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INTERSTATE COMMERCT COMMISSION

REFORT COF THE DIRECTOR OF THE BUREAU OF SAFETY IN RE IN-
VESTIGATION OF AN ACCIDENT WHICH OCCURRED ON THE NEW
YORK, NEW HAVEN & HARTFCRD RAILROAD AT RE4DVILLE,
MASS.,, ON JANUARY 19, 1931.

February 20, 1931,

To the Commission-

On Japuary 12, 1931, there was a side collision be-
tween two passenger trains on the New York, New Haven &
Hartford Railroad at Readville, Mass., which resulted 1n
the i1njury of 107 vossengers, 7 employees, 2 mail clerks,
and 4 dining-car employees. This accident was investi-
gated in conjunction with representatives of the Massa-
chusetts Departament of Public Utilities,

Location and method of operation

This accident occcurred on that part cf the Midland
Division extending vetween Boston and Readville Transfer,
Mass , a distance of 10.47 miles, this 18 a four-track line
over which trains are cverated by time-table, train crders,
and a controlled-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
18 the jJunction of the double-tracked line of the Willil-
mantic Brancn with the four-{rack main line Willimantic
Branch track 3, eastbound, connects with each of the four
main-line tracks. The accident occurred within interlock-
ing limits, 210 feet west of the westbound home signal 986,
directly opposite tower 181, at the intersection of west-
bound main 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 4,600
feet, this tangent continuing for more than 1 mile beyond
the croseover The grade for westbound traines is slightly
ascending, beinz 0.13 per cent at the point of accident.

Chickering 1s located 1.98 miles west of Boston and
the territory between Chickering and Readville Transfer, a
distance of 8.45 miles, 1s equlpped with the controlled-
manual block-signal system. Work of replacing the existing
distant signals at the block stations with electric distant
s1pnals, 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 dead-
ville 1s located 1,708 feet west of o0ld westbound distant
signal 97, while the new distant signal location is 3,751
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feet east of the old distamt signal. 014 distant sigpal
97 and home signal 96 were of the one~arm, two-poditisn,
lower-quadrant type, mechanically Operated Abput two
hours pEdpd-to the accident the lever of the interlocking
plant in/ B controlling old distant signal 97 was locked
go as to hold the arm in the horizontal or caution posi-
tion, 1n which position 1t is required that trains reduce
speed at once #nd proceed at restricted speed, not exceed-
ing 25 miles wmer hour, prepared to stap at next signal;

the intent was to safeguard the relocating of the new dis~
tant signal, but a few minutes prior to the accident the
blade and 1amp of 0ld distant signal 97 were removed, be-
forc the installation of the new distant signal was com~
pleted.

Notice of changes in signals in the vicinity of Read-
ville to be made on January 19, 1331, was covered by super
intendent's bulletin notice No. 1, 1ssued under date of
January 14, 1931, including information that "WESTWARD -
The distant signals for tracks 1 and 2 now leocated 2000
feet east of 8§ 8. 181, Readville Jct , wi1ll be moved 4000
feet east " TUnder the rules, a signal imperfectly dis-
played, or the absence of a signal at a place where a sig-
nal 1s usually shown, must be regarded as the most restric-
tive 1ndication that can be given by that signal.

]

. Under normal conditions, a view of old distant signal
87 could e had for a distance of about 3,250 feet, while

& view of home signal 98 could be had for a distance of
@bout 2,850 feet, but vieibility was interfered with very
materially by the fact that 1t was snowing hard at the time
of the accident, which occurred aboat 92.48 a.m,

Description

Eastbound local passenger train No. 910 consisted of
two coaches, one swmoking car, and one baggage car, in the
crder named, hauled by engine 1309, and was 1n charge of
Conductor Colgan and Engineman Wylie The first three cars
were of wooden construction, while the last car was of
steel-underframe construction. This train left Norwood
Central, the last open office, 5 33 miles from Readville,
at 9.40 a.m., according to the train sheet, five minutes
late, 2 nd 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 train No. 175

