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INTERSTATE COMMERCE COMMISSION

td

REZPORT OF THR DIRECTOR OF THT PJREAU OF SAFITY IN RE
INVESTIGATION OF AN AGCTCENT WHICH OCCURRED ON THE
CH1CAGO & NORTH WiSTARW LAILWAY AT CHINAGO, ILL.,
CY JANUARY 35, 1929.

April 2%, 17329,
To the Commission:

Cn January 35, 1329, there was a side collision
between a passenger train end a back-up movement of cmpty
passengel equipment on the Cnicazo & North Western Railway
at Chicago, I11l,, resulting 1a the death of 1 passenger
ad the injury of 51 pagsengers. This accident was in-
vostigated 1n conjunction with representatives of the
Illirois Commerce Ccmwiasion

Localion and method of operation

This accident ocenrred on Sub-Division 1 of the
Galena Division, which cxtends between Chicago and West
Chicago, Ill., a distancos of 20 miles. Ir». the i1mmeaiate
vicinity of the point of ascciéGent there are 8 lead tracks,
there lead tracks extend rnorthward ry compass directicn
frorm the train shed of the Chicazo passenger termiaal at
Madison Street and src nunbered from west to cast accordlngly
In the time-table, howev.:, outbound train movementr are
clagsed ae westward and for the purpose of thie report
tiue-table directions aie hercafter used, There are 153
trocke under the train shed and these trecks connect with
the lead tracks; all of thess iracks are elevated. The
accident occurred within interlocking limits, at a point
about 840 fect west of the weet end of the tTain sned, at
the eaet switch of 2 crossover which connects lead trasks
1 and 3. Approachiug from thc eas® the lead tracks are
tengent to and for a distance of 190 feet west of the point
of accident, then they curve toward lhe left., The grade
for westbound traiz.e 1s Q.33 per ceut ascending at the point
07 accident,

Lake Street tower 1s locoted on the north side
of the tracks and betwecn the west cnd of the train shed
and the point of accident. Sipnal bridge "A', which spans
the lead tracks, is locosted ~bout 92 feet west of “te point
0o accident. Interlockine, sipnal 13, the signal involved,



—2-

1s of the tnreec-position, compphors type, 1t 18 located
on the bridg: and governs ens“bound rovements on lead
treck 2. A gten 1nficeilon 1r displayed by this signal
wher the route 1s lincd fer o ~overent westbound from the
stetion on lead track 2 ard thenco vhrough the crossover
vo lead track 1. When an empty coach troin nakes a back-
up movenent costward or incound, fron the California
Avenue coach vard t¢ the passenger terminal 2t liadicon
Street, = distance of about 3 miles the rove.ient 18 con-
trolled 1y "eans of 2 tuil-hose 1n charge of a back-up

ian.,  No train ordere are 1ssued covering these back-up
moverents, nar are such novencnts recorded on %rein sheets,
they being governed entirely oy s1gngl indications,

T™he weather was clear and the temperature was
aboul 180 above zero at the time of the accident, which
occurred at about 1.30 p.m.

Deeacription

Westbound passengel train Fo. 55Y, en route from
Chicago to West Chicaro, consisted of one smoking car,
c1ght coaches, one compination passenger and baggase car,
and one couach, i1n the order mared, all of wooden con-
struction, hauled by engine 232CH, ana was 1n charge of
Concuctor Crickman snd Ingincman Fish At 1.18 p.m,, the
tine train No. 529 1s schedulad to depart, the leverman
at Lake Strest tower lired the route for a movement from
truck 3 1n the treiu shed to lead track 1, via lead track
2 and the crossover. The movemcnt was then started but
28 whe trein was moving through the crossover from lcad
track 2 to lead track 1, 2t a speed estimated %o have
been between 7 end 8 rniles per hour, the seventh car was
struck on 1ts right side by the leading car of thke equip-
rent of train Wo. 155 which was being backed into 1lhe
etation.

Tre eastbound *rein of empty equipment was en
roite fror the Crliforain Avenue coach yard to the nassenge:
serninal at Uadicon Sirect, 1t consiected from east to west
of one ohservation-parlor cer, ithree coaches, one snoking
car, one bageage car, twvo wilk cars end one cafe car,shoved
by engine 1557, whick was oporating backing-up, oad was 1in
charge of Back-up Man Barse and Engineman Willi:zrs. The

two milk cars were of siecl-underfraae comstructior, while
trhe remainder were of rli-stsel construction, This ti1ain
was bocking towerd the stotion on lead track 2, 1t passed
rlgnal 13, which was aisplaying ¢ siop indication, and
collided with the side of the seventh ear in train Wo.559,
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while traveling at a spced estirated to hove been between
4 and 6 niles per hour,

The sixth crr in *rain No. 559 hed 1ts platform
danaged, the seventh cor wos ovelturncd to the left cond
practically destroyed, while the eighth car had 1%s plat-
Toril derolished and one end ~nd the roof damaged. The
leading car 1n train No. 155 had 1ts platform damaged, as
well as the interior of the car.

