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INTERSTATE COMMERCE COMMISSION 

REPORT OF THE DIRECTOR OF THE BUREAU OF SAFETY CONCERNING AN 
ACCIDENT ON THE BOSTON & IIAINE' RAILROAD AT WEST CONCORD, 

MASS., ON SEPTEMBER 1 1 , 1 9 3 3 . 

January 5 , 1 9 3 4 - . 

To the Commission: 

On September 1 1 , 1 9 3 3 , there was a collision between a 
freight tiain making a back-up movement and a portion of another 
freight train engaged in switching on the Boston & Heine Rail
road at West Concord, Mass., which resulted in the death of 
1 employee. 

Location and method of operation 

This accident occurred on that part of the Terminal Division 
extending between Boston and Ayer, Mass., a distance of 3 6 . 0 5 
miles; in the vicinity of the point of accident this is -a double-
track line over which trains are operated b y time table, train 
orders, and an automatic block-signal system, supplemented by an 
automatic train-stop of the continuous-inductive type. The 
accident occurred on a wye track known as the centennial track, 
which is one of several tracks connecting the Boston & Maine 
Railroad with the New York, New Haven & Eartford Railroad; the 
tracks of the B&MRR extend east'and west, while those of the 
NYIIH&HRR extend north and south, crossing each other at grade, the 
wye track involved being located in the northwest angle of the 
intersection. The station at West Concord, located in the south
west angle of the intersection, is operated jointly and the 
movement of trains and cars in and about the station are made by 
crews of both railroads under their respective rules; there are 
no designated yard limits. 

' Interlocking tower 0 3 6 6 , governing movements over the cross
ing, is located in the northeast angle of the intersection. At a 
point 9 3 4 . 5 ' f e e t west of the station on the B&MRR, on the west
bound track, there is a trailing-point cross-over switch leading 
to a side track and thence to the centennial track; this cross
over switch was unlocked from the tower so uhat tie trains 
involved could make back-up movements off the west-bound main 
track to the side track and thence around the wye. No fixed 
signals were involved. 

Approaching the point of accident from the west, beginning 
at the cross-over switch, the track is tangent for a distance of 
about 3 5 0 feet, and then there is an 1 1 ° 2 9 ' curve to the left 
about 8 7 5 feet in length, the accident occurring on this curve 
at a point about 7 7 0 feot from its western uid; the grade is 
descending, varying from 0 . 0 U to 1 . 0 percent, and is at its 
minimum at the point of accident. Other tracks known as the 
rawhide track, the island track and the C M , track parallel the 
main line of the NYNII&.HRR on the west, at the north end of the 
wye, and there is a house track on the south side of the centennial 
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track and another brack parallel to it on the Forth side, known 
as the deadhead track. 

The view across the inside of the curve of the centennial 
track was considerably restricted by numerous bu.ildir.gs and a 
large tree, as well as by a box car that stood on the deadhead 
track about 2 5 0 feet west of the point of collision. 

The weather was clear at the time of the accident, which 
occurred about 8 : 1 5 a.m. 

Description 

West-bound local freight train extra 2 6 8 6 , symbol"B-7, con
sisted of 1 1 cars and a caboose, hauled by engine 2 6 8 6 , and was 
in charge of Conductor Landers and Engineman Ray. It arrived at 
West Concord at 8 : 0 2 a.m.; pulled by the crossing, and then a back
up movement was made through the cross-over switch to tho siding 
and thence around the centennial track to the CI!, track. A out 
was made behind the two head cars, following which six cars were 
picked up from the rawhide track. Engine 2 6 8 6 then headed south, 
attaining a speed estimated to have boon between 2 and 8 miles 
per hour, pulling the cut of eight cars over the island track 
and then on to tho centennial track, it being intended to clear 
the north switch of the wye and switch the four rear cars of the 
cut on to that portion of the train left standing on tho C.I.I, 
track, and it was while the movement south; ard was being made 
that engine 2 6 8 6 collided with the roar end of extra 1 4 3 5 which 
was backing around the wye; engine 2 6 8 6 had cither stopped or was 
just barely moving when the accident occurred. 

West-bound local freight train extra 1 4 3 5 , symbol B-l, 
consisted of 1 7 cars and a caboose, hauled oy engine 1 4 3 5 , and 
was in charge of Conductor G.H. Barrett and Engineman Ivostcr. 
It arrived at West Concord at 8 : 1 2 a.m. and started a back-up 
movement through the cross-over switch tc the siding and thence 
to the c entennial track, similar to the move icnt previously 
made by extra 2 6 8 6 , it being intended to back the train clear 
of the house track and then sot off tho hoed car; while this 
movement was being made the caboose collide e] with engine 2 6 8 6 
while traveling at a speed estimated to hav~ been between 2 and 5 
.lcs per hour. 

