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INTERSTATE COMMERCE COMMISSION 

REPORT OF TPS DIRECTOR OF THE BUREAU OF SAFETY IN RE 
INVESTIGATION OF AN ACCIDENT '.VETĈ  OCCURRED ON THE 
BOSTON AND lifAlNE RAILROAD AT SHA'.T'SHEEN, MASS., ON 
SEPTEMBER 14, 1929 

November 22, 1929. 

To the Commission' 
On September 14, 1929, there was a head-end col­

lision oetween a freight train and two light engines, 
coupled together, on the Boston and Maine Pailroad at 
Shawsbeen, Mass , wnich resulted in the deatn of two 
employees and the injury of six employees. The investiga­
tion of this accident was held m conjunction with 
representatives of the Massachusetts Puolic Service Com­
mission. 

Location and method of operation 
This accident occurred on that part oi tne Portland 

Division extending between Lowell Junction, Mass., and 
Scarboro Leach, ][e,, a distance of 89.03 miles, in the 
vicinity of the point of accident this is a double-track 
line over which trains are operatea by time-table, train 
orders, arc an autonatic block-signal system. The ac­
cident occurred at a point approximately 1,600 feet west 
of the station at Shaw she en, aooroachmg this point from 
the west the track is tangent for a aistance of 2,940 feet, 
followed by a lo 391 curve to the left 1,750 feet m 
length, the accident occurrm™ at the leaving end of this 
curve. Approaching from the east the track is tangent 
for a distance of 7,960 feet, followed bv a 0° 57'^curve 
to the right 1,980 feet m length, and then tangent track 
for a distance of 500 feet to the point of accident. The 
grade is 0.535 per cent descending for eastbound trains 
at the point of acciaent. 

At Lowell Junction, 4.34 miles west of Shawsheen, 
the tracks of the Lowell branch connect with tne n a m 
line of the Portland Division and form a wye m making 
this connection The east leg of this wye is single 
track and connects with the westbound mam track at a 
pomt 1, 397 feet east of the tower, while at a point ap­
proximately 50 feet east of the wye switch theie is a 
faemg-pomt cross-over between the two n a m tracks; the 
switches and signals at this ooint are operated from an 
interlocking tower The signals involved are interlocking 
signals 31 and 40, located 1,240 feet and 1,385 feet, re­
spectively, east of the tower. Those signals are of the 
semi-automatic color-light type, mounted vertically on 
high posts, the lights being designated, from top to 
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not ton, A, 5, and C. Light A on Lignal 31 governs 
r ovcwioiits frc1? the east leg of f-e w/e eastward to 
•uhc westnoand man. track ana is fixed to maicate stop 
at all timer, while lights B and C axe used m crossover 
or diverging move tents Sigral is connected with the 
sutonpuic block-signal circuit and governs "ovements 
restward on the westbound main track, it aloo represents 
the eastern limitc of interlocking protection The 
interlocking machine is also arranged so tnat on light 
0 of these ngials tne signal-nan can give a "calling-on" 
indication. 

The father i"as cloudy and n fog prevailed at the 
time of the rcciaent, vnich occurred at about 4.45 a.m. 

Description 
Westoourd f±eight tram LR-1 consisted of 80 cais 

and a caboose, heuled by engine 3014, and was in charge 
cf Conductor jFregcau and Engineman Mooney. This train 
departea fro1-, Sc-th Lawrence, its initial station, 1.72 
miles east oi Showsheen, at 4.30 a.m., 30 minutes late, 
and shortly after passing Bhawshecn it collided with 
engines 3532 and 3337, coupled, rbile traveling at a 
speed estimated at aoout 3 rules per hour. 

EastboUiid li^ht engines 338^ and 3637, coupled, and 
running as an extra t±aln, were m charge of Enginenan 
Kirkwood and Aboott. These engines departed from 
Vorcestcr at 1.58 a m., en route to Portland via Lowell 
and Lowell Junction. On arriving at Lowell Junction about 
t.55 a m. they passed arounu tn^ east leg of the wye and 
out on the westbound ^am track, rnd -ohen passed the 
ciossover and continued eastward until they collided with 
tram LR-1 while traveling ?t a soeed estimated to have 
been about 25 miles per hour. 

All tnree engines and tbe first iour cars in train 
LR-1 were derailed, while the equipment involved was con­
siderably damagea. The employees killed weie the engine-
ran ana fireman of engine 3683, the lead engine, and the 
employees injured were tne enginenan, fireman and a 
flagman on engine 3637, and the ergmeman, fireman and 
trajtoi'an oi trim LR-1. 

