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INTERSTATE CCU.IERCE COIJMSSION 

REPORT OF THE DIRECTOR OF Til. BUREAU OF SAFETY IN RE 
INVESTIGATION OF AN ACCIDENT W,IGH. OCCURRED AT 
THE INTERSECTION OF THE TRACKS OF THE B^LT RAIL
WAY OF CHICAGO AND THE BALTIMORE & OHIO CHICAGO 
TERMINAL RAILROAD AT W, 75TH AND LEAV1TT STREETS, 
CHICAGO, ILL., ON NOVE.IEER 1 7 , 1931. 

January 11, 1932. 

To the Commission* 

On November 17, 1931, triere was a Sxde collision 
between an Illinois Central transfer freight train moving 
over the tracks of the Bolt Railway of Chicago, and a 
Baltimore & Ohio Chicago Terminal transfer freight train 
moving over its own tracks, at W. 75th and Leavitt Streets, 
Chicago, 1.11., which resulted m the death of one em
ployee of the Illinois Central and the injury of two em
ployees of the B & COT. This accident was investigated 
m conjunction with a representative of the Illinois 
Commerce Commission. 

Location and method of operation 

Both of the roads involved m this accident are 
double-track lines, engaged in industrial s^itchm*" and 
interchange movements. Transfer trains are operated over 
the 3 Ry. of C by book of rules and special insuructions, 
no block-signal system being m use, while transfer t r a m s 
are operated over the 3 & OCT R? by time-table, t r a m 
orders, and an automatic bloc L.-signal system. At the 
crossing involved there aie four double-tracK lires of 
four different railroads, crossing each other at right 
angles. Compass directions are used in this report. 
The tracks of the 3 Rg. of C e;:tend east and west and 
parallel the tracks of the V/aoash Railway on the north, 
while the tracks of the 3 L OCT extend north and south 
and parallel the tracks of the Pennsylvania Poll road 
on the west. The accident occurred at the intersection 
of the B Ry. of C westbound track with tne B & OCT north
bound track. 

Approaching the point of accident on the 3 Ry. of C 
from the east, the track is tangent for more than one 
mile, then there is a 1° curve to the left 150 feet in 
length, 90 feet of tangent, a 1° 40' curve to the right 
117 feet m length, and then tangent track a distance 
of 421 feet to the intersection, thjs tangent extending 
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for a considerable distance beyond the crossing. The 
grade is 0.45 per cent descending for westbound trains 
to within about 1,025 feet of the intersection, then 
it is level to and beyond the crossing. Approaching 
from the south on the B So OCT RR. , the track is tangent 
for a considerable distance, then there is a 1 curve 
to the left 200 feet in length, 400 feet of tangent, a 
1 curve to the right 200 feet in length, and then tan
gent track a distance of 263.5 feet to the intersection, 
this tangent extending for a considerable distance beyond. 
The grade is 0,50 per cent descending for northbound 
trains to within about 300 feet of the intersection, 
being level over the intersection. 

Movements over the crossing are governed by an 
interlocking plant, orerated by the B & OCT RR,, the 
tower being located just north of the tracks of the 
B Ry. of C and between the tracks of the B & OCT and 
the Pennsylvania Railroads; the interlocking machine 
is a 132-lever Saxby and Farmer machine. Home signal 
16, governing westbound movements on the B Ry. of C 
over the crossing, is located 472,5 feet east of the 
point of accident, between an industrial track and the 
westbound track; this signal is a one-arm, two-position, 
uppor-quadrant, wire-connected semaphore, night indica
tions being rod and g r e m , for stop and proceed, re
spectively. A Wharton derail which is operated i n con
junction with home signal 16, is located 60.2 feet west 
of the signal; tne Industrial track joins the westbound 
track from the north at a point 191.5 feet west of the 
derail, the hand-operated switch being a trailing-point 
switch for westbound trains. There is no westbound 
distant sianal. 