Westbound passenger train No. 175, the Colonial Ex-
press, consisted ¢of one mail car, cne deadhead lounge car,
one club car, tnree parlor cars, one sleeping car, one
dining car, one coach, and one smoking car, in the order
named, all of steel consiruction, hauled by engine 1363,
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and was in charge of Conductor Huntington and Engineman
Gladding. This train left Boston at 9.30 a.m., aacording
to the train sheet, on time, passed Forest Hilis, the last
open office, 4,48 miles east of Readville, at 9.44 a.m.,
according to the train sheet, two minutes late, passed the
new distant signal location, at which time the installaticn
had not been completed, passed old distant signal 97, no
indication being displayed thereon as the blade and lamp
had ween removed, passed home signal 98, which was display-
ing a stop indication, and collided with the side of train
No. 910 while traveling at a speed estimated to have been
between 10 and 15 miles per hour.

Engine 1208 was separated from i1te tender as a result
of the impact and came to a stop on eastbound maln line
track 2 about 75 feet east of the crossover, without being
derailed., The tender was torn from 1ts trucks and came ta
rest west of the crossover and across eastbound main line
track 4, with 1ts rear end telescoping the forward end of
the first coach in 1ts train a distance of about 15 feet.
Both coaches were derailed and came to rest i1in line with
and west of tnc crossover, leaning toward the right. The
third and fourth cars were not derailed Engine 13283 came
to rest on 1t5 Tight side on westbound main line track 3,
with 1ts forward end fouling the crossover, the tender was
behind the engine con the east 31de of the crossover The
forward truck of the mail car was the only other sgquipment
derailed in train No 175

Summary cf evidence

Engineman Gladding of train No, 175, who was 1inter-
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 1n guestion and understood that the signals
weTe golng 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 Chickering tower the signal indications could be seen
fairly well, but when approaching Boylston Street and also
Forest Hilles 1t was snowing harder, increaging all the taime,
and 1n his opinion 1% was snowing the hardest as his train
approached Readville. Engineman Gladding worked the engine
hard as far as Forest Hills, as usual, estimating the speed
of the train to have been about 45 miles per hour on pass-
ing that point. Before reaching Hyde Park, located 1.28
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 oné in the wvicinity of the new distant signal location,
about 950 feet east of Hyde Park stat:ion; the signal mast
was bare, however, with no blade on 1%. The engine was
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drifting and about the time 1t went under the braidge, lo- i
cated about 100 feet east of Hyde Park station, he set the !
brake just a little, "pinched" them down, estimdting 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 d
was éntirely closed and the speed of the train 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 eéngine was about three or 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 thai the ab-
sence of an i1ndication meant he should regard the g8ignal as
having displayed 1ts moet restrictive indication, the re-
sult was that he i1mmediately applied the air brakeés 1n emer-
gency and opened the sanders, moving the trake-valve handle
from lap position around to emergency in one motion, and he
thought the brakes were applied in emergency by the time

the engine passed the mast of old distant slgnal 97. En-
gineman Gladding locked ahead through the storm, but did

not see home signal 96 until he was about two car-lengths
from 1t, and 1t was then displaying a stop indication; he
reversed the engine and opened the throttle, and estimated
the speed of the train to have been akeout 20 miles per hour
on pessing the horme signal, and about 15 mwiles per hour at
the time of the collision On account of the storm, 1t was
not until he had passed the nome signal that he was able to
see the local train crossing over ahead of him. Engineman
Gladding said that 1lhe air brakes had been tested and

worked properly, that when he made the emergency avplica-
t1on at old distant signal 97 he expected that the train
would be brought to a stop before the engine reached home
slgnal 26 and that he could not say why the stop was noid
made. The speed seemed to oe retarded as he would expect

1t to te, however, in view of the conditions, wet rail,

etc., there was a question in his mind as to whether the
wheele locked. Engineman Gladding thamughly understood the
Tule in regard to a signal impreperly displayed, or the ab-
seénce of a signal at the place where one 1s usually shown,
also the rule in regard to taking extraordinary precaution
in 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 ine operation, either at
the new distant signal location or at old distant signal 97, .
and 1% was his opinion that had a signal been displayed he
would have been able to pick 1t up much,quicker than was

the case with no signal displayed.

