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Roilroad:

Date

Location:

Kind of accident:
Trains 1nvolved:
Train numbel’s:
Engine numbers:

Congist:

Speed:

Tracl:

Weather:
‘ime:
Casualties:

Cause!

Boston & NMaine

March 12, 1936
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Claremo.at Junction,

..
Collision

Fre.grht ! Freight

B.& . Extra 2730 v 0.V, Extra 461
27,0 : 401

7 cars, caboosc : 56 cers, caboose
Backing up mailn cmeading ~ut pass—

track; 10-25 m.p.h. ing track; 6-12

m,n.h.

1° 40" curve to left,taen tangent
225 feet to point 21 accident;
automatic Llock signals

Raining and dense fog
1:25 p.ia.
1 killed

Failure of flegsman of 3.& M. trein to
maintain & proyer looxkout and to »roper-
ly control tiae epeed of ois trein woile
making a bock-up wuvement; fazlure of
colductor &1d flaguaan of C.V. Lrain to
afford proner fla,, protection [or wove-
ment fromelding to rain trsacx.
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May 20, 1936.
To the Comaission:

On klarch 12, 1936, there was & collision between a Ceutral
Vermont Railway freigut train and a Bostoa & liaire Railroad
freigat train on the tracks of t.e latter railroac near Clare-
nont Juaction, W.E., wiich resulted in the deatn of 1 emplioyee.
This accident was investigated in conjunction with tzae llew
hampshire Public Service Commissicn.

Locntion and method ni oparation
¥

This accident occurred on that part ol the Fitcaburg
Division extending between Spriagfield, liass.,ané Windsor, Vt.,
a distence of 109.11 miles; in the imamedratc vicinity of th
point of accident this is a sin le—-track liue over walch trains
are operated by time table, trsin orders and an automatic
block—-siznai systen. Tne cccident occurrced at a poiut 4,680
feet norta of the station at Claremont Juiction, 37 I'sct south
of the north switch of a cross-over leadiig from tnc passing
track to the main track; approachiag tnis pornt froa wre south
tnere is a 19 45' curve to the left 1,580 feet in lemth, then
the track 1s tangent for abcut 225 fect to the poiut of
accident, ancd for a consideracle distance pcyona, Tae grade
at the poiut of accident is 0.395 percent wescendinz FTor north-—
bound trains.

The station at Clarcmont Junction is located in the aorth
angle of a wye east of the main track. A passing track about
4,000 feet long parallels the aain track on the east, the
south switch of which is loecated epproximatcly 900 fect north
of the station; due to an extensioa on the north end uf the
passing siding, the connectioa witn the main track at tais
point is made through a cross—-over. The nortn leg of tac wye
connects with the main track tarou<h a cross-—-over located awvout
650 Treet north of the station; nortnbound automatic block-
signal 1011, governing main track movements, 1s located on the
east side of the tracks 119 feet south of the north switch
of this cross-over and betwcen 1ts susitchces; automatic wlock-
signal 1019 is located 4,300 fcet north of signel 1011 ond
130 feet north of the main linc switch at the north end of tae
passing track.

It was raining and o dense fog prevoiled st the time of the
accident, which occurred abouv 1:20 p.i.

Degcription

Extra 461, a northpoound freight train of the Central Vermont
Railway, consisted of 56 cars and a cgboose, hauled by enginc
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461, anc was in cherge of Conductor Robinson and Engiaeman Epos,
This train arrived at Claremont Junction over tne Fitchburg
Division at 12:06 p.m., eccording to the train saeet, follouning
waich the engine was detached and tool water; then the train
ernntered the iassing track for first-class Trains lios. 72 and
75. Nerthoound Trein ic. 73 arrived at Claremont Junction at
1:09 p.mn., according to the train sheet, ancd depcrted 2t 1:11
p.m., and according to statements of the crew of Extra 461 it
passed the north switch of the oascing track at 1:14 p.m.,
after which the cross-cver switcnes leading to the maln track
at that point were opened. Four minutes later the en.ineman of
Extra 461 sounded two long blasts of the whistle @nd the train
startecd out upon the main track. The caboose had nearly
clearecd tne cross—-over aad thils trein was traveling at a

speed cstimated to have boen betwecan 6 and 12 miles per hour
when the caboosc was struck by ti.e cavoose of Extre 2730.

