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INTERSTATE CQMKERCE COMMISEION

REPORT OF THE DIRECTOR OF IE¥ BUREAU Of SAFETY IN RE
INVESTIGATION OF AN ACCIDENT WHICH OCCURRED
O THE BOSTON AND ™MAINE RAILRCAD AT LOWELL,
MASS,, O NOVEMBER 189, 1928.

February lo, 1929,
To the Commigsion:

On November 19, 1928, there was a side collision
between two pacsenger trains on tne Boston and }Maine Rall-
road at Lowell, Muss , resulting in the deatn of 1 emvloyvee
and the injury of 25 passengers, 4 employees off duty and
& employees on duty This 1nvestigetion was made in con-
junction with the Department of Public Utilities for the
State of Massachusetts.

Location and mevhod of operation

This accident occurred on that part of the Southern
Division which extends between Boston, Mass , and Concord,
N, H, a distarce ¢of 73.83 miles, =néd 15 a double-track
line over which trsins are operated by tlme—table, train
crders and an aatomatic block-signal systen The accident
occurred on the northbound track 2t a point 2 57o feet south
of the station at Lowell and 30 feet north of interlocking
home signal 81, at the foulivg pcint of a crossover connect-
ing the two maln tracks. Annroaching this point from the
north there 1s taqgent track for a distance oi about 1,200
feet, folleowed by a 1° 55' curve to the left, 750 feet in
1ength on which the accident occcurred. Anproachlng from
the south there 1s a 19 51' curve to the Ti~ht apoud 900
feet 1in length and then tangent track for a distance of 800
feet, followed by the curve involved 1n the accident. The
grade 15 alternately ascending and descending, but at the
point of accident 1t 18 practically level

Bulletin 3332, 1ssued on June 30, 1335, reads 1in
nart as follows:

"Effective July 4, 1228, all main line movVemMEents
between Bleachery tower, Lowell and North ChelmsTeord,
Mass., tower will be under the direction of train
director lccated in Bleachery tower.

"Between these points trains from bolh directions
will accept the signal route as authority to use elther
irack without train crders,w

Bleachery tower 1s nearly 1 mile south of the station
at Lowell and Ngrth Chelmsford 1s 3 miles north of Lowell.
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4 third tower, known as Hals Stre<t tower, 1s 1,750 feet
south of Lowell station, between the station and Bleachery
tower.

Cn November 13, 18e3, bulletin W-80 was issued,
as Tollows:

"Slow flags reading 10 miles per hour are dis-
played at Bridge No. 54 near Hale Street."

Rule 30 of the time-table rules provides:

"In passing through Lowell, Nashua, Manchester
(main line and Portsmouth Branch), Concord, N.H.,
Arlington, Lexington, and Woburn, engine btell must
be rung continuocusly, and trains must be under full
control, prepared to make a guick stop."

The weather was cloudy and hazy at the time of the
accident, which occurred at 1.04 p m.

Description

Southbound passenger train No. 10 consisted of one
combination baggage and mail car, one baggage car, One
smoker, coneé coach, one combination baggage and smoker, one
baggage car and one coach, 1n the order named, hauled by
engine 1483, and was in charge of Conducter Savory and
Engineman Watson  All the cars were of stecl-underframe
construction except the first, which was an all-steel car,
and the last, which was of wecod with ste<l center sills.
This train departed from Lowell a2t 1.0l p.m., on time, and
because of some contruvection work 1t was necessary to divert
train No. 10 t2 the northbound track and to operate 1t
against tne current of traffic for a distence of 1,379 feet
to a second crossover leadlng back to the southbound track.
It was wnile train No. 10 mas proceeding through this second
crossover that the second ear was struck by northbound train
No. 9.

Northbound passenger train No. 9 consisted of one
mail car, one baggage caTr, thrce coaches and cne slegeping
car, hauled by engine 3639, and was 1n charge of Conductor
Heath and Engineman Eames. All the cars were of steel con-
struction except the second and third cars, which were cof
steel-underfirame construction. This train departed from
Boston, Masse., at 12.30 p.m., on taime, passed Bleachery
staticn, 0.82 mile from Lowell, a2t 1.03 p.m., one minute
late, passed signal 51 in the stop positicn and collided
with train ¥o 10 at a point 30 feet north of this signal
while traveling at an undetermined rate of speed
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«+ The second, third and Tourth cars in train Ne. 10
weye turned over on thefy right sides, the third being =0
badly damaged as to be considered destroyed Train No. 9
Tan a further distance of 125 feet befare coming to a stop,
®With the engine considerably damroed but upright on the
Talls. Tne ermployee killed was a vrakeman on train Y¥Wo. 104

Summary of evidence

Engineman Watson, of train No. 10, stated that
while traveling southward on the northbound track he did
not observe the position of northbound signal 81, nor did
he see train No. 9 until his ovn engilne was back on the
southbound track and he had started to work steam, he then
saw train No. 9 passing hir and at once shut off and applied
the air brakes, the collision occurring 1mmediately after-—
wards About one minute after the accident Engsineman Watson
cbeerved signal 81, at which time 1% was 1n the stop posi-
tion. Fireman Ceates, also of frain Ke. 10, stated that he
was on his seat hox Whlle moving southward on the northbound
track and that he observed signal 8l in the stop position.
He also saw train No. 9 approaching but did not realize
there was any danger until the trains passed each other.