Summary of evidence

After empty coagh trains are made up 1in the
California Avenue coech yard they are inspected and the
car inspectors test the air brakes by means of the yard
plznt. When a train 1s ready to start the movement to
the passenger terminel the back-up man makes the coupling
between the road engine anc the train and after the air
18 pumped up the engineman makes a service alr-brake ap-
plication. The back-up mcn then walks the length of the
train, inspecting the piston trevel on the cars; on
arrival at the rear end of the train, provided the air
brakes have set properly on all of the cars and the pisten
travel 1s normal, the bnck-up man gives the enginemal an
alr whistle signal to relcase brakes, then attaches his
tail hose to the leading car and opens the valve on the
ta1l hose to ascertoin that the air flow 1s all right
and that the brakes apply when operated from the leanding
end. The train then departs frcem the yard and the backup
man mskes a running tect ol the air brekes to deteriine
whether they are workiag properly. During the course of
the backup movement engincuecn leave the brake valve in the
running position, placing the air brakes entirely under
ths control of the back-up man.

Back-up Man Barsc, of the equipment train, stated
that the air br:kes werc tegted in the usual moaaner and
thas after the running test hod teen made he gave the
engineman a bock-up signal by means of the air whistle,
The speed of the treirn was sbout 20 miles per hour os 1t
approached signel bridge "D", locrted about four city
blocke west o% eigral bridge "AY, and he brought the train
to a stop at o poiat about one and one-half car-leagths
west of the signnl bridge, ms the signal was displayiog @
stop i1ndication., After the train had stood at this point
about 10 minutcs a clear indication was displayed ~nd he
gave the engineran a back-up signal, On reaching 2 point
in the immediate vicinity of signal bridge "C", located
about two city blocks wcat of signal bridge "A", he looked
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acrogs the inside of the curve ~nd observed that sigznal
13, on signnl bridge "A" was displaying a stop indication.
He attempted fo make pp air-brake application when the
leading car was nbout Lelfway between signal bridges "gn®
and "A", at which time the speed of his train was between
8 end 10 miles per hour, and at first the brakes seened

to apply, btut when a2bout three crr-lengths from sipannl
bridge "A" 1t becave apparent thaet the air brakes had not
teken proper effect. Back-up Man Barse therefore opened
the tail hose valve wider and as this failed to check the
speed of the train he opencd 1t completely, just as the
leading car passed under the bridge, but to no avail; he
Jumped just before the collision occurred and egtiuaied
the speed of his train 1o have been not more than 8 nitles
per hour a2t the time of the accident, Back-up Man Barse
further stated that when he attempted to make the air-
brake applicntion there scemed to be the usurl flow of air
through the 211 hose nnd that the flow increased tempo-
Tarily and then stopped completely. In his opinion there
Wwes no flow of r1r whntever when the lending car possed
urder signal bridge "A", he being of ihc impression that
the 21r gave out ot about that point. He nlso said thet
he cleans and lubricates his ta1l hose gvery other day

and that he last did this on the day prior to the accident,
This was the first experience he had ever had of +his
nature, although he had had =any years experience 1n this
kind of service, and after the accident he was too excited
to endeavor to ascertain why he had not been able to bring
the train to a stop.

Engineman Williams, of train No. 155, said that
when approaching siznel briage "A", at a speed of a2bout
6 or 8 miles per hour, the back-up nan made 2 light air-
brake reduction, between 5 and 8 pounde, which Was notice-
able on the gauge, and he therefore shut off stean, He
was unaware of anything wrong until Fireman Sher..an in-
foruwed him that 1t looked os though their train was run-
mirng by signal 13, wnich wns displaying a stop indication,
but the collision occurred before the engineman had time
to take any action toward bringing the train to a ctop,
at which time 1t was drifting at a speed he estimated to
have been about 3 or 4 pmiles per hour. Enginenan Williams
ste.ted that at the ti1e of the accident the air gauge on
the engine registered full pressure, 90 pounds brake pipe
2:d 120 pounds main rerervolT, there having been no
further reduction after the initisl reduction of from 5
to 8 pounds, It also sppeared from his stziements that
his breke valve remained 1a the running position until
the acecident occurred and thet with the valve 1n this
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p651t10n trhe brrke applicstion riede by the back-up nan
would not 1erain cpplicd.