Extra 2730, a northbound loec:l freignt train of the Boston
& Mainc Railrocad, at the time of the accident oonsisted of 7 cars
and a caboose, 2nd was in chcrge of Conductor marrington nnd
Enginewan Gallaghcr. This troin ercived at Clareuont Junction at
12:30 p.m., according to the train sheet, and pulled in on thre
south leg of the wye, then baczeu around the north ley of the wye
10 the station where a stop was ucade to do siation work; after
checking the train register ead receiving nuthority to run cxtra
to Windsor, the train waited for nortnvound first-cluse train
No., 73 to pass; the crossover switcnes leading from the north lecg
of tnc wye to the main track were then opencd and Extra 2750
backed out upon the main track norta of automatic block-signal
1011, Flagman Jones handling the bacii~up hose; the train had
vecked northward aboul 4,600 feet and was treoveling at a speed
estiuacted to have been between 10 enc 25 miles per nour vhen its
caboogc collided with the caboosc of Extra 461,

The cavoose of Extra 4€1 was knocked off conter ana tae left
rear steps and rear platform were daneged; 1t stoppec abouv 8 car
lengths north of the poiutl of accident after the air brakes had
been applied by opening the enzle cock at the rear of tne caboose.
The caboose of Extra 2730 was telescoped by tae car behiad it,
both being derailed and destroyed. Thne employee killed was the
conductor of Extra 2730.

Sumnmgry of evidence

Engineman Epps, of Extra 461, stated that as soon as Trsin
No. 73 wassed at 1:14 p.m. both switcnes of the cross-—-over at
the nortn end of the »hassing track were opened, followin, vhicn
his train weited 4 minutes before ne wvhistled off and neaded out
upon the main track. When Lis trein started to pull out at 1:18



p.m. signal 1019 was displaying a red incication, but the indi-
cation changed to yellow before the engine reached the signal.
Jue to the densec fog visibility wae limited to avout 12 car
lengths and he had the headlight burning, as he considcered thc .
weather conditions such as to warrant the use of nigint signals;
ne elso said that the merkers werc burning on Train No. 73 when
trhat train passed., Fireman Hawkes and Head Brakeman Snculding
gave testimony similar to that of Englaeman Epps. Noae of thesc
employecs was awere of anything wrong until the alr brokes were
applied in energency from the rear; the engineman cstimated the
specd to have becn 6 or 7 miles per hour when his cauwoose was
about at thec cross-over, feao Brakeman Spaulding figured tnet
the flagmen would afford protection for the movement from passing
track to main track, saying it was hlg understending tant tnc

B.& I, rules reguired that two torpedocs be pleced on tunc roil
and a lignted red fusec be placed un the eagineman's slde when
leaving o siding to enter wain track.