Engineman Eames, of train No. 9, stated that while
this was his first trip on train No. 9 he had operated other
trains through Lewell territory, and 1t appeared that he wes
thoroughly familiar with the track and signal conditions in
the vicinity of the point of accident. He had examined the
bulletin boards that morning before leaving Boston tut did
nct see bulletin W-80, restricting speed to 10 miles per
hour at bridge No. 54 near Hale Street; he asked the fireman,
however, befcore leaving Beceston 1f they had any slow-downs
and the fireman answered that there was a slow-dewn at Hale
Street bridge. Engineman Eames said he was carrying a
brake-pipe pressure of 110 pounds, that he made a Tunning
test of the air brakes coming into Mvstic, about 1 3/4 miles
from Boston, slowed down at a pecint less than 1 mile beyond,
and had no other occasion to use the air brakes uhtil he
reached Bleachery, at which time ne thought he was about one
minute late and was traveling at a speed of about 55 miles
per heour. Clear signal indicatiore were received at this
point, including the automatic signal just nortn of the
station, and hes said he made a 10-pound application of the
alr brakes and then when apprcaching the curve on which the
accident occurred, cor about 1,000 feet from signal 81, he
read the signal as clear and released the brakes, he also
called the 1ndicatiecn of the signal to the fireman. It was
his practice, after observing the indication of signal 81,
to look ahead tanrougn tne yard, as occasionally there would
be cars obstructing his view, but hegsaid that due to the
fog he did not have a clear view and vhen he saw train No 10
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approcching he supvosed i% ~#a orn the couthbound traeck; on
lonking agoin, aovever, & &0 1t »-s on the northbeuand
tracg, at vhich *ire hig &wtne ros only 300 feet south of
gignil 8l, nrd on looxing ot signtl 81 he sar 1% vas in the
stop pesition. He i1mmediately anplied the air vrakes 1n
emerzency nd thought ne had redaced the spced o1 his train
from 30 cor 25 miles per hour to about 12 or 15 miles per
hour whern the colllision cccured. Engineman Enmes sunse-
quently es®imoted his speed ot about 30 miles ver hour when
ne made the cmergency application, instead of 20 or 25 milles
ver hour o35 previously stancd On eccount of the injuties
ae gustained in tle cc:cident, no statement s ontained from
the Iireman of train No. Q.

Heod Brakewsrn Patten, of train Ho 9, stated that
appronchint Rileachery the speed oi the train vas about 3% or
40 miles per hour ani thet he did rot notice =ny anplication
of tne nlr brakes. Basegapeasan Merrick noticed an alr brake
anplicetion just after prssirg Bleachery, altbough there
scemed to be no perceptibla recduction in speed, and he szid
he did rot neotize any emergency application of the brakes.
The steterents of Flagman Davis 1undicnted thet the specd was
gbout 4% miles per hour until jast before the collision
occurred,

S1enal Engineer Scoft st-ted tnat the machine at Hale
S8treet tover 1s entirely mechanicnal in its operation, rith
no circuirts attoched, but 13 arranged so that the levers
must ce throvr 1n a predctermined order, aond the towerman
coula not clear up or chan~e the signals 1or o northpound
moverent sabsecguent to the set-up nezving been made lor the
diversine gsoutnbound movewent,

Torer1an Sheridan, cn Auty at Hale Street tower on
the dav of the =ccident, etated tnart he hed received 1n-
structions from tre direcior at Bleacherv tower to rTun tralns
beteen the tro croccovers cn the aertabourd mailn lracg, due
to core construction vork being done cn the southeoound track.
He set the roule for train No. 10 throush thege crosscvers
and this roule vas £t1ll set up until after the accident had
occutrred Tower ann Snzridnn steted that as train No 10 wes
peesint tne to-er he received e ring on the bell from the
dircctor a% Bleacaery tower indicsting that train ¥o. 9 then
was at South Lovell, 2.23 ri1lec fronm Lowell.