The caboose of extra 1 4 3 5 , which wos'oi? stcel-underfraric 
construction with a wooden superstructure, v/as crushed between 
the loaded stool coal car ahead of it and-oogino 2686; the coal 
car overrode the front end of tho caboose, "hide the rear end 
of the caboose rode up on to engine 2 6 8 6 , considerably damaging 
the front end of the engine. The employee killed was the 
conductor of extra 1 4 3 5 , who was riding on the caboose. 

http://bu.ildir.gs


Summary of evidence 

Engincnan Ray, of extra 2 6 8 6 , stated that the air brakes 
were coupled and in'working order on the two head cars of the 
cut he was handling, but not on the six rear cars. He was 
moving at a speed of about 2 or 3 miles per hour, working steam 
on the up grade, and when his engine was directly over or in 
the immediate vicinity of the switch at the north end of the 
centennial track he observed the other train backing around the 
wye, closed the throttle and applied the independent engine 
brake, when from four to six car lengths from the caboose, and 
opened the sandcrs, and on definitely realizing that a collision 
was imminent he shouted a warning of danger and tried to reverse 
the engine; he did not use the automatic brake. Engineman Ray 
said that these two trains back around the wye at West Concord 
practically every day and perform switching, and that the speed 
of the train backing is generally regulated by the number of cars 
in the train; when'there are 1 5 or 1 6 cars it Is customary to 
use a back-up hose, each crew watching out for the other train. 
On this occasion, Engineman Ray said that extra 1 4 3 5 was backing 
faster than usual, about 5 or 6 miles per hour; he saw a man, 
presumably the conductor of extra 1 4 3 5 , just inside the door 
of the caboose with his back toward the north, and then the 
man went out of sight, and the engineman thought he had seen 
engine 2 6 8 6 and was going to open the conductor's emergency valve. 
Engineman Ray considered that his o\n engine was moving under 
proper control, and said that everything happened so quickly 
he was not positive whether it had stopped at tho time of 
the accident, but he thought that it had. 

Fireman Murray was sitting on his scat box, looking ahead 
around the outside of the curve, and did not s^c extra 1 4 3 5 
prior to the accident; he estimated the speed of his engine to 
have been about 2 or 3 miles per hour and was positive that 
it stopped before the accident occurred, saying that the impact 
was about the same as when an engine couples to a string of 
coal cars. 

Head Brakeman Buckley, of extra 2 6 8 6 , was riding on top of 
the fifth car in the cut, a box car, and saw the roar of extra 
1 4 3 5 about when the caboose and one car had passed the box car 
that was stored on the deadhead track. Ho also saw Conductor 
G. H. Barrett, who was on the roar caboose platform, run inside 
in an evident attempt to pull the air, and said that apparently 
his own engineman did not S e e them. Head 3 rod. cm an Buckley 
estimated the speed of his own engine to hove boon not more than 
5 miles per hour at any point and thought it was just barely 
moving when the impact occurred. 

Flagman Chosse was riding on the side ladder ot the forward 
end of the rear car in the cut; he also sa / extra 1 4 3 5 backing 
around the curve when the caboose and one car had about passed 
the car that was stored on the deadheau track. He estimated 
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the speed of his own engine to have hecn not more than 8 miles 
per hoar after storting, and said that as soon as he saw the 
other train he gave stop signals, intending them for his ovm 
engineman, bat at that time the cat of cars was already being 
brought to a stop; he was not positive whether his ovm engine 
had stopped when the impact occurred, but lie thought that it 
had. Conductor Landers was bleeding the air off the cars loft 

•
standing on the C M . track and was unaware of anything wrong 
until the accident occurred. 