Conductor Robinson, of Extra 461, statcd that he had been on
this run apout 7 or 8 yesrs; his train vaited until 1:18 p.ua.,
4 minutes after Train No. 73 had pacced before starting to .nove
from the passing track to tne main tracxk and nis caboose nad moved
forvara about 2 car lengths when the flagman threw o lignted
o-minutc fusce across to the maln traclk, buv as was customary at
this point, no torpedoes werc put down. After his czpoose passed
over thc inside gwitcn at the north ena of thie vassi.
flagman closed tne switcl, then boardcd toc rlgnt
caboose, to ride to the mein track switch. Tic flegus
the caboosec of the following train vacking up and iumzeale
shouted a varning of danger anc Junped. When about & car
away Conauctor Robinson also saw the approaching caboose through
the dense fop and was positive tilerce wag no onc ridiugs on thc rear
platform or stips and that the door of the caboose waes cloged,
and after the accident he foand both the conductor and tiie I[log—
man of that train inside the caboossc; he cstimated thie speed of
his own train at the tine of the collision to have becen cbout
12 miles per hour and that of the following trein about 20 »r
26 miles per hour. He juaped fromhis caboose immediately Lefore
the accicent occurred, whicn he snid wasabout 1:20 p.m. Conductor
Robinson knew Extra 2730 was at Claremont Junction but felt tnat
the fusee tarovn off when his ovn treian was nulling out on tae
main track was sufficient protection, on account orf siztnal 1011
behind him, saying that Extra 2730 would -ave to pass tuairs sl[;na‘
before overtaking him, and his statements indicated that he Tell
he could depend fully on this signal to »rotect him; he furtaer
stated tnat he thought this signal would tske cere of any train
coming along, £1lgo that 1t wes not 1is practice to pull off from
all sidings on the B.& M. 1n the maurer followed rn tiis case,
an exception peing made nere becauge of the block, and ne sald
that according to his understunding of the rules, 1t was not
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nececssary to usc torpedoes when making zm movement from siding

to main track :f there was an automatic vlock-signal to the rcao
to afford protcction. After thc accideant tihe cenglaenon of Extra
2730 told him that he thought Extre 4061 head gonc on to Windsor.

r

Flagman Stockwell, of Extra 461, sci1d he nad been on tiais rua
intermittently for the past 15 years; on account of the protec-
tion afrorded by signal 1011 at the south end of the passing siding,
wnich nhe understood was manually operated from the stotion <nc pro-
tected o trein pulling out of the north end of the siding, it was
not his practice to put down torpedoes on the meln track ot tails
location when heading out at the north end, although he knew the
rules required him to do so; however, he sald, he usuelly threw
off 2 lighted S5-minute fusees instead of but one ag in tnls
instonce; tnis has been his customnry method of protecting such
movements for a considerablc length of time in tae past und al-
though he had flagged with a number of cdifferent conductors auring
that tiwe, none of them, nor any ofricial, nad ever taken ex-
ception to tae practice. He knew Extra £730 was at Claremont
Junction but did not know at wvhat ilime 1t would depart. Aftcr
throwing off the fusee he remrined on thne rear platform of ais
canoose looking toward the south, cnd saicd that ne saw the
reflection of the burning fusee i1n the fog as his covoogse passcd
over the inside switch of the cross-over at the north end of the
siding; he had previously stated that it was fogey ond raining ond
he was avle to sec but o distance of 4 or 5 car leangtns. When he
first saw thc caboose of Extra 2730 it was about G or 7 cer
lengths away; the door wae cloused and there was no one on tne
platform prior to the accident. He seid the marxers on his own
caboose were burning and displayed red to the rear.

Flagman Jones, of Extra 2730, statcd tnat he was al the
station when Train No. 73 departcd and that he imuaediately walked
to the cross-over and lineda both switcnes for a movement from the
north leg of the wye to the main treck, after w 1cn he returaed
to the caboose, gave a back-un signel to the gesc cnd and 00 on
the rear of tie cavoosc. he d1d not notice the nosition of sicnal
1011 wnen he threw the switches, out said taat coven taourn 1t hed
displayed a stop indication hc would nave thoupnt it was becausc
Train No., 73 was still occupying the plock; nc dia not consalt nls
watch at any time; the conductor told him they werc to follow
Train No., 73 and as he estimated that the requircd 3 minutes were
conswncd between the time ne lined the switches ana tne time e
reached the caboose, he gave a back-up signal and the trein pro-
cecded, which he thousht was about 10 minutecs after Train Wo. 73
had passed. He had been working on this particular run morc or
less during the past 5 or 6 years and said that thc prucedure
followed on the day of the accident was the usual practice. Tt was
raining and foggy and he thought he could see a distence of about
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5 or 10 car lengths leaving Cleremont Junction; he thourht weatllher
concitions were such as to reqguirse the use 5T night siznals but
stated that he had none ready for use, nor were the marsiers on