Fireman McHugh, of train No. 17E, who was a promoted .
man with a total of 20 years' experilence, stated that this
was his regular run and that he had read superintendent's
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Bulletin notice No. 1  Eg @as very busy working on thwe
fire ond paid no particular attention as to the speed of
the triin when 1t passed Forest Hills, but he said the
speed 1ncreased perceptidly after rezssing that point and
estirated 1t to heve ceen 80 miles per hour, orobably more,
on passing Hyde Park statioa, Fireman McHueh exmerienced
trouble with coel that hed worked down in the hooper and
was unaware of his exact location until the engineman
started to apply the alr trakee, which was his first inti-
maticn of anvthing wrong, saying ilhat 1t was customary when
the engineran was going to shut off steam to cell his atten-
tion to the fact so that there would be no danger of back
fire 1n the cab On this particular occecion the engineman
did not ray anything wnen he shut off steam, ¢t which time
the sveed was zbont 5D miles per hour, and immediately fol-
lowing made a heavy service air-brake application, which
retarded the speed of the train considerably The firemen
took 1t for granted that the engineman had encountered the
distant signel znd was getting the train under cortrol at
oice, ~nd he cculd tell by the serious expression on the
engineman's Yace that there wes somcthing wrong Fireman
McHugh got on his ce-~t box as goon a¢ he vossibly could and
leaned out of tne v1ndew to find out what was transpiring,
and 1t seemed to him that at that time the engine was about
200 or 800 feel from home signal 98, which was disnleying a
stop i1ndication, and the creossover was nnt then occupied by
the locel train. Closely following the heavy service air-
brake opplication, the engineman applied the air brakes 1n
emergency, and while the fireman could not say for sure,
everything having havrened so quickly, he did notv taink the
emergency apnlication was made until the engine was 1in the
vicinity of the home signal Following the emergency ap-
plication the brakes did not seem to control the sweed of
the train at all, tre fireman saying that after that eponli-
caticn 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 hove siznal, 1n the fireman's ooinion, however, the
wheels were 2lready locked and sliding on the wet rails, BO
that reversing the engine accomplished nothing  He thought
that tne engineran worked steam up to the location of the
distant sipnal, and estimated the speed to have been about
20 or 25 mlles per hour as the engine passed the home si1g-
nal,

Statements of Conductor Huntington, Baggagemaster Van
Germert and Treinmen Smith and Minnix, of train ¥o. 175,
were to the effect that nothing unusual transpired with re-
gard to the operation of the train until just orior to the
accldent Conductor Huntington was riding in the seventh
car, he said that he felt the air brakes apvly in emergency .-
at which time he estimated tne speedof the train to have
been between 0O and 60 miles per hour, and said that he 1w~
mediately sat down, through necessity, due to the sudden
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decrease in sv:ed, remalning scated until thes impact oc-
curred, at which time he estimated tne sveed to have been
2bout 10 miles per hour, or less, He felt no s1r-breke an-
pliceiion mede i1mmedilately prior to the emergency applica-
tion  Conductor Hunitington placed the loceation of the car
in which e was ridinc at the time the emergency apvlica-
t1on was made as going under the first bridge east of tower
181, thi= bridge being located approvimetely 2,000 feet
east of thot tower, at old cistent signal @7, saying that
he dia not feel anything to indicate that tne air brakes
were releaged from that time until the collision ococurred
Baggagemaster Van Gerrert, who was 1a the third car, felt
8s though two air-brake anplications were made, the first
one being a light application, 1mmedintely followed by an
emergency applicetion, he placed the location of the club
car when 3 he emergency anplication was wade as opposite an
industrial plant which 1s Jocated not & creat distance fror
hore signal 96, Trainman Smith was riding in the last car
in the train, he said that when that cer was vassing under
the overhesd oridge at old distent signel 97 the zir braces
apnlied 1n emergency end that he was thrown sgeinst the
door of the wash Toom After the accident he imaedistely
went back to flag Trainnan Minnix ' as riding 1n the sixth
car, he felt 2s thoush the engineman shut off steam and
rermitted the engine oo drift, without making an sir-breke
application, as the trein passed Hyde Park station, ssying
that the speed decreased slightly He placed the location
of the car in which he was riding at the time tne 3ir
brakes were aonlied 1n energency, wnich nearly ceused him
to T , as beilng 1n the vicinity of old distant signal 97,
Train/Minnix estinzted the speed of the train jJust prior

