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IN RE INVESTIGATION OF AN ACCIDENT WIIICH OCCURRED ON THE
NEW YORK, NEW HAVEN & HARTFORD RAILROAD AT NORWOOD
JUNCTION, MASS., ON WARCH 17, 1921.

April 7, 1921,

On March 17, 1921, there was a hcad-end collision
betwecn a work train and a frecisht train on the Ncw York,
New Haven & Hartford Railrcad at Norwood Junction, Mass.,
which resultcd in the dcath of 4 cmployecs and the 1njury
of 13 cmployees, Thc invcstigation of this gccident was
conducted in conncetion with represcntatives of the Mass-
achusetts Department of Public Utilitics, and as a result
of this investigation the Chielf of the Burcau of Safcty
reports as Tollows:

Location,

This accident occurred on that port of the Midland
Division extcnding, between Franklin and Boston, Mass,, a
distcnce of 27.17 milcs, in the vicinity of the point of
accident this 15 n double~track line over which trains are
operatcd by time-tablc, train orders, ond an automaotic
block=-signal scystcocm, The automatic signals arc banner sig-
nals of the clock-work type with rcvolving targcts, oxcept
at Norwood Junction, where the first automatic signal in
cach direction 1 of the 2-pesition, lower-quadrant, scma-
phore type. Approsching Norwood Junction from the west the
following signalc arc encountered: automatlc banner signel
383 semi-~automatic distant semaphore signal 1) scmi-automatic
interlocking home signel 10, the normal indicction of which
18 stop; and automotic 2-position Bcmuphorce signal E-198.4;
these signals arc loec-ted 4,773 and 3,282 fect west, and 207
and 720 feet casl, rcspectively, of the point of accident,
Signal 38 governs Lo signnl 10; signal 1 displays a distant
indic~tion for signels 10 and E-198,4 and can not be cleared
with cither of thesc signals dlsplaying a stoo indictlong
signal 10 geverns to automotic signal E-198,4. Dey @gnd night
indic.tions erc rcd, yecllow and green, for stop, caution and
procced, recspcctively,

The accident occurrcd on the track circults con-
trolling sigaals 38 and 1, at a point 207 fceet west of sig-
nal 10 nnd sbout 100 fcet east of the interlock tower,
which 15 known as signal station 233 end 1s located on the
south side of the main tracks, Appruaching this point from
the west there 18 a long 30-minutes curve to the rlght, fol-
lowecd by about 900 feet of tangent and a curve of 39 20' to
the lef't, c¢Xtending beyond the point of accident, a distance
of 1,047 feet, Therc 1s a long descending grade and 900
feoot of level track, followed by 800 foect of .32 per ccnt
and 700 feet of .89 per cent asconding gr-de to the point
of acecideat. The wce-ther 1t the tige of the ocecidcnt was
clcar,



-2a

Description

Work extra 960 consisted of 2 box c¢cars, 1 work car
and a caboose, hauled by locomotive 960, and was in charge
of Conductor Spicer and Engineman Joyce. At Franklin, the
initial terminal, the crew received a copy of traln order
No., 14, form 19, reading as follows:

on
"eng 960 works/eastward and westward tracks
seven ten 7.10 a.m., to twelve 12 noon between

Franklin and Norwood Central,"

Norwood Central 1s ,24 mile east of Norwood Junotion. Work
extra 960 left Pranklin at 9.13 a.m., backing east on the

eastbound tiack, 1t being the i1ntention to cross over to the

westbound track at a crossover located approximately 1,500
Tfeet east of Norwood Ccecntral Station, leaving a flagnan in
the vicinity of signal E~198.4 to protect against eastbound
trains. Signal E-198..4 was found to be displaying a stop

indication and there was also a flagman near 1t who was pro-

tecting a westbound cxtra which was doing some switching,

Work extra 960 was brought to a stop, after passing the tower

at 10,02 a.m., with the west end of the onboose about op=-
posite signal 10, which had been clcarcd by the towermen
for thc passage of the work extra. The insulated joints
for signal 10 arc 17 and 38 fcet cast of the signal, and
the cast end of the caboosc of work uxtra 960 was east of
the first of thesc joints and thercfore causcd signal 10
automatically to display o stop indication, The conductor
Lhen dccilded to use the crossover, the west switch of which
18 651 fect cast of the tower, and gave a signal to the
enginemon to move ahead, or westward, as thc caboosc was
fouling the interlocking circuits, so that thec towerman

could opcratc thc crowsover switches and display signals for
the crossover movemecnt. The train moved westward a dlstaonce

of 60 to 80 fcet, the i1ndication of signal 10 then auto-
matically changed to ¢lear, and the conductor was about to
notify the towcrnan of the movement hce wished to moke when
the train was struck by extra 404. Work oxtra 960 had just
Sstartcd to move eastward at the time of the accident.

