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INTERSTATE COMMERCE COMMISSION 

REPORT OF THE DIRECTOR OF THE BUREAU OF SAFETY IN RE IN
VESTIGATION OF AN ACCIDENT WHICH OCCURRED ON THE NEW 
YORK, NEW HAVEN & HARTFORD RAILROAD AT READVILLE, 
MASS., ON JANUARY 19, 1931. 

February 20, 1931. 

To the Commission' 

On January 19, 1931, there was a side collision be
tween two passenger trains on the New York, New Haven & 
Hartford Railroad at Readville, Mass., which resulted m 
the injury of 107 passengers, 7 employees, 2 mail clerks, 
and 4 dinmg-car employees. This accident was investi
gated in conjunction with representatives of the Massa
chusetts Department of Public Utilities. 

Location and method of operation 

This accident occurred on that part of the Midland 
Division extending between Boston and Readville Transfer, 
Mass , a distance of 10.43 miles, this is a four-track line 
over which trains are operated by time-table, tram orders, 
and a controiled-manual block-signal system. The tracks 
are numbered from north to south as follows; 3, 1, 2, and 
4, the two first-numbered tracks being for westbound move
ments and the others for eastbound movements. Readville 
is the junction of the double-tracked line of the WillJ-
mantic Brancn with the four-track m a m line Willimantic 
Branch track 2, eastbound, connects with each of the four 
m a m - l m e tracks. The accident occurred within interlock
ing limits, 310 feet west of the westbound home signal 96, 
directly opposite tower 181, at the intersection of west
bound m a m line tracK 1 with Willimantic Branch eastbound 
track 2. Approaching the point of accident from the east, 
track 1 is tangent for a distance of approximately 4,650 
feet, this tangent continuing for more than 1 mile beyond 
the crossover The grade for westbound trams is slightly 
ascending, being 0.16 per cent at the point of accident. 

Chickenng is located 1.98 miles west of Boston and 
the territory between Chickering and Readville Transfer, a 
distance of 8.45 miles, is equipped with the controlled-
manual block-signal system. Work of replacing the existing 
distant signals at the block stations with electric distant 
signals, and relocating them so as to provide additional 
braking distance between distant and home signals, has been 
in progress during the past year. The home signal at Read
ville is located 1,706 feet west of old westbound distant 
signal 97, while the new distant signal location is 3,751 
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feet east of the old distant signal. Old distant signal 
97 and home signal 96 ware of the one-arm, two-pogition, 
lower-quadrant type, mechanically operated. About two 
hours p ^ Q T p t o the accident the lever of the interlocking 

so as to hold the arm m the horizontal or caution posi
tion, in which position it is required that trains reduce 
speed at once and proceed at restricted speed, not exceed
ing 35 miles per hour, prepared to stop at next signal; 
the intent was to safeguard the relocating of the new dia- „ 
tant signal, but a few minutes prior to the accident the 
blade and lamp of old distant signal 97 weTe removed, be-
forc the installation of the new distant signal was com
pleted . 

Notice of changes m signals m the vicinity of Read
ville to be made on January 19, 1931, was covered by super
intendent's bulletin notice No. 1, issued under date of 
January 14, 1931, including information that "WESTWARD -
The distant signals for tiacks 1 and 3 now located 3000 
feet east of S S. 181, Readville Jet , will be moved 4000 
feet east " Under the rules, a signal imperfectly dis
played, or the absence of a signal at a place where a sig
nal is usually shown, must be regarded as the most restric
tive indication that can be given by that signal. 

Under normal conditions, a view of old distant signal 
97 could be had for a distance of about 3,250 feet, while 
k view of home signal 96 could be had for a distance of 
•about 2,950 feet, but visibility was interfered with very 
materially by the fact that it was snowing hard at the time 
of the accident, which occurred aboat 9.48 a.m. 