to the emergency application #s being between 3% and 40
miles per hour

Engineman Wylie, of train No. 3910, stated that 1t was
snowing hard as his train spproached Reedville cn the Wil-
limantic Branch, restricting vision coneilderzbly, therefore,
he hrd the speed reduced to around 5 or 8 milses ver hour
approaching home signal 9, located sbout B3F feet west of
tower 181  The home signal was disvlevin~ a proceed indi-
cation, but on account cf the snow, 2né the s=oke fron =
work ftrain englne that wae on weetbound main line track 3,
he could not see2 dwarf signel 22, which governed the wove-
ment of his train through the cregaésover and is located
about 400 feet east of home cigmal 3, until he was about
15 or 20 feet from 1t He brought his train almost to a
stop 2t the dwarf signal, prevared to stop 1n the event 1t
was agzinst him, however, 1t was also displaying 3 proceed
indicaticn Engineman Wylie had the air brakes applied at
this time and the speed of his treinwas about 3 or 4 miles
rer hour, he released the brekes esnd when his train start-
ed over the crossover he permitted the engine to draift,
unti1l the forwerd end resched eastbound main line track 2,
where he began to work gteam  On account of his position



an the omrocise 3.7°¢ of % encine from the directiom in
which train No 172 zppre#ghed the crossover, the firet
knowledge he hod of anything wrong was when the collislon
occurred, just 2z h-5 engine was hesdine i1n on eastbound
malin line track = Enginerman Wylie dad not see, hear or
heve any 1ndication that train No. 175 was apwroaching.

The statements of Fireman Painten conflicted with those of
Engineman Wylie to the extent of 1indicating that the home
sienal, No. 9, was at stop when they first came 1in sight

of 1t, clearing up before thev reached 1% Dwarf signal

22 also was at stop, but was cleared about the time the
engine reached 1t Firenan Painten further stated that as
his engine entered upon the crossover the spesd of the
train was about 5 or & miles per hour, he was sitting on
the seat box, reaching up to close the 1njector, and
glanced toward the east While he was not certaain, he
thought he saw smok2 1n that direction, buvt did not pay
mucn attention to 1t, thinkine 1t was a yard engine stopped
for the signal After closing the injector he got down 1in
order to start firinc and just as he rut his foot on the
deck the coliision occurred, at whicn time he estimatsd the
speed of his 1iroin lo have been zbout 10 miles per houar
Firemon Peinten nad no inlimation that train No. 175 was
spproaching the crossover. BStatements of Conductor Colgan,
Baggagemaster Clzrk »nd Trainman MceCrillis developed noth-
1ng additional of 1mwortince

h ()1 .

Operator Willsrd, on duty at tower 181, stated that
as scon as trzin No. 210 reng in on the Willimentic Branch,
and before he removed the receiver from the telepnone %o
get 1n touch with Clarendon Hills 1n order to obtain infor-
mation on train Yo, 175, he lined the crossover route for
train No 910 and displaved proceed i1ndications on both
home signal @ and dwarf signal 22. The informuticn con-
cerning train No 175 was obtained [rom Clerendon Hills al
leaset one minute or more after train No 910 rang in, he
did not obtein this information direct from the overator,
however, sevying that scme one was talking on the telepnone
ond that he asked the man to ask Clarendon Hills wheTe
trein No. 175 was at the time, and the man said "just com-
ing by." Operateor Willara considered that this was the
equivalent of his having obtained the information himself,
also that the information was received in what he consid-
ered time enough to make the contemnlated movement with
train ¥o. 210, Operator Willard stated that he pondered
whether to take the route away from train No 910 and give
1t to trein No. 175, or leave 1t as 1t was, bubt finally de-
cided thet train No. 175 would <low down when they did now
receive the distant signal and there would be time enough
to get trein No 910 acress Operator Willard had seen
superintendent's bulletin notice No. 1, knew the character
of the work that was to be done at and 1in the vicinity of
Readville that dsy, »nd was femiliar with what was contem-
plated, he said that he exercised his best judgment and con-
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sidercd 1t the nrover movement to let local train No. 910
cross over from the Willimantic Braach shesd of express
train No. 175

