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INTERSTATE COMMERCE COMMISSION

REPORT N¥ TYT CHIRT OF ™4F EURLAU OF S:%CTY IM RE ITVESTIZATION
OF AN ACCIDE.™ "HICF GCC™RRED NF THE BOSTO™ & MAINE RAIL-
RCaD 4™ POLLIVSFORD, ™. H , OV OCTOBER 8, 1322.

November 21, 1923,
To the Comuissaon-

On Octower 3, 1922, there was a head-end collision between
3 passenger train and a freight train on the Boston & Maine
Railroad at Rollaimsford, . H.,, resulting in the death of 1
erployee, and the injury of 4 passengers and 4 employees off duty.

Locat:on and methoed of op2rsbtion.

That £art of the Portland Divisicn on which this accident
cccurred 13 a5 double-track line over which trains are operated
by time-table, train orders, and an asutomatic olock-signal
aysten. Tas accident ccocurred amp.roxiuaately 335 feet west of the
gtation 2t Hollinsford, o~ thz west:iound sain track, within vard
lizits, at = tranch-line switch located 20 fest s=zst cof the eagt
sWitch of 2 cressover 183 feet in lengthl, connecting the 4wo main
tracks., [/} ..roacalng this poirnt from the 298t tuere are nore than
3,000 fest of tangent, then a 13-manutz curve to ths left 910
I2et in length, followed by =,829 fest o tangent sitteniing to
the pownt of accident, ceyond which point this tangsnt sxiends
fer ncre than 300 fest. The grade for vestbound trains for this
dlstance 15 ascendirg, varying fron .07 to Q.86 per cent zcr ap-
s Loxiaately 4,400 feet, and 1s Sthen ie%cenaing, arving fr~. 3.20
TC w.74 , 27 cent for ibout 2,750 fest; at the pornt of adcidenst
1t 2

5 .+ 7+ descending. The branch-line sJitch msntionea escove 1is
2 srallinz~-poirt switch for westoound trains, and leads off the
w25tcoun® 221 track to the norcth 10 tihz Sorersworth Branch,
w21lz bcoth crossover switches are facing-j.oint switches for trains
wC 2y T with the curvent of traffic., The se3t aid east vard-liuls
voar.s ws locnzed 1,200 and 3,628 fes: west 2nd =ast of the point
of 2832330, Toe, 3Chlvely., Under the 1ales, extra trains must
~0ve wiioin vard liclts jp.epared to stop vniess ths sain track is

1
s2en Cf £no¥n t0 2 clear. The heaalisht of an eastcound train,
standiaz on thc westoound track at the ; oint cf aczident, can be
zeen for a Jisicnce cof vore than 7,000 feet.
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ausomatic block siznals ars of the normal-clear, two-
.G31t10n, lower-uyuadrant svie. Westbound signal D-706
s 3,344 feet east of tne point of accident, waile 3,540
3T 2ast 15 westbound sign3l [-710, %this latter signal
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being 600 feet west of Salmon Falls, the first atation east of
Rollinsford and 17 miles distant therefrows., The circuits are so
arranged that the orening of either crossover switch at Rollins-
ford, or the branch-lanz sw~itch at which the accident occurred,
causes signal D-705 to indicate stop and signal D-710 caution.
There is a manually operated signal 1,100feet ecast of the station
which was installed praimarily for the protection of trains per-
forming station or yard work. There is also a vall signal,
located south of the main tracks, at a point 42.8 feet west of
the poi1-% of accident, this signal 1s hand operated, and has two
endless chains, one being located on sach side or the mast. To
one chaln are attached two balls, located vertically with Tespect
to each otoer, ¢hile there 1s only one ball attached to the
OLrosite chain, 211 three balls are disiplaved «hen this signal
1s 1n the stop position, in ~rhich position the sinagle ball is at
tne top of the .xast head, vhile the uppermost ball, on the chain
to which the two balls are nttached 25 on the same level with the
single ball, thes other ball teing directly beneath it. The night
inalcation is one red light for sach ball displayed. hule 687 (c)
under special instrictions contained in tiae-table Mo. 51, effect-
1ve September 24, 1933, reads as follows

Rollansford. "One ball, or one red laght,
trains oay ~ass i1n eilther direction on the
nain line. T.o balls, or ¢80 red lights,
trTains from Somersworth Branch may come onto
main line aad proceed towards Dover, and also
gastward trains may 3ss on maln line, bub
stops all trains agproaching Rellinsford from
the east. Three balls, or thres rea lights;
ea8tward trains may cross main line to Somers-
worth Branch, but stops all other trains.

