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SUMMARY

Canadian Pacific
January 7, 1935
Lowelltown, Me.

Eead-end collision

llixed : Freight
118 : Extra west
1070 - 5745
9 frcight cars, 1 caboose : 23 cars
and 2 passenger cars : and

i caboose
20 m.p.h. 10 m.p.h.

5°9' curve and 1.18 vercent grade
Light snow

10:05 a.m.

3 killed and 3 injured

Failure of crew of mixed train
to obey a meet order
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February 24, 19386.

To the Commission:

On January 7, 193&, there was a head-end collision
between a mixed freight and passenger train and a freight train
on the Canadian Pacific Pailway neer Lowelltown, Me., which
reculted in the death of 3 employees, and the injury of 1
passenger and 2 employees, This accident was 1avestigated 1in
conjunction with the Public Utilities Commissinn of the State
of laine.

L]
Jocetion and method of operatTion

. This accident occur.ed on the llooseheac Sub-division of
the New Brunswick District, extending between 3rownville Jct.,
Me., and Uegantic, P.Q., a distance of 117.1 miles, this being
a single-track line over which trains are operated by time table
and train orcers, no plock-signal system’ bei..g in use 1in the
vicinity of the point of accident. The passing track at
Lowelltown, 3,230 feet in lergth, parallels ihe main track on
the south; the accident occurred 2,780 feet east of the east
switch of this siding. Approeching the point of accident from
the west, the track 1s tangent for 2 distence of 1,409 feet,
followed by a 5°09' curve to the right 1,302 feet in length,
the accident occurring on this curve 789 fect from the western
end. Approaching from the east, there 1s a 5b%15' curve to the
left 507 feet 1n length end then a tangent 554 feet 1in length,
Tollowed by the curve on winich the accident occurred. The
srade Tor east-bound trains 1s 1.18 percent descending at the
point of accident.

Owing to the sharp curvature and a rock embankment ap-
nroximately 20 feet in height on the south side of the main
track opposite the point of accident, the view of opposing
traing 1s very materially restricted.

A 1light snow was falling at the time of the accident,
which occurred at 10¢{05 a.m.

Description

Trein No. 118, an east-bound second-class mixed freight
and pasgsenger trainr, consisted of 9 freight csrs, 1 capoose,
1 combination car, and 1 pay-car, heuled by engine 1070, end
was 10 charge of Conducter Towle ond Eagineman Tobinson. At
llegantic, '1ts 1nitial terminal, 18.4 miles west of Lowelltown,
the crew received a copy of train order 29, lform 31, providing
for a meet with Extra 3745 at Lowelltowrn. Troin No. 118 de-
parted from llegantic at 9 a.m., oan time, accoraing to the train
sheet, and left Boundary, the last open office, 4.2 miles from
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Lowelltown, at €:53 a.m., 7 minutes late. At Lowelltown, a
non-comnunicating station, where no statinn builcing i1s mein-
t~ined, there 1s a pl:tform loc..ted on the north side of the
moin trock, aoprorimately 1,000 feet east of the west switch

of the passing treack, 2t vhich this tr-in stopped to discharge

. pascenger cnd some freight., The train then pi'oceedea eastward
on the a~in track, nassed the enst switch without stopping, and
collidea vith EZxtra 3745 while treveling ~t o speed estimated

to n~ve pnem about 20 miles per Lour,

Extre 3745, a wett-dbound Irei ht trein, consisted of 25
cars and & ceboose, aculed by engine 5745, and wos 1a charce
of Conductor Covo enw En.inen~n E~rris. This trein arrived at
Holeb, the last open office, 11.4 miles east of Lowelltown, at
8:050 ~.m., and ot this noint the crer reccived 2 copy of train
order 28, previously mentioned, on form 19. The train deperted
from this point at ¢ a.m., according to tne train sheet, and
was aporoachiay Lowelltown ~t ¢ speed escimsted to have been
between 8 and 10 miles per hour when 1t collided with Troin
No. 118.

