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INTERSTATE COMIERCE COMIIGZSION

REPORT OF THE DIRTCTOR OF THE BUREAU CF SAFETY IN RE
INVESTIGATION OF AN ACCIDZNT WHICH OCCURRED ON THE
OHICAGO & NORTHWESTERN RAILWAY AT CEICAGO, ILL.,
ON DECI/EER 14, 1924.

February 10, 1835.

To the Co~ission!

On December 14, 13224, there was a rcar-end
collision between two freight trains on the Chicago &
Northwestern Railway at Chicago, Ill., which resulted
1n the death of one ervloyee and the 1njury of cne
enployee.

Location and method of operation

This accident occurred on Subdivision No 1
of the Galena Division, which extends tetween Chicago
and West Chicago, I1l., a distance of 30 wales. In the
immediate vicinity of the point of eccident this 1s a
gslx-track line, the two inside tracks are oessing tracks,
while tracks 1 end 2 on the scuth, and tracks 5 and 8
on the north, are, resmectively, westbound and easgtbound
maln tracks The six-track section extends between a
point knowvn as "End of Six Tracks" and Xenton Avenue,

a distance cf 4.75 miles, following freight-trair move-
ments throush this territery on track 5 are spaced 12
rinutes apart, and must te protected by flaz in accord-
ance with rale 99 Track 5 }joins track 6 at Kenton
Avenue, the normal position of the switch being for track
B Mcvements frow track 5 at this point are governed by
home antomatic signal B4, located about 250 feet west

of the switch, daistent signal DB4, located 5,130 fees
west of signal B4, disvlays only a distant indication

for that sisnal, and when 1n caution position requires

a train to "anoroach home si:sral with caution.'" The
collision occurred on track 5 at a point approximately

2> feet cast of signal DB4; apprcaching this point from
the west the track i1s tangent for several miles, while
the grade 1s practiczlly level for mere than 1 mile and
18 then 0.22 per cent descending to the point of accident,
about 500 feet distant.

The weather was clear at the time cf the ac-
cident, which occurred at 7.22 p.m.
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Description

Tastbound yard transfer 5152, consisting of
4] cars an? a caboose, hauled by engine 2152, i1n charge
of Conductor Dalbanl end ®ngineman Ruff, left Proviso
Yard, 6.3 miles west of the 2nint of accident, at 6.50
Pm, en route to "estern Avenue Yard, about 10.3 miles
distant. It r2sged signal DB4, which was digplaying a
caution indication, and upon finding a stock train ahead
was brought to a stop at 7.15 p.m with the caboose aboul
85 feet east of signal DB4. It had been standing at this
point about seven minutes, withcut flag protection, when
the rear end was struck by extra 3507.

Eagtbound stock train extra 2507 consisted of
56 cars and & c¢aboose, hauled by engine 2507, and was 1n
charge of Conductor ¥ackey and Engineman Woods. Thig
train left Clinton, Iowa, at 2.40 p.m., psssed JN Tower,
5.4 mileg west of the point of accident, at about 7.08
P.m., and collided with the yard transfer while traveling
at a speed variocusly estimated to have been from 8 to 20
miles an hour.

The force of the collision derailed the catoose
and four rear cars in yerd transfer 2153, a caboose and
Trear car being destroyed and the others consideratly
damaged  Engine 2507 was not derailed and was only
slightly damaged. The employee killed was the conducter
0of the yard transfer, who was in the caboose at the time
of the cnllision.

Summary of evidence

Enginemen Ruff of yard transfer 2152, said he
gaw the caution wndication dieplayed by signal DB4 and
that h:s train approached an¢ vassed 1t moving at a low
rate of speed. TUpon recerving gignals from the flagman
of the train ahead he brought his train to a stecp, but
he s#id he did not sound the whistle signal for the
flagman to protect the rear of the train as he was re-
quired to do by Tule 9%9b, his reason for not dolng s0
being that a bulletin had been 1ssued which forbade ex-
cessive and unneceasary whistling within city limits.
Enzineman Ruff later admitted that under the circumstances
he should have sounded this whistle signal.

Fireman Corrigan, of yard transfer 2152, said
he could see the markers on the train ahead when about
3/4 mile distant, btut d1d4 not see the indication of
si1gnal DB4 as his train approached or passed 1t on account
of being on the deck of the engine working on the fire
He looked at his watch when his train was brought %o a
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stop and noted that 1t mas then 7.15 p.m , Thile the
accldent ocourred at 7.22 p.m. The statements of Eead
Brakeman Miller, of the yard transfer, corroboreted those
cf fnrineman Ruff and trought out no additional facts

of i1mportance On account of i1njuries, Rear Braxeran
McQueen of the yard transfer was unable to make any
statement, and this fact, coupled with the death of the
conductor, precluded obtainingz definite information as

to why the rear of the train was not protected by flag.