Assistent Signal Ingineer Cheppelle stated that ac-
cording to 1nstructions and practice, 1t 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 27, however, the blade of o0ld distant signal 97
was 1nadvertently re oved before the new dietant signal in-
stallatinn was completed and oprior to the arrival of train
No. 175,

Signal Supervisor Dobgson stoted that on January 16 he
went to Readville "nd in the course of the conversation he
speci1ficallv instructed Sifgnal Foreman ¥ille, who was the
only man who hod a2 covy »f the vlans, not to Trewove the
blade from old Adistant sicnal 27 until the blade was 1n-
stalled a2t tae mew distant sisnal location, and that dur-
ing this convercetion Siensl Foremen Forbes, = mechanical
foreman, came 1in. 8Sirnal Supervisor Dobsan was at home on
the day of the accident, on account of 1liness, and he szid
that he had left Si1-nal Forewan Mills in direct cnarge of
the work of ch nei1nn sign®ls at end in the vicinity of
Readville Signal Foreman Mills, however, denied that he
knew he was 1n dircct cnarge, saying that he thought either
Assistant Signal Tnzineer Chepvelle or Sicnal Supervisor
Dobson would arrive at any tiae during tre day, and 1T was
merely incumbent on him, an electricel foreman, and MNr.
Forbes, a mechanical foreman, to coonerste and follow in-
structicns until their superior arrived.

Signal Foreman Mills stated that he thoroughly under-
stood that the new distant signal instellation should heve
been completed before the blede woas removed from old dis-—
tant sicnal 97, and thet e hed previously performed work
of a similar nature on 2 nuwiter of occesions 3ignal rore
men Mills stated that he instructed Signalman Banks to go
to the new distant signal location and install the blades,
and to notify hiy when tne work wae done. Signalman Banks
left tower 181 atl Seadville abowt 9.05 or 9.10 a.m. to go
o the new duistont signal locetlsn, going by sutomobile
truck, 2nd being sccorpanied by signsl helpers. Signal
Foreman Mi1ll: remained in tower 181, he maintained that he
did not eend anyong to o0ld distant signal 97 fo rewmove the
blade, but said he told Signe=1 Foreman Forbes that the
truck was going, that the material had been vlaced for
Forbes to make his changes, 8nd asked him 1f he wanted to
gsend anyone with tae truck to the old distant signal The
result was that Forbes and his men alsoc left tower 181 for
old distent signal 97 the same time as and 1n the same au-
tormcbile truck with Signalman Banks and the signal helpers
Signal Foremen Mills stated that he did nct say anything
to Signal Foreman Forbes about removing the blade from old

L
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distant signal 97, but thet he did tell f1gnal Forenan
Forbes that Signalwman Banks was going %2 1nstall tne blodes
at the new distrnt signal location  Signal Foreman Mills
exnected and feltl certain that Sirnal Foveman Forbes would
get 1n touch with Signalman Banks and arrange to heve the
work of 1installing the blades at the new distant signal lo-
cetion nropcrly taken care of before the blede wos removed
fron old distant signal 237 Signal Foreman M:1ls also
gtated that 1t was his in%ention to notify Signal Foreman
Forves when he received word that the blades were instelled
at the new distant signal Jocation, so that Forbes might
renove the blade from old ¢istan} signal 97. There was no
def1a1te understanding between them, however, as to the
conduct of the work