Both engines were der~iled, buv resnained upright -nd in
line with the track, locked together cnd considerably damaged.
The first cer in Train No. 118 stoponed on the tender of engine
1070 and this cer and also the fourth car, which was derailed,
were destroyed. Tne second =2nd thire cars also were derailed
and considerably dam=ged, The firet csy in Sxtra 3745 was
derailed and the fourteenth cai buckled, bLoth czrvs being
destroyed, while the second, sixth and tenth cars were consider-
aoly cemazed. The employees Zilled were the engineman and
fireman of Train No. 118 and the Tirveman of Extira 3745, and
the 1njured employees were the engineman of Extra 3745 and a
paymaster in the rear car of Train No. 118.

Summary of evidence

Conductor Towle, of Train No. 118, stated that at legentic
he read and signed for train order 239 and delivered a copy to
Engineman Robinson, who read the order to him and then signed
the ccnductor's copy; the order also was read and fully under-
stood by the other members of the tirain crew, but the conductor
coula not say mnositively whether Engineman rRovinson showed the
order to the rireman. Beilore departure of the train from
fegantic the air brakes were te:zted Ly the i1nspector and found
to be working properly, and several stops vere made en route.

At each noint where the train stopnea, Enginemnan Robinson

seemed alert and responded to all signals, acknowledging proceed
g1gnals, as 1s custouary, with two blasts of the engine whistle.
On arrivel et Lowelltown the train was stopied at the platforu,
and after doiny, the necegsary work at thet point, which reaguired
only & few minutes, he gave thne engineman & signal to pull down



and stop clear of the east switch, and he was sure the engineman
understood the signal inasmuch as he did not recpond with the
usual whistle signal for a proceed signal. Conauctor Towle

then went i1nto the cabhoose for the purpose of making out

customs rcperts for the station at Eoleb, and relied on Head
Brakemen Youngblood to throw the switch to permit Extra 5745

to enter the siding. When he noticed that the train was running
faster than he thouglt was necescary, he went outside and then
discovered that the entirce train had passed the east switch.

He then attempted to reach the emergency valve in the east end
of the passenger car, which was the next car to the rear of the
caboose, but the collision occursred before he could do so.
Conductor Towle further stated that the head brokeman wss at

the rear of the train at Lowelltown, and, having other duties to
perform in the meantime, was to o0 Torwara end open the east
switch after their train had stopped at that point.

Rear Brakemen Smith, of Train No. 118, stated that the
conductor gave him the train order directing their train to
meet Extra 3745 at Lowelltown; he read and understood 1t and
t-en geve 1t to the head brakeman. On le-ving Lowelltown, he
was 1n the bagzage car shifting freight toward the door pre-
paratory to unloading 1t at the next station, and the first
intimation he had that their train had paszed peyond the
meeting point, or of there being anytiing wrong, was when the
conductor came through the door of the baggeaze car and attempted
to reach the emergency valve., .

Head Brakeman Youngblood, of Train No. 118, stated thet
he saw and read the order directing nis train to meet Extra
3745, After the train stopned at Lowelltown he was on the
station platform, and when the trein started to pull shead he
entered the coach and fixed the fire, and then answered a
question of one of the passengers and went forward to the
beay, iag,e compartment of the coach and was telking with the rear
brakemean, the Tirst intimation he nad of enything wrong being
when the conductor came 1n and attempted to reach the emergency
valve, at vhich time the collision occurred; prior to this
time the trein had been traveling at speed estimated by aim
at 20 miles per hour. Under the rules, 1t was his Jduty to open
tne passing-track switch for the opposing trein and this he
intended to do when the train reached lthe east switch; he weas
unable to account for the fact thet ae was not suificiently
alert to notice that the train had pnassed the switch.

Conductor Cobb, of Extra 3742, stated that at Holeb he
had received a copy of train order 29, dirccting his train to
meet Treain No. 118 at Lowelltown. The first intimation he had
of anything wrong was when he was knocked to the floor of the
caboose Dby the impact of the collision, Jjust prior to which
time the speed of his train had been 9 or 10 miles per hour.
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He looked at his watch immediately and 1t then was 10:05 a.m.