Bastbound freight train cxtra 404 was a symbol troin
which operalcs from Fitchburg to Boston; 1t consisted of
24 cars and a caboosc, hauled by locomotive 404, and was in
charge of Conductor Corcoraon and Engincman Rhodecs, It left
Walpole, 4.06 miles from Norwood Junction, at 9,53 a.m.,
and at 10,05 a,m, collided with work cxtre 960 at Norwood
Junction while trevelaing at o specd estimated to have been
about 20 milce¢s an hour,

The front cids of both cngincs werce coansidcrably
domaged; slight damage wnc sustained by thrcecc cars., The em-
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ployees killed were the fireman of extra 404 and three
laborers riding i1n a car of ties 1n the work extra.

Summary of evidence,

Head Brakeman Titus had ridden on the pilot of loco-
motive 960 between Walpole and Norwood Junction and he sald
that when the work extra made 1ts first stop, east of the
tower, he got off and started west to protect by flag and
had gone about 4 or 5 car-lengths when extra AQL passed
him at a speed of about 25 miles an hour. He did not notice
that the brakes had been applied and had not heard any ac=-
knowledgnent given of his stop signals. Engineman Joyce
thought the flagman was 3 or L4 car-lengths west of the tower
when the work extra stopped; Fireman Sweeney thought the
Tlagman was about at the tower, while Conductor Spicer said
he saw him about a car-lcngth west of the locomotive before
he gave Engineman Joyce the signal to move westward off the
track circuits.,

Engineman Rhodcs, of extra 404, said signal 38 was
displaying a stop indication whcn he first saw 1t, that he
applicd the air brakes and rcduced the spcecd of the train and
that the signal changed to clcar when the locomotive was
within about 25 feet of the post marking the beginning of
the block section; after thc locomotive passed this post the
indication of this signal changcd from clecar to stop, indi-
cating that 1t was orcreting properly. Engincman Rhodcs
said his trsain had ncaerly stopped and that he then worked
stcam for a distancce of 400 or 500 feet; hc saw the caution
indication of signal 1, and after the fircman and the two
brakemen who werc riding on the locomotive said that the
signal was clear, mcaning signal 10, he agaln began to work
steam. He said the first warning he reccived of approach-
1ng danger was thce waving of two rced flags from o wyndow
in the tower, at which time he was within 3 car-lengths of
the tower; he did not scc anything of a flegman. Engincman
Rhodes further statcd that therce was a man at signal 38
and that he gave an "All right" motion with his hand. The
statcments of Brakemcn Chute and Hill, who were on locomotive
404, 1ndicated that signal 38 chenged from stop to procced
when the locomotive was about 10 car-lcngths from 1t, that
a caution indicuation was reccived at signal 1, and that the
engineman allowcd thc traim to drift until they told him
the home signal was clcar. Brakemen Chute thought the train
was within 6 or 7 car-lcngths of tne tower when he saw the
flagman of thc work catra, just west of the tower and not
more than 3 car-lcngths from his trrin, and he seid that
wvhen they saw this flagman they called to ihe engincman,
who 1mmediatcly shut off stcam; Brakcman Chute said the
cnglncecman applied the air brakes; Brakcmnan Hill saad he did
not havec time to do so, and hc thought the flegman was east
of the tower. Brrkcrnan Hill further statced that after the
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indication of signal 38 changed to clcecar Engineman Rhodes
made the remark thoat the signalmen who werce working . at the
signal must have hed 1t connected up so that 1t displayced

a stop 1ndicotion and that when they saw his train approach- .
ing they changoed the conncction, Conductor Corcoran said
he noticed an applicrtion of the air brakes approaching
sichal 38, Flagmon Kceorn, who was riding in the cupola of
the caboose, noticed an epplication of the breckes as the
tr-in approachcd signal 383 hce did not notice 1ts indicction,
neither did he sc. any onc working in 1ts wvicinity, Flag-
man Kearns saw signal 1 displaying ¢ c~uation indication and
signal 10 displaying a clcar indication, but did not sco the
flagman of the work cxtra.