his cavwoose Hurning. He rode on the lesd plstform of the caboose
until his glasces became misty with rain ana fog; he ascsunied ue
wpS nealing signal 1019, and in ordcr to assure secing the signal,
he remvea als glasses and stepped partly into the Goorway to
throw them on a bunk, and upon lovking around esgain he sow the
caboose of Extrs 461 about 2 car lengtns away; there wae not time
for him t¢ jump from the platform but he shouted a werning to the
conductur and entered the cavoocse; the colllision followea immedi-
ately. He dad nd>t near Extra 461 whistle off nor dic¢ nhc see a
burning fusee or hear torpedoes explode. He stated that tahe back-
up hose wes in position on the rear of the cavoose ond was con-
nected to tne train liie but that 1t was not tested before leaving
Claremont Juictiosn nor was it customery to make such a test. He
estimated the speed of :iis traln wa:le moving on the main track

to have been avout 10 miles Der aour curing the back-up nmovement
and statcd tnat on this run a beck-up movement is always made
between Clarencnt Jurnction aud Windscor.

Fireman Quinn, of Extra 2750, vas 1inside the caboosc eating
luiich duraing the vack-~up movement Trom Claremont Januction and
pald no particular attention to the operatlion of tae tr.in or the
loceation of the conductor or flepgani, nor dida he notice o Lurning
fusee, anc he was unawarc cf enyta’.ag, wrong prior to thoe acciduidt.
He said thet no wvaruing cof daufer wns shouted and hcu calicated toe
speed to have vecn vetween 10 and 18 miles »er rour cn rorte,
Engineman Gallagher and head 3rekemsn Kiniry were on the cnganc
during the back-un movcement; they ectimated the specc to heve been
between 10 and 15 miles per aour and said that tne dense fog
rcstricted vision to a distance ol abour 3 car loagths; they dicd
not easounter any burning fusce, auncvere nd>t avare of anythiag
wrong, until the train stopped eos a result of the accldent. Engine-
man Gallagher saild that he dic not Lnow Extra 461 was on the pass—
ing track at Claremont Junctiorn, bui thought it had proceeded to
some other point to clear for Traincs Nos. 72 and 75; ne lef’ the
control of ais train aad the soveerveance of and couanlisnce with
signal indicati.ns to the man opercating the oack-up nosc,.

Asgistant Sianel Superviscor O'Connell tested the sipnal .
: P

apparatus iavolved ofter the accident anc Touno 1t to be 1n proj
working corder.

Discussion
Both of the trains involved in tnis accident were 1into cleer

at Claremont junction for Train No. 75, ana imrediately citer it
had passed ercr of them prepared to move out upoun the aain trock.
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Rule 513 requires a train entering main track protected by block
sigrels to walt 3 minutes after opening the main track switch
before proceedlag out upon the main track. Enginemen must give a
prescribed waistle signal &nd recelve a prescribvbed hond signal
from the rear end before permitting the train to foul tiae main
track, This does not relieve emploJecs from protecting thelr
train as prescraibed by rules 99 and 8$3. Rule 99 rcquires that
wihen a trein is moving under c1rcuﬂot nces in wiich it may pe
overtaken by ansther train the flagman must take such action

as may be necessary to insure full proteciiocn. 2y night, or by
day when thne view 1s obscured,ligihted fusees must bDe thrown off.
at proper intervals. When day sigarnls ceanot ve ploinly seen,
owing to weatner or other conﬂitiJus, night signels must also

be used. FRule 893 requirec Lu&an Yo protect their trains waen
taking or lecaving sidings. Tie rulce also provice that block
sighals do not dispense with the use cr obscrvence of other
signals whenever anda whcrcver reuared.