Sur.nary of evidence 
Enginenan Mooney, of train LR-1, stated tnat his 

tiam was moving at a speed of 7 or 8 /riles per hour when 
the collision occurred. He was riding on his seatbox, 
observing signal indications as be posted then, but did 
not see the light engines approaching and did not know 
what bad occurred until some time after the accident; the 



last signal he passed before reaching the point of acci­
dent was displaying a clear indication. He attributed 
his failure to see these engines to the fog, which he 
said was more dense m gome places than m othcis, and 
to the fact that he was operating the injector and 
watching the water glass, due to the fact that the fireman 
and head brakenan were engaged m cleaning out Lhe 
elevators of the stoker. The statements of other employees 
on this train, brought out nothing additional of imoortance. 

Engmeman Abbott, of engine 3637, stated that upon 
arrival at Lowell he held a conversation with the leading 
engmeman and noticed nothing unusual about his actions, 
this was the last time he talked to him, While the 
engines were approaching the east end of the wye at 
Lowell Junction he observed that signal 31 was displaying 
a yellow, or calling-on, signal, which authorized the 
engines to enter onto the westbound main track but did 
not authorise them to pass westbound signal 40 against 
the current of traffic without flag protection or a train 
order. The engines continued beyond the latter signal 
without stopping, however, and ss they had no train order 
and the movement was not being nrotected, he became ap­
prehensive and inquired of the flagman, who was riding 
on his engine, as to whether they had authority to pro­
ceed and the flagman replied in the affirmative, and since 
he was also placing reliance on the leading engmeman 
he therefore took no action to bring the engines to a stop. 
It also appeared from his statements that at certain points 
on the road, when they get a signal from a tower, they go 
regardless of the track being used, and after passing 
Lowell Junction he asked his fireman how long it had been 
the practice to operate trains between Lowell Junction and 
Lawrence without orders and the fireman replied that it 
had been done frequently and remarked that they probably 
were being run around some tram on the eastbound track. 
Engmeman Abbott admitted that he was equally responsible 
for the movement of the engines and could give no other 
reasons for his failure to ascertain definitely by what 
authority the movement was being made. Fe further stated 
that the last time he was examined on the book of rules 
was m February, 1918, although a new book of rules was 
issued m 1927, and that he had been in the instruction car 
only once during the past year. 

Fireman Cheney, of engine 3637, stated that he was 
a qualified engmeman but that he had never done any 
running. He was m a position to see"all signals between 
Worcester and the point of accident and noticed that the 
lower light on signal 31 at Lowell Junction was displaying 
a yellow indication. The engines then entered on the west-
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bound main track m a contmueu eastward vithout stopping. 
He was avaie they u^ie aunmnn against the current of 
traffic aro mew or no t Tain m d e m granting this authority 
yet he did not call his angmiman 1 s attention to it, 
neither cio IP taae any ether action to atop the engines, 
epxd the only excuse he could offer for nis failure to take 
some action was that he thought possibly they were running 
around some tram on the eastbound main track. He also 
sara he aid mot have any conversation with the engineman 
ana that the engineman did not say anything to him about 
the movement, although he did notice the engmeman convers­
ing Viitn the flagman. Fireman Cheney astimatea the speed 
of the engines at the tix/ie of the accident at between 30 
and 25 nmes pei hoar. 

Flap man French stated that ne rode on tne second 
engine the entire distance oetween Worcester and tne point 
of accident and had no conversation with tha crew of the 
leacing engine after leering +he initial station. He 
knew tney were momnr: on the westbound m e m track after 
passing Lowell Junction but thought they must have rights 
over itg although he had not seen any written authority 
to this effect. He coulc. not recall whether Engineman 
Abbott made any inquiry concerning; the movement against 
the current o, traffic, neitnor die he remember telling 
the engineman that it was all right. He thought the 
speed of his + ram was not more than 20 miles per hour at 
the time of the accident. 