Eastbound local passenger t r a m No. 910 consisted of 
two coaches, one smoking car, and one baggage car, in the 
order named, hauled by engine 1209, and was in charge of 
Conductor Colgan and Engmeman Wylie The first three cars 
were of wooden construction, while the last car was of 
steel-underframe construction. This tram left Norwood 
Central, the last open office, 5 33 miles from Readville, 
at 9.40 a.m., according to the t r a m sheet, five minutes 
late, and while moving through the crossover at Readville 
at a speed estimated to have been,about 10 miles per hour 
the tender was struck on the forward end of the left side 
by t r a m No. 175 

Westbound passenger t r a m No. 175, the Colonial Ex
press, consisted of one mail car, one deadhead lounge car, 
one club car, tnree parlor cars, one sleeping car, one 
dining car, one coach, and one smoking car, m the order 
named, all of steel construction, hauled by engme 1353, 

plant signal 97 was locked 

Des cription 



and was in charge of Conductor Huntington and Engineman 
Gladding. This tram left Boston at 9.30 a.Tru, according 
to the t r a m sheet, on time, passed Forest Hills, the last 
open office, 4,48 miles east of Readville, at 9.44 a.m., 
according to the t r a m sheet, two minutes late, passed the 
new distant signal location, at which time the installation 
had not been completed, passed old distant signal 97, no 
indication being displayed thereon as the blade and lamp 
had been removed, passed home signal 96, which was display
ing a stop indication, and collided with the side of t r a m 
No. 910 while traveling at a speed estimated to have been 
between 10 and 15 miles per hour. 

Engine 1209 was separated from its tender as a result 
of the impact and came to a stop on eastbound main line 
track 2 about 75 feet east of the crossover, without being 
derailed. The tender was torn from its trucks and came to 
rest west of the crossover and across eastbound m a m line 
track 4, with its rear end telescoping the forward end of 
the first coach m its train a distance of about 15 feet. 
Both coaches were derailed and came to rest in line with 
and west of tne crossover, leaning toward the right. The 
third and fourth cars were not derailed Engine 1363 came 
to rest on its Tight side on westbound m a m line track 3, 
with its forward end fouling the crossover, the tender was 
behind the engine on the east side of the crossover The 
forward truck of the mail car was the only other equipment 
derailed m t r a m No 175 

Summary of evidence 

Engineman Gladding of t r a m No. 175, who was inter
viewed at his home five days after the occurrence of the 
accident, stated that this was his regular run and that he 
read superintendent's bulletin notice No. 1 prior to start
ing on the trip m question and understood that the signals 
were going to be changed some time that day. On departing 
from South Station, Boston, it had just started to snow and 
on leaving Back Bay station the storm got worse. Approach
ing Chickermg tower the signal indications could be seen 
fairly well, but when approaching Boylston StTeet and also 
Forest Hills it was snowing harder, increasing all the time, 
and m his opinion it was snowing the hardest as his t r a m 
approached Readville. Engineman Gladding worked the engine 
hard as far as Forest Hills, as usual, estimating the speed 
of the t r a m to have been about 45 miles per hour on pass
ing that point. Before reaching Hyde Park, located 1,36 
miles east of Readville, he shut off steam, at which time 
he estimated the speed to have been between 45 and 50 miles 
per hour. Engineman Gladding could not say whether he saw 
any one m the vicinity of the new distant signal location, 
about 950 feet east of Hyde Park station; the signal mast 
was bare, however, with no blade on it. The engine was 