Erzireman Woode, of extra 2507, seid his
train entered upon track 5 at River Forest, which 1is
apvroximately 3 miles west of the point of accident
and he estimated 1ts srceed between these two points fto
have been from 230 to 28 miles an hour Aporoaching
the point of accident, he sai1d he saw tne caution
indication digplayed by signal DE4 when his train
was at least 1/4 m:le from 1t and could have brought
Eis train to a stop before reachin~ 1t had he thought
1t necessgery or hed he encountered torpedoes or other
flagman's signals. He said, however, thet his under-
standainz of the csution indication was that his train
should approach the next signal, E4, prepared to stop
before passing 1t, and he di4 not understand that he
might find a train between the two signals. He applied
the a1r trakes 1n a service applicaticn and had not
relezsed them when he saw the marker lizght on the right
side of a caboose arout 10 or 12 car lengths distant,
pPlaced the brake valve in emergency position, at the
same time shoutinz a warning to the fireman and Wrake-
man, and jumped from the engine just before the coll:i-
81on occurred Fncaineman Woods estimated the speed
of hig train at the time of the collision to have been .
about 8 miles an hour.

Fireman Rubright, of extra 8507, said he had
Just finished putting in a fire and was about to get
on his seatbox when Enzineman Voods made a brake-pipe
refuction, which had not Tteen released when the brakes
were applied 1n erergency, the engineman at the sanme
time calline a warning. Fireman Rubraght said he
looked ahead, noticed the caution signal indicetion, and
saw the -rcflection of the headlizht on the rear of the
caboose, but the collision occurrced before he could
leave the engine. Fireman Rubraight estimated the speed
of his train to have beer about 20 miles an hour jJust
prior to the time the emergency apvlication of the mar
brakes wag made.

Head Brakeman Paird, of extra 2507, was
riding on the ergine apprcaching the point of accident,
he saw the caution 1ndication displayed by signal Dp4



ebout the time thoe engine was copposite Austin station,
which 15 esparoxirately 950 feet west of the sagnal, the
speed of his trein at that tirec being atout 30 miles an
hour Very shortly afterwar”s both he and Tnzineman
Woods saw the markers on the caboose ahead, both shouted
a warning, an’ SnTineman “oods apwlied tne air brakes

1n emeTrzency.

The statements of Conductor liackey and Rear
Brakeman Strawn, of extra 2507, brouzhkt no adcditlional
facte of importance.

Tn connection witn the statement by ETngineman
Wocds thet he @14 not understand a caution indicaticn
of sionzl DE4 o mean tr 2t he might find a train between
thet sigral and ho e si-mal 54, a statement was made by
G B.Schrand, csuperintenrfent of freight terminals, that
when sigral D34 wag displayiag a caution indication 1T
was necessary for an engineman to have his train under
complete control prepared So stop at the signal or au any
point between that signsl and the home signal. The Trule
took, however, describes signal DB& when i1n the cautien
Position as & "cauvion-signal', and 1ts indication 1s
given as "apvroach home signal with caution " Mr.
Schrand's further explanat:on, however, was thet there
18 no rule, hulletin or other instruction on which he
based his statement, tut rather that 1t 1s a matter of
ceneral custom, or usage, as an enzineunan may find two
or three trains waiting at sigral B4 1in readiness to
rroceed

Conclugioas

This accident was caused by the failure of the
crew of yard transier 2152 to protect their ftrain by
flag, for walch Concductor Dalbani and Rear Brakeman Mc-
Queen are resmonsible Engineman Ruff, of the yard
transfer, 18 also at fault for his failure to sourd the
wWhistle si_nal for tne flacman to protect the trein.

The eviclence indicetes that yerd transfer 2152
had been standingz at the point of accident about seven
minutes, durins which time no soparent effort wes made
to afford protection of any kin’, but as the concuctor
wag killed anc the flagman so badly injured tnat no
statement could be obtained from hir at the time of thie
investigation, 1% 18 not knovn why the proper flag pro-
tection wes not afforded. Engineman Ruff adraitted trat
he d1d not sound the whistle signal for the flagman 1o
protect the reer of the train, and that this signel
should have teen souncded.
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Train movements over the track on which this
accident accurred were not protected by She block system.
The srznale at the eastern end of track 5 governed fthe
movement of trains through the switches at Kenton
Avenue where the six tracks converged into two tracks.
The movement of trains eastward from "End of Six Tracks™"
to Kenton Avenue was governed by the ten-minute gpacing
rule, and the statsment of Superintendent Schrand in-
drcates that 1t was not unusual for trains to close up
at the eastern end of track 5 and be held until the
route through the Kenton Avenue switches was lined up
and signal B4 cleared Hed an adequate block-signal
system been 1n use on this 1line this accident probably
wculd not have occurred; an adeduate automatic train
stop or train control device would have prevented 1t?¥

At the time of the accident the crew of the
transfer train had been on Juty about 4% hours, after
16 heours or more off duty, the crew of extra 2507 hdd
been on duty between 5 and € hours, after 17 hours or
more off duty.

Respectfully submitted,
W. P. BORLAND,
Direcvor,

Bureau of Safety.