All Somersworth Branch trains to or firom
the main line will make full stop within one
hundred feet of nearest connecting seitch
before enterirz or crossing the same."

Fule 513 rewuires that a %rain wcving from a siding to a
rain track protected by block signals must wairt three minutes
after opening the main-track switoh before feouling the main track.
This rule was considered to apply at Rollansford, the ball signal
being authority for crossover wovements under rule 687-C, and
protectinzg all trains.

There ~as8 a3 light mist at the time of the accident, which
gccurred at about 8.17 . m.
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Description.

Eastound passenger train No, 1757, which 1s operated only
on Sundays, consistad of I baggase car, 1 smoking car, and 1
20ach, i1n the order nared, all of wooden construction, hauled by
enzine 957, and vas in charze of Conductor Lynch and Englneman
"alger This train left Dover, 2% miles west of Rollinsford, at
5.08 , . .., and on arrival at Rollinsford, at acout 3.13 p. m.,
it %as trouzht ©to a stop with the snzine avout 100 feet west of
the crossover switch leading frowm the sastbound nain track. After
this ssitch was opened, ths ball signal was set s0 as to display
three iignis, acsordin. t¢ wenbers of this crev and other wit-
ness23, after which tiae crossover switch leadinz tc the westbound
waln %r=ck was opened, followed br the o.eninz of the switeh
2 3omersworth Branch, Train .o, 1757 then moved
recssover, however, on acaoun*t of ths »prroaching
1% «as brou:nt t¢ a sto with the hesa end of the
ns vestoound aln track at the tranch-line switch,
imnedigtely after .zich, while astanainc ab this point, 1t was
3trucx tv exctra -

N
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e3tbound Irei:ht train =xtrs 383= consisted of 37 cars
and a csco003e, haulsd ¢ ssnz2ne 263x, and 128 1n charge of Con-
ductor Thom.scn and Fn inesar .oynikaa This tr-1in ; assed North
Berwick, 7.73 ailles east ¢ Follinsford ana the 1=5t open office,
at 5,03 p. w., aud colladed uwith the .assen.er train while travel-
;Ha 3f 2 s,e2a esti.aten to have ceen tetveen 25 znd 30 miles an
our,

Ths 1w act Torced the passencer $rain Tacxward throuzh the
crossover =z distaince of stout 160 feet. bBoth enzinss were oadly
damazed, «hile tne teorders telescoped the first car in each train
for a3 consideratls aistance; the secona and third cars in the
‘reizht trair . ere also derailed. The ezployee £1lled was the

enzinewran or train N¥No. 1757.
Sumsary of evidence,

Or. artival of train 'lo. 1757 at Rollinaford, after the
enzins vas brouwint to a1 stop just west of the wast crossover
switch, Passenger Trainman "iltshirse ient forward and opened thais
gwitch, at which tine the £all si17nz2l was displayins one lizht,
in order to display the proper signal while crossing t0 take the
diverzing routse he raised the two balls attached to the opposite
chaln, crossed to the westbound track, and after looking eastward
and szeing no train approachinz, opened the east crossover switch
and z31so the kranch-line switch. After wailting on the eastbound
trace until She svitch at which the accident occurred was o¢pened,
shich was three minutes or more after the first switch was opened,
train Mo, 1757 procesdied t0 cross to the divergaing route. In the
meantime, Passenzer Trainman Miltshire started walking eastward
toward the station. and whils so dolne saw Caretaker Page, sho
15 staticned at shis _cint on Sundays, the office being closed,
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give a stop signzl to eoxtra 2824, which was then close to the
station and travelins at a speed of between 30 and 40 miles an
hour; the accident octurred immediately afterwards. FPassenger
Trainman "1ltshire s%ated he 3lso zave a2 stop signal to the ap-
rroachins frei-ht train. The statements of Passenger Trainman
71ltshire as tc the order in which he performed his duties were
practically corrocorated by those of Caretaker Face, who added
that 1t was sbout one minute afer the oTranch-line switch was
orened that he noticed extra 2624 apyroaching, at which time 1t
wvas about opposite the medhaniecal signal east of the statiom.
Fireman Saunders of train No, 1757 stated that had extre 263«
passed signal D-706 while train Ne. 1757 was stanuinz on the east-
tound main track it would have teen 3lainly visivle, also that