Statemcnts c¢i lenbers of the crew of train
No, 559 de¢veloped noibias of additional inmportance; they
vere unaware of anythinz wiong prior to the accident,

The lcoding car was uncoupled from tne equiprent
of train Mo, 15% after the accident, Beck-up Man Eenry
wWos instructed to have the belance of the equipnent
pualled a2head and then tacked i1nto the station on another
track. He siznaled the earinevon to pull ~head = shord
Cistence so that he could ro between the cors and couple
his ta1l hoese to the rear of the troin line and at that
time he discovered ice 1n the hose on the rear of the car,
Ee tried to blow 1t out by opening the angle cock quickly
tut hed no success; he then sipaaled the engineman to
pull rbhead and ~fter reiching signal bradge "D ibe train
Wog 2galn stopped and at about this taime he saw Assistont
Division Suaperintendent Koch and celled the latter's
nttention to the ratter, Mr, Koch stated that on exanin-
1ng the hose on the reer of the car he found that i1ce
had formed 1n the hose and he expressed the opinion thet
1t resulted in the ooenin~s bteing from 65 to 79 jer ceat
closeu. after they rsucceeded 1n blowing 1t out 1%t wac
iound thet the picce »f 1ce was very dark, indicafting the
prescnce of o1l; 1t voried 1 1/8 to 2 inches in length
and was from 3/4 to0 1 ineh in diarcter and irreculer in
shope.  There wae an inpression of a raim on one odge of 1t,
where apparcntly 1t ned lodred against the zir hose gacket,
After 1ts reroval the air brokes were tested and the train
wag then backed i1nto the terrinal and brought to a stop
w1thout incident by means of the tail hoses valve. One of
the employecs who wmode the cut between the leadiag car and
the balance of the train, after the accident, said he
zoticed that the brakes were set on the leading car; he
aic not notice the brakes na the othe: cars,
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" “onclusions

This rccident was caused by the failure of the
back-up ran to stop the train befere pessing interlocking
signal 138, cue tc o stoppn-e of the {flcw of air through
the breke pire 1 the ~quiprient of train No. 155 =8 a
recult of the formation of an 1ce plug which becaac lodged
in the air hose at the heed crnd of the next to thoe lead-
irng car, thoreby preventin: the zir brakes from toking
effect when an attempt wog made to epply them by wmeans of
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the tail hose valve.

The 1nvestiyrtioa developed that the customary
tests were wede of thu sir hrakes on ftrain No. 155 before
ond after sterting the back-up rovement from the California
Avenue conch yard end that they worked properly when the
troin weg prouzht to a stov just west of signol bridge
D' by neanc of the 711 hoee valve, It 1s possible thet
nt this timc the i1ce formntion beceme lodged 1n the aar
hose a1 tne lesding 2ad of coach 3251, the cer next to
the leadin: cor, crusing 2 partial stoppage of tne flow
cf air and makiw- 1t i1mpossible to nmke an effective ap-
rlication of the air birkes by means of the teail hose
velve, althoush the gauge on the congine registered rull
broake-pipc pressure at the time of the accident.

Careful 1nspccotion of the tail hosc used in the
back-up movement failed to disclose angthing that would
Leve ceused or contributed to the accident, and the cause
for the formotion of the 1ce could not be determined. nc-
cordin:, to ibhe records this was the first accident to
occur on this railrowd from such a cause since Jonuary,
1215, a period of 14 vcars, during which tine batwsen
2,200,000 and 2,200,000 bvack-up moverients were controlled
by 11eans 21 to1l hose, Coach 3251 had been in service on
1€ trips between Chicriro and northern Wiscomsin fronm
Jamiary 1, 1229, up to tie tinme of the accident.

The toerninel superintendent szid 1t was the
pelicy to replace woodern cers with stecl cars and that
during the preceding 18 -wonths, 135 steel coaches had
been placed in suburban scervice and 180 wooden coaches
retired fron such servicce, In view of the low rates of
speed at which the trains involved were moving, 1t 18
very doubtful 1f the reoulte of this sccident would have
been serious had the cguiprent in train No. 553 been of
eteel comnsiructicon.

411 of the enmployees involved were experienced
men and at the time of the accadent nonec of thenm had been
on duty contrary %o any of the provisions of the hours of
gegrvice law,

Respectfully submitted,
W. P. EORLAKD,

Tirector.