drifting and about the tlMfc it went under the bridge, lo
cated about 100 feet east of Hyde Park station, he set the 
brake just a little, "pinched" them down, estimating that 
he made about a 15-pound brake-pipe reduction, from a brake-
pipe pressure of 110 pounds, and then lapped the valve. As 
the train approached old distant signal 97, the throttle 
was entirely closed and the speed of the t r a m had not been 
retarded perceptibly from the speed of about 45 miles per 
hour; he could not see the mast of the old distant signal 
through the storm until the engine was about three ox four 
car-lengths from it and he then saw that there was a man on 
the pole and that the signal blade was missing Engineman 
Gladding realized that something was wrong and that the ab
sence of an indication meant he should regard the signal as 
having displayed its most restrictive indication, the re
sult was that he immediately applied the air brakes m emer
gency and opened the sanders, moving the brake-valve handle 
from lap position around to emergency m one motion, and he 
thought the brakes were applied in emergency by the time 
the engme passed the mast of old distant signal 97. En
gineman Gladding looked ahead through the storm, but did 
not see home signal 96 until he was about two car-rlengths 
from it, and it was then displaying a stop indication; he 
reversed the engme and opened the throttle, and estimated 
the speed of the t r a m to have been about 20 miles per hour 
on passing the home signal, and about 15 miles per hour at 
the time of the collision On account of the storm, it was 
not until he had passed the nome signal that he was able to 
see the /local t r a m crossing over ahead of him. Engmeman 
Gladding said that the air brakes had been tested and 
worked properly, that when he made the emergency applica
tion at old distant signal 97 he expected that the t r a m 
would be brought to a stop before the engine reached home 
signal 96 and that he could not say why the stop was not 
made. The speed seemed to oe retarded as he woald expect 
it to be, however, m view of the conditions, wet rail, 
etc., there was a question m his m m d as to whether the 
wheels locked. Engineman Gladding thoroughly understood the 
rule m regard to a signal improperly displayed, or the ab
sence of a signal at the place where one is usually shown, 
also the rule m regard to taking extraordinary precaution 
m approaching signals during stormy weather, but at the 
same time he said that while he did not know at what time 
of the day the signals would be changed, yet he expected to 
find some kind of a distant signal in* operation, either at 
the new distant signal location or at old distant signal 97 
and it was his opinion that had a signal been displayed he 
would have been able to pick it up much^quicker than was 
the case with no signal displayed, 

Fireman McHugh, of train No. 175, who was a promoted 
man with a total of 20 years 1 experience, stated that this 
was his regular run and that he had read superintendent's 



bulletin notice Ho. 1 Ee tas very busy working on tU# 
fire end paid no particular attention as to the speed cf 
the t r a m when it passed Forest Hills, but he said the 
speed increased perceptibly after massing that point and 
estimated it to have oeen 50 miles per hour, probably more, 
on passing Hyde Park station. Fireman UcHugh experienced 
trouble with coal that had worked down m the hopper and 
was unaware of his exact location until the engineman 
started to apply the air brakes, which was his first inti
mation of anvihing wrong, saying that it was customary when 
the engmeran was going to shut off steam to call his atten
tion to the fact so that there would be no danger of back 
fire m the cab On this particular occsGion the engmeman 
did not say anything wnen he shut off steam, rt which time 
the soeed was about 50 miles per hour, and immediately fol
lowing made a heavy service air-brake application, which 
retarded the speed of the t r a m considerably The firemen 
took it for granted that the engineman had encountered the 
distant signal and v.as getting the train under control at 
once, m d he could tell by the serious expression on the 
engmeman's face that there was something wrong Fireman 
McHugh got on his ee^t box as soon as he possibly could and 
leaned out of tne t m d o w to find out what was transpirmg, 
and it seemed to him tnat at that time the engine was about 
500 or 600 feet from home signal 96, which was displaying a 
stop indication, and the crossover was not then occupied by 
the local tram. Closely following the heavy service air
brake application, the engmeman applied the air brakes m 
emergency, and while the fireman could not say for sure, 
everything having happened so quickly, he did not t n m k the 
emergency application was made until the engine was m the 
vicinity of the home signal Following the emergency ap
plication the brakes did not seem to control the sijeed of 
the t r a m at all, tbe fireman saying that after that appli
cation was made that he felt as tnough he was "just having 
a sleigh ride." The last thing the fireman remembered see
ing the engineman do was to reverse the engine, when pass
ing the home signal, m the fireman's opinion, however, the 
wheels were already locked and sliding on the wet rails, G O 
that reversing the engine accomplished nothing He thought 
that tne engmeman worked steam up to the location of the 
distant signal, and estimated the speed to have been about 
20 or 35 miles per hour as the engine uassed the home sig
nal . 