his train waited a sufficient time to rermit any westbound train
that haa passed this siznal to have arraived. Conducter Lynch, «ho
did not leave the train until just before the collision occurred,
8ta%ed at the time he saw Passenger Trainimsn "1ltshire openthe
Eranch-ling switch his STain was standin: on the easttound wmaln
track., Caretaker Pase, and all of the survavinz ucem.ers of the
craw of train Ve. 1757, stated the ball signzl was properly ad-
Justed, with three red li-hts rurninzg tri.htly, also 1t 1s the
usual practice, as #as done in this Instance, for traan No. 1757
to walt on the eastbound track until the entire route is lined for
the diverging movement, vnich waftinz ti1e, in accordance with ruk
513, consumed 3 zinutes OT more.

Conductor Emerrv, ~ho was a passenger on train No, 1757, fre-
wuently has oceasion to adjust ths ball signal and stated on this
tTip 1t was prooperly set. He first san extra 2624 while train
No. 1757 was zoving over the crossover, and at that time is josi-
tive 1t was very close to or east of signal D-7C8B.

Fnginewmsan Movnihan, of extra 2624, stated he is familiar
with the yhvsical characteristics, 21s0 the switches and signals
1n ths vieinity of the point of acecident, but did not know that
siznal D-703 worked in conjunctiocn with the crosscover switches.
He 3lso knew that the track in the vicinity of the point of accil-
dent was within vard limits, but considered 30 miles an hour a
safe speed thiough this yard. He stated the headlicht of engine
957 interfered with hie view of the ball signal, dbut that after
Fassinr signal D-708, vhich he sai1d was displaying a clear indica-
tion, Firemanr Gardner called "one ball' and he answered without
having seen the ball signal, and he did not see it at any time
LT10T to the accident, althouch 1% can be seen from sigmal D-708.
The first knowledge he had of the crossover belng in use was on
recelving a stop sional from some one at the station, at which
tize the sngine ~as workinz steam and the syeed of his tTain was
acout 30 miles an hour.
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Fireman Gard.er, of sxtra 2624, said he saw signal D-7086
displaying a clear indication, at which tirie he vas about one-
fourth of a3 mile froxw it, that after rassing 1t he saw one ball
s1gnal displayed and after a sescond or two did not further cobserve
the sicnal; at this time n1s train had passed the yard-limit board.
The headlight of engine 957 did not interfere with his vies and he
Shought there 7as no reason why 1f three »all sizn=2ls had been
disrlayed they should not have been visitle as easily as one sig-
nal. TFareman Gardner 3lso said that 15 or 20 minutes after the
accident there vere three red lights disglayed, Conductor Thompson
and Brakeman Shaffer, however, stated thst on gettinz off the
caboose 1urediately after the accident three lizhts were J.lainly
visible on ths £all siznal, the single tall teiaz Tully raised and
the two ca3lls raised , art way, the srrearance of the signal being
such az to constitute a signal amperfectly displayed. Conductor
Thompson coasulted his watch immediately after the accident and 1t
was then 3.17 v &

The sir brakes on extra 262x had been tested and were work-
inz pro.erly, thile 2 t2st made of signal D-708 inediately after

&

the accildent showed 13 tC ke in proper working order.
Conclusions,

This accident was caused by the failure of Enzineman Moyni-
han and Fireman Gardner, of sxtra 3624, yro erly to observe and be
governad by automatic block-siznal indications and by the indica-
tion of the tall si:nal protecting crossover riovements, and bty the
faliure of the ernzineman to have his train under proper control
¥ithin yard limits.