Signal M-y .Liincr Deleoney and Signal Helper Feoncy werc
working on somc insulatced joints and signal relays on the
wcstbound tri.ck at points 1,400 and 1,450 fcct, roespcectively,
west of sicnal 38, while Tracewalker Diuecrdo was working on
the track at o poiut obout 50 foect cast of the signhal,

The statements of cll of these cmployees indicated that sig-
nal 38 was displeoyinc a stop 1adiccotion when cxtra LO4
approached at 4 spced of aboul 25 milcs an hour and that

1tg 1ndication at nc time chngedfrom stcecp to procced.

Aftcr work cxtra 960 had passed the towci and he had
scen sisnal 10 go to stop, Towecrmnaa Butler lcft thoe tower
for a few momcnts and when he rcturned, just before the
accident occurred, hc sav signel 10 daspliying a clear in-
dicetion, with tht work cvxtra a short disteoncc west of the
signal, At . Lout this tvimc the fla men of thoe worlk cxtra
was at the cvnst cnd of the towcr and he told the flagman
that there was o train comang, havaing hcard 1ts whistle,
The clcar i1ndication of signal 10 was 1ts proper indice-~tion
after work cxtra 960 had moved off tho circuits, Towcrman
Butler saying thnt hc had not chonged the position of the
lcvers or operated the scercw rcleasc, these being thoe only
methods by which the 1ndaceation of s3.nal 10 could have been
changed from procced tdO stoo, with thoe trock clear between
siiznoals 10 and E-198, 4.

Conclusions,

This accident 1s belicved to heave becen crusced by the
failurce of k-.incman Rhodes of «xtra 404, nroperly to ob- .
scrve and be overncg by the stop indicotion of automotic
block=s1,nal 38, DProkemen 11111 aand Chute were riding on

the locomotive and were in position to observe the indico-

tion of the si¢nals; they are clso ot fault for their feilure
properly to obscrve their i1ndicntions,

Thce cvidernce doces not 1ndicate that the firocman cb=-
scryved Lhe indication of si.nal 38, The other threce mem-
beros of the cruw who woeToe riding on the locomotive were
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positive 1n their statements that 1ts 1ndication changed
from stop to proceed when the locomotive was within a short
distance of 1t. This would have been imposzible 1f the
signal was functioning properly and 1f work extra 960 did
not move eastward far enough to clear the insulated joints
east of signal 10, Not only does the evidence disclose

that work extra 960 did nct clear tnese joints, but careful
examination of the signal system failed to disclose any im-
proper functioning of the seme, and this evidence 1S sSup-
ported by the fact that two signalmen and & trackwalker
working near signal 38 personally cbserved it to be 1m the
stop position when 1t was approached and passed by extra
404, and that the proper indication was displayed immediate-
ly after the occurrence of the accident, It 1S believed

the weight of evidence indicates that signal 38 was dis-
playing the proper stop indication and that 1ts indication
was not properly obscrved by the cmployecs on the locomotive
of extra ALOL.

It appears that Head Brakeman Titus, of work extra
960, did not go back as far as possible i1n the very limited
amount of timc he had at his disposal. At the maximum esti-
mate he had only 3 minutcs in wvhich to protect hls trein and
according to his own estimate had gone back a distance of
only 4 or 5 car-lengths; had he gonc beck as far as possible
1t 1s probable that he could have atiracted the attention
of the crew of ¢Xtra 404 1n timc to enable the enginewuan of
that train to rcducce 1ts spced 1o such an cxtent as to either
minimize the scriousncss of the collision or to prevent 1ts
gccurrcncae,

Had signal 10 been controlled by a stick relay, re-
quiring thc opcration of the lcver 1n cach case to clear the
interlocking signal, this being a common arrangement in
modern intcrlocking plants, the indicotion of the signal
would have rcmaincd at stop after work ¢xtra 960 moved west-
ward clear of the¢ circuit, and 1t 1s probable that this ac-
¢ident would then not have occurrecd, as the cvidence inda-
cates that the crcow of extra 404 werc obscrving the stop in-
dacation of signal 10 and that thc train would have becn
brought to a stop had the signal rcmaincd in the stop position,

Engincman Rhodes was cmployed as a fircman in 1896 and
promoted to cngincman 1n 1905, Brakcman Hi1ll was employed
as a brakcman in 1913, Brakcmen Chute was employed as a
brakemen in 1911 and promotcd to conductor in 1912, Brakeman
Titus was cmploycd as a brekeman in 1906, The rceeords of
these men were good,

At the time of thco accident the crew of extrea 404 had



been on duty about 4 hours after about 13 hours coff duty. .
The crew of work cxtra 960 had VLoen on duty about 6 hours
aftcer about 12 hours off duty.