Signalman IVmK, on duty at LoT*ell Junction at the 
time of the accident, stated that he had been notified by 
the Dispatcher that two light engines were approaching 
his station en route to Portlano, but no tram orders were 
issued for these engines to operate against the current of 
traffic. when tne engines reached the track circuit on 
the Lowell Braruen he lined the route for them to pass over 
the east leg of the wye and than inquired oi South 
Lawrence engine house as to the status of tram LR-1. 
Being or tne opinion that he could crocs the engines over 
to the eastbound m a m track before the arrival of that 
tiam, he displayed a yellow signal on light C at signal 
51 before he attempted to line the crossover switches. 
Realising his rn.sta.-ce he then decided to allow the engines 
to proceed on the westbound r a m track to a point beyond 
the interlocking limits, or as far as signal ^0, clear of 
the circuit, after which he i-ould give them a signal to 
back up and then have them make the crossover movement. 
After the circuit light in the tower went out, he heard 
the engines working steam, whereupon he picked up a lantern, 
left the tower, and ran towards the crossover m an ef­
fort to stop the engines but was unsuccessful. He then 
returned to the tower and notifica tne dispatcher as to 
what had occurred. Signalman ,Vmg said that tne general 
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practice is to line up tlHB entire route before a&y signal 
indications are displayed but o^ the day of the accident 
he opeiated signal 31 before ne discovered that he bad 
not lined the crossover, and that ne made no attempt to 
change the signal indication as he thought it would be 
better to make the movement m the manner described. 

Dispatcher Crowley stated that ot 4,3°) a. m. the 
towerman at Lowell Junction informed him that he had let 
the light engines down the westbound n a m track. As tram 
LR-1 had been reported by South Lawrence engine house 
towel, anc as there was no open office between that point 
and Lowell Junction, there was nothing he could do to 
prevent the accident. 

Signal Engineer Scott stated that lights A and B 
on signals 31 and 4 0 are semi-automatic, snd that lights 
C are manually controlled from the tower. Li-:ht A on 
signal 31 is permanently set in the stop position and can 
not be changed by the towerman. Trams are not permitted 
to pass signal 31 unless a green or yellow light is 
displayed by lights B or C. With the east wye switch 
lined for the nam track and the crossover switches set 
m normal position, which was the situation at the time 
the two light engines passed through the plant, a green 
light can not be displayed on light B, it only being 
possible for the towerman to give them the callmg-on 
signnl by means of light C, which would be a yellow light, 
and would authorize them to move eastward against the cur­
rent of traffic only as far as signal 4 0 . 

Signal Mamtamer TJowx stated that he was familiar 
with the interlocking plant at Lowell Junction. He arrived 
at that point about two hours after the occurrence of the 
accident and made an inspection and test of the plant and 
found everything in good condition He said that while 
the weather was rather foggy at that time, he could see 
the indications displayed on signal 31 from the tower. 

Conclusions 
This accident was caused by extra 3682-3637 being 

operated against the current of traffic without authority 
and without protection, for which both engine crews and 
the flagman were responsible. 

According to the evidence, when these engines ap­
proached Lowell Junction the towerman lined the route 
for them to move over the east leg of the wye and onto 
the westbound main track, but he unintentionally gave them 
a callmg-on indication at signal 31 before he had lined 
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the crossover switcheB between the n a m tracks. This 
signal indication authorized the engines to e^ter the 
westbound m a m track and to proceed against the current 
oi traffic on that track at slovr speed prepared to stop, 
only as far as signal 40, which is at the eastern end 
of the interlocking plant The surviving members of the 
crew knew they had no authority for continuing on that 
track, but the engineman said he was depending on the 
leeo. engmeman and also that he was told by the flagman 
that they had authority for the movement, the fire ian 
thought they might be running around some other tram, 
and the flagman thought they must have rights over the 
westbound track, and the result was that they made no 
attempt to have the movement stopped, but continued east-
wara for a distance of approximately 4 rules to the pomt 
of accident. The reason the crew of the first engine 
fai led to stop could not, of course, be determined. 

In questioning some of the witnesses m connection 
with the rules, the following information was developed, 

Engineman Abbott said he was promoted on February 1, 
1918, and that he had not been examined on the book of 
rules since that time, although the current book oi rules 
took effect on April 4, 1927, "his statements clearly showed 
that he did not know what his rights were when nakmg the 
movement against the currexit of traffic beyond the inter­
locking plant at Lowell Junction, 

Fireman Cheney, who entered the service m January, 
1918, and qualified as an engmeman m January, 1927, 
said there was doubt m his mind as to his rights on the 
westbound track beyond the mteilocking plant. In addition 
he was questioned concerning the movement made by the two 
light engines while en route between Worcestei and Lowell 
Junction, m which they were operated against the current 
of traffic within the yard limits at Ayer, 21.72 miles 
from Lowell Junction, and when asked if he understood 
whether he could make such a movement, he said he did not 
know but that it had been done before. It also appeared 
from Fireman Cheneyls statements that on one occasion he 
Ibad been firing when a movement was niade from Lowell 
Junction to Ayer against the current of traffic without 
train orders, but when pressed for further information 
on this point, he was unable to say when it wad done. 