Statements of Conductor Huntington, Baggagemaster Van 
Germert and Trfmmen Smith and M m n i x , of t r a m Ho. 175, 
were to the effect that nothing unusual transpired with re
gard to the operation of the t r a m until Just prior to the 
accident Conductor Huntington was riding in the seventh 
car, he said that he felt the air brakes apply m emergency^-
at which time he estimated tne speed/of the t r a m to have 
been between 50 and 60 miles per hour, and said that he im
mediately sat down, through necessity, due to the s-udden 
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decrease m spued, remaining seated until the impact oc
curred, at which time he estimated tne speed to have been 
about 10 miles per hour, or less. He felt no air-br^ke ap
plication made immediately prior to the emergency applica
tion Conductor Huntington placed the location of the car 
m which he was ndin<~ at the time the emergency applica
tion was made as going under the first bridge east of tower 
181, this bridge being located approximately 2,000 feet 
east of that tower, at old distant signal 97, saying that 
he dia not feel anything to indicate that tne air brakes 
were released from that time until the collision occurred 
Baggagemaster Van Gerrrert, who was in the third car, felt 
as though two air-brake amplications were made, the first 
one being a light application, immediately followed by an 
emergency application, he placed the location of the club 
car when the emergency application was made as opposite an 
industrial plant which is located not a mreat distance from 
home signal 95, Trainman Smith was riding m the last car 
]n the train, he said that when that car was passing under 
the overhead ondge at old distant signal 97 the sir brakes 
applied m emergency and that he was thrown against the 
door of the wash room After the accident he immediately 
went back to flag Tramnan M m m x 1 as riding m the sixth 
car, he felt as though the engineman shut off steam and 
permitted the engine uo drift, without making an air-breke 
application, as the t r a m passed Hyde Park station, saying 
that the speed decreased slightly He placed the location 
of the car m which he was riding at the time tne air 
brakes were applied m emergency, wnich nearly caused him 
to f SjlJ-) as being m the vicinity of old distant signal 97, 
Train/Tlinnix estimated the speed of the train ]ust prior 
to trie emergency application as being between 35 and 40 
miles per hour 

Engmeman Wylie, of t r a m Ho. 910, stated that it was 
snowing hard as his t r a m approached Readville on the Wil
limantic Branch, restricting vision considerably, therefore, 
he had the speed reduced to around 5 or S miles per hour 
approaching home signal 9, located about 625 feet west of 
tower 181 The hotfle signal was displd^m^ a proceed indi
cation, but on a-ccount of the snow, and the smoke from a 
work trein engine that was on westbound main line track 3, 
he could not sea dwarf signal 23, which governed the move
ment of his t r a m through the crossover and is located 
about 400 feet east of home signal 9, until he was about 
15 or 20 feet from it He brought his t r a m almost to a 
atop at the dwarf signal, prepared to stop in the event it 
was against him, however, it was also displaying a proceed 
indication Engineman Wylie had the air brakes applied at 
this time and the speed of his tramwas about 3 or 4 miles 
per hour, he released the brakes and when his t r a m start
ed over the crossover he permitted the e n g m e to drift, 
until the forward end reached eastbound m a m line track 2, 
where he began to jvork steam On account of his position 



on the omoci;e a^c of tilt engine from the direction In 
which t r a m No 175 app tokened the crossover, the jfirnt 
knowledge he had of anything wrong was when the collision 
occurred, just as hns engine was heading m on eastbound 
m a m line track 3 Engmeman Wylie did not see, hear or 
have any indication that train No. 175 was approaching. 
The statements of Fireman Famten conflicted with those of 
Engineman Wylie to the extent of indicating that the home 
signal, No. 9, was at stop when they first came m sight 
of it, clearing up before thev reached it Dwarf signal 
33 also was at stop, but was cleared about the time the 
engine reached it Fireman painten further stated that as 
his engine entered upon the crossover the speed of the 
tram was about 5 or 6 miles per hour, he was sitting on 
the seat box, reaching up to close the injector, and 
glanced toward the east While he was not certain, he 
thought he saw smok? m that direction, but did not pay 
mucn attention to it, t h m k m ^ it was a yard engine stopped 
for the signal After closing the injector he got down m 
order to start firing and just as he put his foot on the 
deck the collision occurred, at whicn time he estimated the 
speed of his t r ^ m to have been about 10 miles per hoar 
Fireman Pa mten nad no intimation that t r a m No. 175 was 
approaching the crossover. Statements of Conductor Colgan, 
Baggagemaster Clerk m d Trainman McCrillis developed noth
ing additional of mroortmce 