According to the evicence Extra 461 waited more than tne
required & minutes wfter the switca was 2pened before entering
the main track at the north end of the presing trnck, but proper
rearend protection was not afrorded. Coaductor Rouinsgoa rac
Flagman btuc well said tnat one 1i,.ated o-wlaute rod fusc
tarown ocrosas to the wain track after thcir cave se 1
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forward about two cer lengtas, Lut es signal 1011 was beaind trea
no torpedces were put down and it was not customory to put then
down at thiis warticular location when heocding out )f tne si1¢1ing.
The statements of thege empluyees clearly indicate that instoad
of proteccting their train ss reqguired by Rule 99 t.cy were depent-—
largely upaon block signsl 1011 for protection, which was also
in ccnflict with the requirement of Rule 505, wnich tdubo that
block signals will not dispense with the use cr obgervance of
other signals whenever and waerever they may be required.

Signal 1011 is located east of the north les of the wyg and
between thc cwitches of the cross-uvver leacding from the ncocrth leg
of the wye to tne main iLrack. Thris si-nal goverans the novenent of
north-bound treins on the moin track and os a train moving from
the north leg of the wye does not encounter the woiﬂ track for a
distance of 119 feet nnrth of tne signal, 2 train rrom the wye
enters the mecin trock between block Slphu g, Rule oo9*v requires
a train entering the main track oeilween Dlock sizunls at i1niticl
station cr junction point 1o run at restricted speed to the neut
plock; restricted speed is defined as: "Pruceed preparec to stop
snort of train, obstruetion , or anything that may require tne
speed of a train to be reduced,"
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Flagman Jones was in charge of the back-up hose as Extra
2730 mace the movement northwerd from Clarcm.,nt Junction; this
was the first time he had served as flagman on this job, although
he had been in the service 29 years and nac worked extro on this
run for the past 5 or 6 years. He claimed that he rode oa the '
rear of the caboose until just prior to the accident, but saw
no burning fusee at any point; hc said that en nearing siznol
1019 his glasses becnme dimmed by the fog ~nd rain and he tosk
them off 1a order to watcn for that signal, then opeucn the
caboogc door cnd stepped inside to leave ais glasses, and ns he
turned to 4o cutside again he saw the other cabocse ahead, and
the accident occurred imuaediately.

Whilc there is quite a discrepancy between the verious
estimates of the speed at wiaich Extra 2730 was deing opcratecd, it
is evident the specd "as in cxcegs of a gafe rate of speed in
view of existing weather cunditiones and Flagman Jones should
have controlled the speed by mcans of the backup hose to comply
with the requircments of safety under such conditions. He
displayec further negligencc by leavins the platform of the
caboose and placing himself in position where he was unable to
maintain o propcer looxout; there was no one on the platform of
the caboose aporoaching thc point of accident, the firemnn, the
conauctor, and Flagman Jones &ll belng in the cavcose when tic
accident occurred.

Tne .vidence in tris investigation indicated that lax
practices in train opcratioan have devcloped on this rozlroad,re-
sulting in disrcgord anc non-uniform uncderstonding of vital
rules. It wes Concuctor Ronoinson's understandiag tant the usc
of torpedocs was not recuircd if tnerce wos a pvlock-signel to tiwc
rear o afford protection. Flagman Stockwell understood that the
rules recquired the use oftorpedoes but had followec the practice
of relying on gignel 1011 for protection and nad omittcd the use
of torpedocs at this point for some time. Flggman Jcnes did no
have proper nigat equipment rcady for flagsing clthough he
admittec the weather concitions werc such as to requlre the usc
of night signals; the back-up nosc was not tcsted before lcaving
Clarcmont Junction nor was it customary to do so, and it was
not definitely known whether it was in proner coudiiion for
servicce even though its use might bec recuired at any moment,

Conclusions

Tris accildent was caused by thc failurc of Flagman Joaes, ‘
of B.& 1. Extra 2730, to maintain a proper lookout anc to properly
control the specd of ais train while making a back-up movcement,
and by the failurc of Conductor Robiason and Flagman Stockwell,

of C.V. Extra 461, to aiford the rcquired rcar-end protcction for
their train while moving from thc pascing sicing to the mala track

Respeetfully submitted,
W. J. PATTERSO.T, Dircctor.