Signal Foreman Forbes, a rechanical forgnan, steted
that he wa2s inatructed by Signal rForeman Mills to cuit out
of service old distant siomnal 27 and remove the btlade, that
the cther wea "would go right through with the truck and
they would have the blades on by the time I had the bledes
removed." Signsl Foreran Forbes left Re-dville on the su-
terobile trucxk 2longe with the other msn and pccommanied by
s1gn2l helpers, #nd zccording to his statemnents no mention
was made apout keeping the bladés 1n position on old dis-
tant signal 97 until the blades were applied on tne new
distant sirnel, he did not know that the blades had not
peen Applied to the new distant signal, end merely waited
at tae old dietant signel about 15 or 20 minutes snd then
took of f the bledes on the sicnels at that point

Conclusions

This accident was ceused by the feilure of Ergineman
Gladding, of train No. 175, promerly to control the speed
of his traia, perticularly in view of tne existing weather
conditions, with the resvlt that he was unatle to bring 1t
to 2 stop before nessing home aignal 96, and the lack of &
distent signal indication, for which Signal Foremen Mills
and Forbes weTre responsible,

Enginenar Glacdding maintained that between the new
distsnt sigedl location and Hyde Perk station he shut off
steaw and mide ahout 2 15-pound Weske-pipe reduction, the
spced of his train then was 45 or 50 miles per hour, ana his
engine was at least 2,900 feet east of old distant signal
87, all of this distance being on a slightlv ascanding
grade. According to his statements, however, although he
then lapred the brake vezlve, yet the speed of the train
wae sti1ll around 45 miles per hour on approsching the old
distant ci1zmal  Engineman Gladding further stated that he
then moved the brake-valve handle from lav to emergency
position 2nd opened the ssnders, the air brakes being ap-
plied 1n emergency by the ftine the engine passsd distant
signol 97. This signel is lceated 1,708 feet east of hone
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signal 86, which was displayin~ 2 stop indication, yet

the train passed homz gignsl 98 a2t n gpeed of about 20
miles per hour énd c¢ollided with train No. 810 about 310
feet beyond that point while travelire 2t = speed of 2bout
15 miles per hour, According to his own statements, En-
gineman Gleddiug, from trne time he mede the emergency air-
brake amolicat¢o“, hed a total distence of over 2,000 feetd
within which to heve brought his train to 2 stop, 2all on a
slightly ascending -trade ﬂnd with the sanders ovened. The
mai1l cer had PC oraxe equipment, 2nd 8ll the other cars had
UC eguipment, the niston travel of the mail caer, tested af-
ter the a001aent, was 7 inches, while all the others were
tegted, i1n emergencv, tefore the accident and hed a niston
travel of epproxirately 8 inches The brakes hod been ex-
amlned aza1n in the station at Boston, 2 running test had
been de leaving Boston, fthe brekes hed worked properly
when maklng a station ston 2t Buck Boy, 1.28 miles from

the terminal, the enginewman szid they E'eemed to be 011
Tirht when he appliedl the~ 2pproaching the noint of ecci-
dent, 2ad wvhen exowmined and tested 2fter the accident they
had a piston travel varying from 7 to 8 inches  Under
these circumstances, end considerines tre vprevious 15-mound
reduction from & brake-vive pressure of 110 nounds, 1%
would spoeer taat tne emergencv application Engineman &lad-
ding sa1d he made st distant signal 27 should have prought
his troin to » stns 2efore 1t passed nore sienal 25.