Operator Vifillard, on duty at tower 181, stated that 
as soon as t r a m No. 910 rang m on the Willimantic Branch, 
and before he removed the receiver from the telepnone to 
get m touch with Clarendon Hills m order to obtain infor
mation on train No. 175, he lined the crossover route for 
t r a m No 910 and displayed proceed indications on both 
home signal 9 and dwarf signal 33. The information con
cerning t r a m No 175 was obtained from Clarendon Hills at 
least one minute or more after t r a m No 910 rang in, he 
did not obtain this information dmirect from the operator, 
however, saying that some one was talking on the telepnone 
and that he asked the man to ask Clarendon Hills where 
tram No. 175 was at the time, and the man said "just com
ing by." Operator Willara considered that this was the 
equivalent of his having obtained the information himself, 
also that the information was received m what he consid
ered time enough to make the contemplated movement with 
tram No. 910. Operator Willard stated that he pondered 
whether to take the route away from t r a m No 910 and g i v e 

it to t r a m No. 175, or leave it as it was, but finally de
cided that t r a m No. 175 would slow down i/vhen they did not 
receive the distant signal and there would be time enough 
to get t r a m No 910 across Operator ffillard had seen 
superintendent's bulletin notice No. 1, knew the character 
of the work that was to be done at and m the vicinity of 
Readville that day, and was familiar with what was contem
plated, he said that he exercised his best judgment and con-̂  
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sidercd it the proper movement to let local train No. 910 
cross over from the Willimantic Branch ahead of express 
t r a m No. 175 

Assistant Signal Engineer Chappelle stated that ac
cording to instructions and practice, it was intended that 
the installation of the new distant signal be completed and 
properly tested before the blade was removed from old dis
tant signal 97, however, the blade of old distant signal 97 
was inadvertently re >oved before the new distant signal in
stallation was completed and prior to the arrival of train 
No. 175. 

Signal Supervisor Dobson stated that on January 16 he 
went to Readville "nd m the course of the conversation he 
specifically instructed Signal Foreman Mills, who was the 
only man who had a copy of the olans, not to remove the 
blade from old distant signal 97 until the blade was in
stalled at tne new distant simnal location, and that dur
ing this conversation Signal Foreman Forbes, a nechanical 
foreman, came in. Signal Supervisor Dobson was at home on 
the day of the accident, on account of illness, and he said 
that he had left Signal Foreman Mills m direct cnarge of 
the work of ch i c i n g signals at end m the vicinity of 
Readville Signal Foreman Mills, however, denied that he 
knew he was m direct caarge, saying that he thought either 
Assistant Signal Engineer Chappelle or Signal Supervisor 
Dobson would arrive at any time during the day, and it was 
merely incumbent on him, an electrical foreman, and Mr. 
Forbes, a mechanical foreman, to cooperate and follow in
structions until their superior arrived. 

Signal Foreman Mills stated that he thoroughly under
stood that the new distant signal installation should have 
been completed before the blade was removed from old dis
tant signal 97, and that he had previously performed work 
of a similar nature on a number of occasions Signal Fore
men Mills stated that he instructed Signalman Banks to go 
to the new distant signal location and install the blades, 
and to notify him ^vhen tne work wae done. Signalman Banks 
left tower 181 9t Readville about 9.05 or 9.10 a.m. to go 
to th$ new diet11 at signal location, going by automobile 
truck, and bditi^ accompanied by Signal helper's, signal 
Forewan Mills remained in tower 181, he maintained that he 
did not send an/one to old distant signal 97 to remove the 
blade, but said he told Signal Foreman Forbes that the 
truck was going, that the material had been placed for 
Forbes to make his changes, and asked him if he wanted to 
send anyone with tne truck to the old distant signal The 
result was that Forbes and his men also left tower 181 for 
old distant signal 97 the same t n e as and m the same au
tomobile truck with Signalman Banks and the signal helpers 
Signal Foreman Mills stated that he did not say anything 
to Signal Foreman Forbes about removing the blade from old 
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distant signal 97, but that he did tell Signal Foreman 
Forbes that Signalman Banks was going to install tne blades 
at the new distant signal location Signal Foreman Mills 
expected and felt certain that Signal Foreman Forbes would 
get m touch with Signalman Banks and arrange to have the 
work of installing the blades at the new distant signal lo
cation properly taken care of before the blade was removed 
from old distant signal 97 Signal Foreman Mills also 
stated that it was his intention to notify Signal Foreman 
Forbes when he received word that the blades were installed 
at the new distant signal location, so that Forbes might 
renove the blade from old distant; signal 97. There was no 
definite understanding between them, however, as to the 
conduct of the work 