Flagman DeAvignon, of extra 14-35, stated that when his 
train passed the interlocking tower prior to backing in on the 
wye he looked boward the north, saw extra 2 6 8 6 switching in 
the vicinity of the island track, and as an extra precaution 
he remarked to Conductor G. H. Be.rrett that they wore up there 
and to look out for them and be sure to pull tho air if he got 
too close to them. Flagman DeAvignon said that when his train 
stopped preparatory to backing it on the wye, the conductor 
opened the main-line switch and tho flagman opened the side
track switch, and then both of them boarded the caboose and 
rode on the rear platform. The flagman got off on reaching 
Commonwealth Avenue, just west of the house-track switch, so 
as to be ready to open that switch and set off the head car. 
When the flagman got off the speed was about 6 miles per hour 
and be immediately gave the engineman an "easy motion"; the 
speed then was reduced to about 4 miles per hour and the* first 
the flagman knew of anything wrong was when the impact 
occurred, at which time he estimated the speed to have been 
about 2 miles per hour. Flagman DeAvignon thought that the 
air brakes on his train were applied from the rear practically 
at the time the collision occurred. He scid that the conductor 
appeared normal in every respect on this trip, and that the 
movement of setting the head car off on the house track was one 
of regular occurrence; in making this movement the conductor 
would handle the train from the rear platform of the caboose 
by means of the conductor's valve while the flagman would get off 
the caboose at Commonwealth Avenue so as to be in position to 
signal tne engineman when the train cleared the house track 
enough to set off the head car, and the head brakeman would attend 
to the cross-over a.nd side track switches. The a.ir braices had 
been tested and worked properly en route, Engineman Ivestor 
estimated tho speed to have been about 4- or 5 miles per hour 
at the time of the impact and in his opinion the air brakes 
applied in emergency as a result of tho accident. 

Crossing Tender R. E. Barrett, a brother of the conductor, 
said'extra 14-35 was backing in at a speed of 5 or 6 miles per 

^fciour, and that tho conductor was on the rear platform of the 
caboose. The speed remained cons trait and he did not notice 
any application of the brakes prior to the crash. 

Trainmaster McGuanc stated that it was the usual practice 
to depend on the man on tho rear end to control the back-up 
movement around the wye at West'Concord when the train consisted 
of seven or eight c-rs, or more, and to handle tho movement by 
means of a tail hose; he also stated that the /̂ye track is used 
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in both directions as a yard track. Superintendent W. E . Barrett 
in the course of the investigation said that subsequent to the 
accident the conductor's valve in the demolished caboose was 
found to be closed. 

Conclusions 

'flR This accident was caused by failure to properly control 
the back-up movement of extra 1 4 3 5 around the wye. 

The contemplated movement was of regular occurrence, but 
there wos conflict in the testimony as to the usual practice 
followed in making it. According to Train last or ike Guano, as 
well as Engineman Ray and Flagman Chosse, of extra 2 6 8 6 , a 
back-up hose should have, been used whereas Flagman DeAvignon, 
of extra 1 4 3 5 , said it was not customary to use a back-up hose 
at this point. The view across the inside of the sharp curve 
around the centennial track of tho wye was considerably restrict
ed, and the indications wore that both tr-lns wore moving at 
vary low rates of speed prior to the accident; when Engineman 
Roy saw extra 1 4 3 5 he immediately applied tho independent broke 
and his engine had either stopped or was barely moving when the 
impact occurred; extra 1 4 3 5 was drifting do\m grade and 
apparently Conductor Barrett observed engine 2686 approaching 
and wont inside the caboose in an endeavor tc open the, conductor's 
valve, but it was then too late to avert the accident. A back
up hose should have boon used on the i\ or of extra 1 4 3 5 while 
the movement was being mode around the wye; this would hoove 
enabled Conductor Barrett to control the speed of his train 
when the view was obscured, and in this particular case he 
would have been able to apply the brakes immc di .tely instead 
of losing valuable time in endeavoring to rc-r ch the conductor's 
valve, 

The record also indicites there was a needless delay in 
stopping engine 2 6 8 6 ; not only did Engineman Ray use the 
indenwndent brake, thus losing the benefit of braking power on 
tho first two cars back of tho engine, which the evidence 
indicated were still coupled and under control of tho automo.tic 
brake valve, but apparently he was aot maintaining a proper 
lookout, otherwise tho head brakeman. on to?) of tho fifth car 
and the flagman on the side of the eighth cor, would not hove 
seen the caboose of extra 1 4 3 5 before Lngincman Ray applied 
the brakes. In this particular cose every second was valuable, 
and had Engineman Ray seen the caboose the moment It passed 
the box car on the deadhead track, 2 5 0 foot from the point of 

•
accident, and stopped his own engine immediately, it is probable 
Conductor Barrett would h°vc had time tc reach the Conductor's 
valve and avert the accident. 

Respectfully submitted, 

W. P. 30KTAIID, 

Director. 


