 
200 feet east of the point of accident. The signals involved 
are the left lower arm, signal 19, a callmg-on signal, and 
the arm aoove i t , or signal 4, a semi-automatic signal, the 
top arm on this signal mast 15 inoperative, A 2-arm signal 
governing eastbound movements is located approximate]y 400 
feet west of the point of accident; the upper arm, designated 





as signal 17, is a 3-position semi-automatic signal, while 
the lower arm, signal 32, is a calllng-on signal. Approach­
ing from the east on track 3, signal 0.73 can be seen for a 
distance of 700 feet, and the home signals can be seen for 
a distance of 840 feet. 

The weather was clear at the time of the accident, mich 
occurred a b o u t 9.51 a.m. 

Description 

Eastbound switch engine 57, backing up and hailing three 
cars, was in charge of Conductor hadden and Engineman Smith, 
A f t e r leaving Huntingdon yara a t tower £ it oroceeded on 
track 4 to the eastbound home signal at tower 5, where it was 
held for a few minutes awaiting the passage of first-class 
t r a m No. 73, due to aepart from South Station at 9,45 a.m. 
lifter the passage of t.ns tram the ro ite was lined for 
engine 57 ana tn^ cars to cress ever from track 4 to track 2, 
with sigma 1 32 displaying a caution indication, ana. while 
'naking this movement it was struck by the emp ty eouipment 
of t r a m No. 274. 

First-class train No. 374 arrived at South Station at 9.40 
a.m., on tiuie, and after discharging the passengers the equip­
ment of tnis train, wnich consisted of engine 313 and three 
coacnes, m charge of Sngmeman Thompson ana Trainmen Kearns 
and Curry, departed froir the South Station m a back-up mnve-
ment, soon after the departure of t r a m No. 73 3 en route™"! o 
Exeter Street yarn, located west of tower 6. Traveling on 
track 3 it passed signal 0.73 displaying a caution indication, 
passed home signals 4 and 19 displaying stop indications, 
became derailed at a movable point frog, and collided with 
the tender of engine 57 while traveling at a speed estimated 
to have been between 10 and 25 miles per nour. 

The leaa end of the first coach struck tne rear end of the 
tender of tne switch engine aoproxmately 75 feet west of the 
frog, resulting: m th*3 car bemp tioien on its right side on 
track 1„ Tne ten her of the switcn enyine telescooed the cab, 
the f re-ne of the tender oemg swung- aiound at ri^hfc angles to 
the track. The lead end of the second car was derailed. None 
of the renaming eouipment m either t r a m was derailed. The 
employees injured were the engineman una fireman of the switch 
engine. 

Summary of evidence 

Conductoi Madden, of switch eigine 57, stated that after 
waiting at the home signal aoout five minutes tney received a 
clear indication and proceeded at a speed of about 5 oi '3 miles 
per hour. Conductor Tadden was riding on che fireman's seatbox 
and when he first saw the draft of empty eouioment it was com­
ing by the westbound home signals a t a speed of about 30 miles 
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per hour and he told the engmeman that he did not think that 
it was goinsr to stop. His own engine received a stop signal 
from the towerman but the engineman had already apolied the 
brakes, and they had practically stopped when the collision 
occurred. Conductor Maaden thought the speed of the draft 
night have been aoout 5 miles per hour at the time of the 
collision, although he did not have much of an opportunity 
to notice its speed at that time. 

Trainman Kearns, of tram No. 374, who waa in charge of the 
back-up pipe on the lead car, stated that an air-brake test 
was made before departing from the station, the brakes first 
b e m g applied from the engine and then from the rear end of 
the tram. A f t e r stopping at the starter signal, all 
signals were clear until they reached signal 0.73, which 
was displaying a caution indication. Trainman Kearns stated 
that he was standing on the second stop on the south side 
near the back-up pipe and after passing sicnal 0.73 
ne turned to Trainman Curry, who was standing m the doorway 
of the car, and asked him about th° next araft they were to 
operate, and when he again looked ahead he saw the home 
signal displaying a stop indication, only 75 or 100 feet 
distant; he immediately applied the air brakes in emergency. 
The train was traveling at a good rate of speed and he estim­
ated the speed ot the time of the collision to hove been acout 
25 miles per houi, and that the leaa car was derailed before 
the collision occurred. Trainman Kearns further stated that 
when he received a caution indication he was not m the haoit 
of reducing speed immediately but would wait until h# saw the 
indication of the next signal. The statements of Trainman 
Curry practically corroborated those of Trainman Kearns, 
when he saw the home signal at tower 5 they had practically 
reached it, and he called "stop" and Trainman Kearns applied 
the brakes m emergency. 

Engineman Thompson and Fireman Mills, of t r a m No. 374, 
did not see the signal indications approaching tower 5. The 
engineman shut off steam in the vicinity of signal 0.73 and the 
t r a m was driftm? at the time of the collision. They both 
stated that they did not feel an air-brake application ap­
proaching the tower, and estimated the speed of their t r a m 
to nave been between 10 and 15 miles per hour at the time of 
the collision. 

Towerman Manoney, on duty at tower 5 at the time of the 
accident, stated that after holding the switch engine and its 
cars at the eastbound home signal until after the passage of 
t r a m No. 73, he lined the route for the switching: movement to 
be made from track 4 to track 2 with signal 22, displaying a 
caution indication, while the westbound nome signals displayed 
stop indications and signal 0.73 a caution indication, after 
the switch engine had started to ma^p this movement Towerman 
Mahoney heard a click on the reoeater, indicating that tram 
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Director. 

No. 274 had passed signal 0.73, and on looking out he saw this 
tram approaching at a high rate of soeed, it then being about 
at Arlington Street oriage or 800 feet from the point of ac­
cident. He saw that it was no-1- going to stop and rushed over 
to the window and signaled to the switch engine to stop, and 
tne switch engine was stopoeo. before the collision occurred. 
Towerman Mahoney estimated th^ speed of the draft to have been 
about 20 miles per hour. 

Conclusions 

This accident was caused oy the failure of Trainmen Kearne 
and Cuiry, of the equipment t r a m , properly to observe and 
obey signal indications. 

Rule 70 (a) of the book of rules of the Boston Terminal 
Company orovides that "when a t r a m is to be backed into or 
out of the station, or tnrough the yard, two experienced men 
must be stationed on the front platform of the leading car, 
who will observe all signals affecting their train , will 
call aloud to each other the indications, and will be held 
eaually responsiole for disregarding same". The time-table 
restricts the speed of engines pushing passenger drafts to 
25 miles per hour, while tne Dook of rules provides that on 
receiving a caution, or approach signal, the t r a m affected 
may "proceed at a speed reduced to not exceed one-half the 
maximum authorized at point involved." 

Under these provisions the speed of the equipment t r a m 
should have been reduced to not rrcre than 12^ miles per hour 
at signal 0.73, instead of doing so, however, Trainmen Kearns 
and Curry called the approach indication, failed to reduce 
speed, and then became engrossed m conversation and failed 
to observe the stop indication at the home signal until they 
nad nearly reached it. It was then too late to avert the 
acciaent. 

Attention has been called often to the necessity for 
taking positive action at the distant or caution signal loca­
tion with a view to bringing the speed of a trdin under control 
and the rules of many railroads, including the Boston & Albany, 
now provide f 0r the taking of such actiin. Rigid enforcement 
of a rule of this character would nearly eliminate the 
possibility ot the occurrence of accidents of the kind involved 
m this case. 

Respectfully suomitted, 

W. P. BORLAND, 