Signal Foreman Forbes, a mechanical foreman, stated 
that he was instructed by Signal Foreman Kills to cut out 
of service old distant signal 97 and remove the blade, that 
the other men "would go right through with the truck and 
they would have the blades on by the time I had the blades 
removed." Signal Foreman Forbes left Readville on the au
tomobile truce along with the other men and accompanied by 
signal helpers, and according to his statements no mention 
wa,s made aoout keeping the blades m position on old dis
tant signal 97 until the blades were applied on tne new 
distant signal, he did not know that the blades had not 
been appliea to the new distant signal, and merely waited 
at tne old distant signal about 15 or 30 minutes and then 
took off the blades on the signals at that point 

Conclusions 

This accident was caused by the failure of Engmeman 
Gladding, of tram Ko. 3 75, properly to control the speed 
of his tram, particularly m view of tne existing weather 
conditions, with the result that he was unable to bring it 
to a stop before massing home signal 96, and the lack of s 
distant signal indication, for which Signal Foremen Mills 
and Forbes were responsible. 

Enginê jar. Gladding maintairwd that between the new 
distant sig&&l location and Kyd& iSkxi station he shut off 
steals and w&<%& tJfotit a 15-pound 1j*e*a-pipe feduction, the 
speed of his train then was 45 or 50 miles per hour, ana his 
engine was at least 3,900 feet east of old distant signal 
97, all of this distance being on a slightly ascending 
grade. According to his statements, however, although he 
then lapped the brake valve, yet the speed of the t r a m 
was still around 45 miles per hour on approaching the old 
distant signal Engmeman Gladding further stated that he 
then moved the brake-valve handle from lap to emergency 
position and opened the sanders, the air brakes being ap
plied m emergency by the time the engine passed distant 
signal 97. This signal is located 1,706 feet east of home 
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signal 96, whicn was displaying a stop indication, yet 
the t r a m passed home signs! 96 st a speed of about 30 
miles per hour and collided with t r a m No. 910 about 310 
feet beyond that point while travelirp at a speed of about 
15 miles per hour, According to his own statements, En
gmeman Gladding, from tne time he mode the emergency air
brake application, had a total distance of over 3,000 feet 
within which to have brought his train to a stop, all on a 
slightly ascending grade and with the senders opened. The 
mail car had PC orake equipment, and all the other cars had 
UC equipment, the piston travel of the mail car, tested af
ter the acciaent, was 7 inches, while all the others were 
tested, m emergence, before the accident and had a piston 
travel of approximately 8 inches The brakes had been ex
amined again in the station at Boston, a running test had 
been made leaving Boston, the brakes had worked properly 
when making a station Eton at B a c k Bay, 1.28 miles from 
the terminal, the engmeman said they seemed to be all 
ripht m e n he applied the""1 approaching the o o m t of acci
dent, and when examined and tested after the accident they 
had a piston travel varying i T o m 7 to 8 inches Under 
these circumstances, and considering the previous 15-pound 
reduction from a brake-pine pressure of 110 pounds, it 
would appear tnat tne emergencv application Engmeman Glad
ding said he made at distant signal 97 should have Drought 
his t r a m to p stoa before it passed nome signal 96. 