Torerman Hubbard, on duty 2t Ble-cnery tower, stated
that on the morninc of the day of the accident arrangements
weie rade to divert soatnround tralTic over the northbound
track Ttetween the <wo crocsovers. Train Lg. @ tTang the bell
in tis tomer at 1 91 p.m. “nd passed Eleocrery tower ot 1,03
v.M.,  As Foon 28 tr-in Wp. 9 gsituck hig Lell e in turn rang
troin Ho @ 1nto Hale Street tower for the information of
Tovernan Sheridern. He Turther stated tha+ when trein No. ¢
passed the towmer 1% ~as troveling a’t s sveed of about 40 or
45 miles mer hewr ~nd thet he thought 1t meo8 moving faster
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than usual. He gave train No. 2 a clear signal, expecting
that 1f train Neo. 10 was not intc clear irain No. 9 would
stor at hore signal 81,

Interlocking Inspector Drchan steated that at the time
of the accident he vas standing avcout 100 feet north ot
Bleachery ftower, and as he proceeded toward the scene of the
accident he was able to see signal 81 in the stop position
Trom Gorham Street bridge, a distance of about 1,875 feet.
Si1gnal Mailntainer Grumley stated thal he was 1n Bleachery
tower at the tire of the accident and i1mmediately proceeded
towsrd the scene, his statement as to a clear view of signal
81 from Gerham Street bridge substentiated that of Inter-
locking Inswector Drohan. The statements of Signal Helpers
Atnerton and ™ood, erployed 1in Lowell yard, brought out noth-
ing additional of i1mportance. Clerk Carron, emploved 1in the
vardmaster's office, located about 1,150 feet south of signal
81, stated that he thought the speed of train No. 9 was about
50 miles per hour when 1t passed his office.

Engineman Egmes' statements that the fog interfered
with his view were nct svbstantiated by the great majority of
witnesses who testified, their cpinions differed, but avpar-
ently the mest that can be said 1s that the weather was
cloudy and perhaps a little nazy or misty, but not sufficient
to have prevented Engineman Eagmes from seeing signal 81 1n

time to stop.
Conclusiens

This accident was caused by the failure of Engineman
Fames of train No. 9 properly to observe and obey signal
1ndications.

The testimony indicates that Engineman Eames examined
the bulletin beard en the morning ol ilhe accident before
leaving Beostor but that for some reason ae failed to see
bulletin W-80, restricting cpeed to 10 miles per hour at
bridere No. 54 near Hale Street, he was informed by the fire-
man, hewever, about the slow order covered by this bulletin.
Enginernan Eames also was thoroughly familiar wita the physi-
cal characteristics through Lowell yard, with the time-table
rule requiring trains to move under full control, and with
the location of the home interlocking signals at Bleachery
and Hale Street towsrs, as well as the location of the auto-
matlc eignals. Engineman Esmes stated, however, that he
passed Bleachery =25 a sneed oi aboul 55 wiles ver hour and
that he then anpnlied the trakes, releasing them at a point
about 1,000 feet south of signal 81 when he read 1t as being
in the clear positicn. The stelements made by Engineman
Eawres as tec the position of sirnal 81, and also as to the man-
ner 1n which se haadled the brakes, are not supwverted by the
evidence. There 1s no doubt thet Engineman Eames misrecad the
g1rnal indicztion in view of the fact that the route had been



lined for the rovement of trein Ng 10, and ~2s bzing used
by that train, vrior to the time train No. 9 came within
sight of the sirnal, which 1s sc interlocked that the tower-
man could not then have changed 1is i1ndication. As tc his
operation of the air brskes, attention 1s called to the fact
that had a 10-pound brake-pipe reduction been made at Bleach-
ery torer, at a speed of 55 miles per hcour, and not rcleased
until the train had traveled 1,800 feet, 1t 1s probable that
the train would have cvewn broucht nearly to a stop, certainly
the speed would have been reduced o such an extent tnat an
emergency application made from a brake-vipe prescure cf 100
pounds, at a point 300 fcet south of sifFnal 81, would have
stopned train No 9 1in time to avert the accident iAs 1t
vas, however, Engineman Eames subsequantly stated that the
speed of his train was about 30 ~mi1les per hour when he wade
the emergency application, while other witnesses did not
think the speed had been reduced materielly until just before
the accident occurred. Had Engineman Eames observed signal
81 in the danger pcsition before he was cleose to 1t, and had
he been operating his train in compliance with the rtule re-
gquirlng trains to pe under full ceontrel, as well as the slow
tiags protecting the construction work at the bridge, he
mould have been able to stop 1n time to prevent the sceident.

A1l of the employees 1nvolved were expericnced men
and a2t the time of the accident none of them had been on
duty in violation of anv of the provisions of the hours of
service law,

Respectiully submitted,
W P. RBORLAND

Director.