Enzineran Moynihan admitted he did not see the ©all signal
at any time prior to the accident, althouzh he called 1ts indica-
tion to Fireman Gardner after passing signal D-708  Not only 1is
the welght of evidence to the effect this signal vas displaying
three red lights, which reyuired all trains on the main line to
stor clear of the crossover switches, but 1t also azppears that the
Switches aere opened bvefore extra 2624 reached signal D-708, and
in vie# of the fact that nothing was found to indicate that the
signal had displayed an wmproper indication, it i1s believed that it
displayed a stop indication at the time extra 2624 appreoached, and
for sore reason this indication was not properly observed, Extra
2634 was travelang at a speed of about 30 miles an hour, with the
enzine w~orking steam, shen the engineman received a stop signal
2iven by soms one at the station, at which time his train was near-
1ng the station and within yard limits The rules reuuire extra
trains to move within 7ard limits prepared to stop, unless the main
track 1s ssen or known to bte clear. If his vie. was restricted as
much as he c¢claimed, du® So the headlight of engine 957 shining in
his eyes, then 1t 1s otvious that En-ineman 'oynihan was flagrantly
disregarding the yard-limit rule.
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The ©all sign=ls at dollinsforq provide yprotection Tfor move-
nenss 50 and frowm tos Yomersworth Branch  On eithar side of the
station there are wechemailcally-operated, orne-arm semgphore signals
which, =according to Acting General Superintendent Rourke, were
installed to provids yrotection for work in the vielnity of the
gtation such as the handling of baggapge or the movement of an en-
¢1ine ergazed in yard sork) these di1gnals are not connected with th.
automatic signal systewm, and may bz thrown oy ahy one whenever
wesired. The mechanical signal on the westbound track is about
+,10C fest 22a3% of the station and 1,900 fset west of automatic
s12nal D-708. Under this arrangement of signalsy, the engineman of
2 westbound traln can receive a stop signal at automatic signal
D-708, whica 13 3 8t op~and-proceed signal, zad on his arrival atb
“he aechanical signal find 1% displaying a clear indication,

«hich wight lead him to think the conditior which caused the auto-
watic signal to display a stop indicatien had oeern removed, or he
w»ight recsive 3 clear indication at the automatic signal, causing
him tothink the track was unoccupied, and then receive a stop
indication at the xechsnical signal, vhich under the rules could
not e passed sxcept or ths hand sigaals of a flagman sent ahead
t0 ascertain the reason for thzs stor signal. The mechanical sig-
nal not being controlled vy track circuits may, zs in this in-
stance, display 3 c¢lear indication with a tTain on the main line
w1thin the limits which 1t governs, and 1f then mistaken for =n
automatic siznal g dangercus condition sould result, Thile in
this case 1t 15 established that the signals governing crossover
moveusnt s were properly set, 1t is noted that nelther the mechani-
¢al nor thz btall signals are in any way interlocked with the cross
over, an~ 1t 1s pos3ible to open the switches without first setsing
gither of these 31gnals at stop. ™ere the nechanical signals .aade
a part of the automatic block system, or sither the uwechanical or
call sionals i1sterlocked with the switches, a greater degree of
rfotection would be provided.

This accident again airects attention to the necessity fer
automatic train control devices which will intervene to stop a
train in case the engineman fails to obey stop signals. Had such
3 systew been :in use on this line, this accident would undoubyedly
bave been prevented.

811 of the emplovess involved were experienced men. At the
time of the accident, 4hs crew of train Yo 1757 had been on duty
about 1l hours, aftsr 13 or more hours off duty; the crew of
extra 23624 nad been on duty about 47 hours, after 8 hours or more
off duty.

Respectfully submitted,
7. P. BORLAND
Chief, Bureau of Safetyv.