There were five otner employees in the crew of t r a m 
No. 175, the firemm, who vas on the engine, the baggage-
master m the third car, a brakeman in the sixth car, the 
conductor m the seventh car, and another brakeman m the 
last car The first two emplovees nentioned thought there 
was a service aoplicition of tne ~ir brakes, followed al
most immediately by an emergency application, while the 
other three employees thought tne emergency application was 
the only application which was made The estimates of all 
of tnese employees as to their respective locations at tne 
time they felt the emergency application indicated that the 
head end of the t r a m must have been well beyond distant 
signal 97 at that time Under these circumstances, and af
ter considering the various other features connected with 
the occurrence of this accident, it seems more than prob
able that any application nade by I&gine^an Gladding before 
reaching Hjrfle Park station, practically 1 mile from the 
point of accident, was more m the nature of a slight ap
plication while the t r a m was rounding the curve m that 
locality; that when approaching distant signal 97 Engmeman 
Gladding was endeavoring to make out the mcication which 
he supposed would be displayed, at the signal location, and 
that owing to the aosence of the semaphore blades and also 
the lamps, coupled with the stormy weather conditions pre
vailing, he was unable to determine that no indication was 
displayed until his engine h?d practically reached the sig
nal, and that it was not until after the head end of his 
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train had passed tne distant signal, still moving at a 
conparativelv high rate of speed, that ne realized the 
condition of the signals, and then made the emergency ap
plication of the brakes and opened the sanders, too late, 
however, to enaole him to bring his tram to a stop. En
gmeman Gladding ssened to think that the wheels might 
have locked after tie emergency application was made, and 
his fireman apparently had a similar idea It is to be 
noted, however, that no slid-flat wheels were found on in
spection after the accident, and this would make it appear 
that botn brakes and sand were effective m the engmeman 1s 
endeavor to bring the tram to a stop. 

So far as the signal department is concerned, there 
was an inexcusable lack of cooperation The procedure was 
very simple so far as it affected the two distant signals, 
all the signal department employees had to do was to place 
m operation the new distant signal and then cut out the 
old distant signal Signal Supervisor Dobson was rbsent 
on account of illness, pnd this left it up to Signal Fore
man Mills, an electrical foreman, and Signal Foreman Forbes, 
a mechanical foreman. The former was the only one m pos
session of a cony of the plans, cnd had been given to un
derstand that he was m charge of the work m the absence 
of Signal Supervisor Dobson He said he did not understand 
it tnat way, however, his idea being that he and Signal 
Foreman Forbes were jointly responsiole, each for his own 
part of the work. mile there is no ouestion but that sone 
one should have been m cnarge of the work, even this mis
understanding on t^e part of Signal Foreman Mills is not a 
sufficient excuse for what occurred. These two foremen 
were experienced men, were fully aware of the nature of the 
work.to be done, end each realized that the old distant 
signal shoulc not re cut out until the new distant signal 
had been placed m service. There was no cooperation be
tween them, however, and no definite arrangement made to 
guard against the possibility of outting out tne old signal 
before tne new one nad been placed m service. The result 
was that Signal Foreman Forbes proceeded to the old distant 
signal location, waited 15 or 30 minutes, within which pe
riod he supposed, the new signal would be placed in service, 
and then prooesdejd to cut out ttie old signs] . The new sig
nal had not bfctn placed m service, however, -nd t r a m No 
175 therefore wsw» enabled to aoifi?o#ch at a hicch rate of 
speed without receiving anv warning on either of the dis
tant signals to indicate that the home signal was m the 
stop position The actions of these two foremen nade very 
probable the occurrence of just such an accident as did 
occur, and they can not be too strongly condemned for their 
total lack of cooperation and for their failure to realize 
the responsibilities of their respective positions. 



Engmeiran Gladding, who had had more than 44 years' 
experience m engine service, had been on duty less than 
two hours at tne time of the accident, prior to which he 
had been off duty more tnan 36 hours, all of tie other em
ployers involved were experienced men and at the time of 
the accident none of them had teen on duty m violation of 
any of the provisions of the hours of service law. 

Respectfully submitted, 

W P. BORLAND, 

Dir ector 