There were five otnsr erployess 1n the crew of train
No. 17%, the firersn, who vaz on the engine, the baggage-
masv2r 1n the third car, » brakeman in the sixth car, the
conductor in the sesventh caT, »nd another bprakeman i1in the
last car The first two emplovees nentioned thought there
was a service aoplicition of tae =1r brakes, follcwed al-
most immediately by an esergency application, while the
other three emnlore>s thought tne emergency anplicetlion was
the only cépolicAiion which weas made Thc estimates of all
of tnese emnlovees as to their resvnective locstions 2% tae
time they felt thec ecuergency application indicated that the
head and 9f the train must have been well beyond distant
signal 27 at that time Under these circumstaaccs, and af-
ter considering the verious other festures connected with
the occurrence of this accident, it =eecrs wmore than prob-
able thet any application nade hf Taginesnan ¢leddineg before
reaching Ryde Park sta tion, uractiua%ly 1 mile from the
point of accident, was more 1n the nature of a slight{ ap-
plication while the train was rounding the curve 1in that
locality; that when apprcaching distant signal 97 Enginemen
@ladding was endeavering to make oat the incication which
he sutpoqed would be displayed at the signal location, and
that owing to the aosence of the semaphore blades and also
the larns, coupnled with the stormy weather conditions pre-
vailing, he was unable to determine that no indication was
disnlayed unti1l hic engine hed practicelly reached the sic-
nal, =znd that 2t was not until after the head end of his
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train had pessed tne distant sipnal, still moving at a
conparativelv hich rate of speed, that ne rTemlized the
condition of the siynals, end then made the emergency ap-
plication of the brs™es 2ad onened the sanders, too late,
nowever, to enaple "irm to bring his trein to a2 stop. En-
ranenan Gladding seened %o think that the wheels might
have locked after %aie ewergency application was nade, and
hig firemen apnarently had @ similar i1dea It 1s to be
noted, however, that no slid-flat wheels were found on 1in-
spection sfter the accideant, and this wouald make 1t appear
that totan brakes and send were sffective 1n the engineman's
endeavor to bring the train to a stop.

Sc far as the signal departmeat 1s concerned, there
was an 1nexcusable lack of cooperation  Theée procedure was
very simple 80 far as 1t affected the two distant signals,
211 the eignal depertment emnlovees had to do was to place
in opeTration the new distant signal and then cut out the
0ld distent signzal Signal Supervisor Dobson wss obsent
on account of 1llness, ~nd this left 1%t up to Signal Fore-
man Mills, an electrical forer=an, 2ad Signal Foreman Forbes,
a wechanical forewsan. The former was the oaly one in pos-
session cf a cnpy of the plens, <od had been given to un-
der=stend that me was in chihree of the work 1n the absence
of Sipgnal Supervisor Lobson He sai1d he did not understend
1t tnat way, howevel, his 1dea being that he and Signal
Foreman Forbes were jointly responstiole, eoch for his own
part of the work, %Thile there 15 no ouestion bat that soue
one should have bheen 1n cnarge of the work, even this mis-
understanding oa the mart of Sirnal Foreman Mills 1is not a
sufficient excuse for what occurred. These two foremen
were experienced wea, were fully aware of the nature of the
work.to be done, zncd each reslized that the old distant
signal shoulec not -e cut out until the new distant signal
had teen placed 1n service. There was no cooperation be-
tween thew, however, and no definite arrangeaent made to
guard against the vossibility of outting out tae old signal
tefore tae new oae nad been ploced 1n service. The recult
was that Signal Foreman Forbes vroceeded to the old distant
gi1gnzl location, waited 15 or 20 ninutes, within which pe-
ri0d e supposed the new signsl would be vleced 1in service,
and then procesded 5o cut out the old eignal. The new sig-
nal had not béen plsced 1n servige, however, =-nd trezin No
175 therefnre was enabled to snpfosch 2t 8 high rate of
epeed without receiving anv warning on either of the dis-
tant signale to indicate that the home signal was in the
stop position The actions of these two foremen nade very
proveble the occurrerce of just such an accident as did
occur, snd they can not be too stronegly condemned for their
total lack of cooperation and for theair failure to realize
the raesponsibillities of their respective positions.
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tngineman Gladding, who had hed mere than 44 years!
exnerilence 1n engine service, had been on duty less than
two Lours ot tae tiase of the zccident, nricr to which he
had been off duty more taen 36 hours, 211l of tve cother em-
rlovers involved were experienced men 2nd ot the time of
the accrdent none of tkam had teen on duty 1n violation of
any of the provisions of the hours of gervice law,

Respectfully subnitted,
W P. BORLAND,

1rector