Flagman French, who entered the service m August, 
1918, but had not qualified as a conductor, was Questioned 
by Superintendent Twombly, of the Portland Division, m 
part as follows* 
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Q. Al bhoarh you hatre not Lake a any examination 
on the book of rules, ycu are familiar \'ith 
the rules enough and your experience has 
been long enough so tnat you know you have 
no right to operate against traffic from 
Lowell Jet. to Ballardvale, Andovei or 
Laurence without orders. 

A. Well I don't know, I felt absolutely sui e 
that VLere all righx that morning. 

Q. Why did you feel that you were all ri^ht? 
A. I can't explain it unless I had the two 

points mixed up. 

Q. Do you take interest enough in the job to 
keep yourself posted on special rules and 
time cards? 

A. Yes. 

Q. Do you know between what points trains are 
alloTed to operate against traffic on the 
Portland Division main line? 

A. Between 'Aldington Jet. ana Lowell Jet., 
at BT tower and between A l f r e d Road and 
Kenne ounk. 

Q Dou think you can operate between Alfred 
Road and Kenneounk without train orders? 

A. I tnink so. 

Imnediotely following thece statements, Mr. pfeifer, 
assistant general manager, continued the questioning of 
Flagman French, as follows-

Trat last statement you nade to Mr. Two bly 
that you can make a reverse movement oetween 
Alfred Roa,d and Kennebunk against traffic, 
you study up on your rules and pass an 
examination before Mr. Twombly before you go 
to work. 

Q. Did you Tiake any question to Mi. Abbott as to 
your right to be on the westbound main leaving 
Lowell Jet, to the effect that it rrust be a l l 
right to run any way aiouaa here? 

A. No, sir. 
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Q. Zo you know you cannot "̂ â e a reverse movement 
oet^eer Lowell Jet., ^ndov°i; B~ 11 ardvele and 
Lawrence T ithoat a tr:m oraer? 

A. I v^s not cure, I felt he w^s all right. 

Q IF /our ti ie so taken L p you cannot familiarize 
vcarTelf, so that you ao not know the rules? 

A. Fa, oil. I read bulletins when they cone out. 
The titration a & regards Engine an Abbott, vtho had 
been examined jn the booic of rrics n c tne tine cf 

his prdiexion ir 1918, although a n^v book of rules was 
issued m 1037, rs similar to that developed Jith tne 
first accident investigation ^y thio com ,i&eion on the 
Eoston and ::ui.e Rpilioad, thnt wmch occurred at Hamp-
stead, IT K. , on October 9, 1'Jll, and in the icport cover­
ing the investigation of that accident, the following 
statement was made. 

The Boston <?- Maine Railroad adopted standard 
rules J I . G 2 1 s : , 1909, a ia gt the time of their 
adoption a general circiler w xR issued calling 
attentioi to a numoer of important changes from 
tne rule;j then m effect. Ceicuctora and engine-
tien pio loted >rior to tn, s ti ie were not examined 
as to the new rules, but p]l employees picketed 
since tne^r adoption were required to pass a 
written exa ni ia tion. The conductor and engine-
man at fault had been m eeiv:oe twenty and 
eighteen years, respectively. They had not been 
exa uned on tn° sta idard code rules now in 
effect, neither nave anv of the employees on 
this division been examined unless promoted 
after tne adoption of tie save. To insure safety 
it is obvious that the officials of the Boston 
& Maine Railroad snould see to it that employees 
have a fall ana complete knowledge of the"rules 
under which they operate. 

The statements of the witnesses m the case of the 
accident here under investigation, as previously referred 
to m there ao. elusions, justify â  a m a i ecoir.endation 
that tne ranagemeit of thie road taite prompt ana adequate 
steps xo insure tiat its employees are at all times proper-

" iy instructed and examined on the rules under which they 
are operating, it is not believed that the require ents 
aie fulfilled when employees are in the service for years 
without the benefit of periodical instruction and examina­
tion, possibly developing improper or indefinite under­
standings of various rules which were m effect when they 
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mere examined, or wmch have become effective m sub­
sequent years. It is true that instruction cars are 
o p e r a t e d frot i point to point over tne system, thus af­
fording an opportunity for employees to be orally 
instructed on the operating and air-brake rul3s, at­
tendance is not mandatory, however, a.nd it is doubted 
that such a system is sufficient for the purposes of 
safety m train operation. 

All of the employees involved were experienced men, 
and at the tne of the accident none of tnem had been 
on duty m violation of any of the provisions of the 
hours of service law. 

Respectfully submitted, 
1. P. Eorland, 

Director. 