Fead Brekeman licLean, of Lxtra 5745, stated that when
anproaching the noint of accident he wac on the sealt oa the
left siae of the enrngine; he wes Lookin, anead but due to the
curvature to the left and tie rock emobinkient on thwe inside
oI this curve,his view of the opnosing Ltrain waes obstructed
and ne did not se> 1% until 1t was about 100 feet aistant, at
which time he called to his engineman and fireman, "Head on", and
at the seame time reached fo: tae grabd i1ron in the top of the cab.
He estimated the spced of his trein at 10 a1les per hour but
was unable to estimate the speed of Train No. 118, althcugh
he was of the opirnion tliet the eniine wee not working steam,
due to the descending Jsrede in the direction in which that
train woes moving.

Discucsion

Under the pirovisiongs orf train crder 239, Train No. 118
was required to meet Extra 3745 Wect at Lowelltown. The
evidence 1andicates that the en, 1nenen and all memvers of the
train crew had read and understood this order, and 1t was
evident that Conductor Towle haed 1t in wind when, after the
stetion work lied bheen completec 2t Lowelltown, he Lave the
engineman 2 signal to pull ahead i1nstead of giving, the ucuel
signal to proceed. Anparently ltiae enjineman wes &alert when
leaving Lowelltown end undersvosd the si.nal he had recerved
from the conductor, 1n view of tne fact thet he accepted the
conductor's signal and started ahead without giving any
response by the use of the enrine whistle, instead of giving
the usual two blasts in answer to a proceed signal had he in-
tended Loing to the next station, but inmemuch as both the
enginerr n and fireman died of their injuries as a result of
tne accident no reacsons cen be as-igned for the failure of
the train to be stopped short of the switch. This conductor,
evidently for the instant, diemissea from his mind the importent
duty of knowing that the inst:iuctions he intended to convey oy
the ci1:snal ne gave were thoroughly understocd and would be
obeyed, for he 1mmediately wernt into the ceboose and started
preparing a report ior the customs inspector ot Holeb, and paid
no further attention to the spced or loc~tion of his troin
until after the entire trein had pasced veyond the cast switch.
When he noticed that the speed of the troin was faster than 1t
should neve been in order to stop Jor the switch, and then
found thet tue entire train had pacsed the switch, 1t was too
late Tor nim to anply the brakes in time to avert the aczcident.
The passing track ot Lowelltown parsllels the main track on the
south, anca naa tne conducior looked out of the window on the
soutl side of the caboose dircctly opoosite his desk he could
nave detected at once th.t his train had vassed the meeting
pownt, and as the emergency v.1lve in the ceboose was located
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directly over thne desk he could have appnlied the air brakes
1in time to hove prevented the occur:ience of the accident,

Head Brakeman Youngblood, whose duties as prescribed by
the rules reuuired him to open the switch {or the opposing
train, apparently dismiesed from his mind entirely this .
1mportant duty after ze had boarded tne rear or west end of
tiie combination car, where he attended to the fire 1in the
stove 1n that car, and then coanversed with one of the passengers.
He should have placed himself in position to proceed to the
switch as soon as his train stopped for that purpose, and then
would have been 1in position to detect the errcr and take the
necessary action to stop the train. The rear brakeman also
became engrossed 1in other activities and cdid not know his train
had pessed the meeting point.

There are 11 scheduled trains opercted in the territory
1n whlch this accident occurred, and the average derly nmovement
auring the 30 days preceding the deote of« the accident was between
14 and 15 trains. At tle time of the accident 1n this same
territory in December, 1919, which resulted i1in the loss of 23
lives, the traffic density averaged 41 treins daily, and while
the present volume of traffic represents a decrease from that
which prevailed 17 years ago, yet 1t 1gs believed that the
carrier 1s Jjustified in giving consideration to the recommenda-
tion which was made at that time, to the effect that a block
system should be placed in effec¢ on chis line. A block
system 1g now 1in use on that portion of the line between Barnard
and Greenville, o distance of 24.9 milecs, within which territory
the 1219 accident occurred, and the block system 15 also 1in opera-—
tion over a substanticl portion of tne line between Brownville
Jct. and Saint John, N.B.

Conclusion
This wccident was caused by failure to obey a meet ordcer.
Recommendation

A a means of preventing similar accidents in future, this
carrier chould give consideration to the need for the additionel
protection which would be afforded by thce instellation of a
olock-s1gnal syctem,

Respectfully submitted, 4.
W. J. PATTERSON,

Director.