Home signal 109, governing northbound iiovements on 
the B & OCT RR. , is located 660 feet south of the p o m e 
of accident; this signal is of ttn two-arm, upper-quadrant 
semiautomatic type. Tne top arm assumes three positions, 
0° to 45° being controlled fron lever and 45° to 90° 
from thv, signal in advance; the oottotn. a m is fixed m 
horizontal position, and displays a ted lirht at n'wht. 
A derail is located 60 feet north of the home signal. 

Tne weather was clear and it was dark at the time 
of tho accident which occurred about 4.18 a.ra. 
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Description 

The Illinois Central westbound transfer t r a m , 
operating over the B Ry. of C track, consisted of 62 
loaded and 23 empty cars, and a caboose, hauled by IC 
engine 2997, of the 2-10-2 type, and was m charge of 
Conductor Stirn and Engineman Llcliullm. Tnis train 
passed homo signal 16, which the engineman stated was 
displaying a proceed ind: cation, and encountered the 
derail which derailed only the pony-truck wheels and 
was then damaged and rendered inoperative; the pony-
truck wheels marked the ties on the north side of each 
rail up to tho frog of the trailing-point switch of the 
industrial track, where the pony-truck wheels wcr<- re-
railcd. The IC train continued, traveling at a speed 
estimated to have been about 20 miles per hour, when 
the northbound B & OCT t r a m was observed to be approach
ing the crossing, whereupon the air brakes on the IC 
t r a m were applied m emergency, bringing that trem to 
a stop with the first car on the crossing, where it was 
standing when struck immediately afterwards by the ciifinc 
of the 3 & OCT transfer tram. 

The northbound B & OCT transfer train cons: sted of 
78 loaded and 12 empty cars and a caboose, hauled by 
engine 4019, of the 2-8-2 type, and was in charge of 
Conductor Anderson and Eng: noeian Cole. This t r a m 
passed home signal 109, which was displaying a proceed 
indication, and collided with the side of the IC t r i m 
while traveling at a speed estimvtcd to have been about 
25 miles Dor hour. 

B & OCT engine 4019 was dor iilcd and D a d l y doimged, 
but remained upright, coming to a stop west of its 
tracks and opposxtc the tower, its tender was overturned, 
The r^ar driving wheels ofIC engine 2997 were dcioiled, 
and its tender v/as overturned toward the north; 15 cars 
m the B & OCT train and 5 cars in the IC train were 
derailed and damaged; 6 of the 15 derailed cars m the 
B & OCT train were piled up h m m d the 23rd car in that 
t r a m . The interlocking plant, crossing, and tnechs, 
were damaged and the interlocking tower was knocked 
out of line , the interlocking nachmc being iiovcd out 
of place about 6 inches and tne levers jammed. The 
employee killed was the he: u brrkeman of the IC tram, 
while the employees injured were tho fi_nn~±an and a 
switchman of tic B 5c OCT train. 
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Summary of evidence 

Towerman Kohnstann, of the E & OCT RR, had been 
notified by the switchtender at 79th Street that the 
D & OCT transfer left Blue Island at 3-54 a.m., and 
shortly afterwards he started to line the route over 
the crossing for that t r a m ; he said, that it had been 
lined up for about 10 or 12 minutes p n o r to the acci
dent. The toweman first observed the IC train ap
proaching, by the reflection from the headlight, when 
its engine was about 100 feet east of home signal IS, 
and still working steam. Re stated that the levers 
controlling signal 16 and the derail were m normal 
position which is their proper position to set tne 
signal and dei ail a;ainst the IC tram. Realizing, 
however, thctt the IC train was not going to be stopped 
at hone signal 16, ana as Lhe B & OCT t r a m was also 
approaching the crossing, the to we m a n leaned out of 
the window and waved s^op signals to the IC t r a m with 
his lighted red lantern, but tnese signals were not 
acknowledged, or heeded. When IC engine 2997 encountered 
the derail the lever that control led tnat parti ciilar 
derail started, eo jerK and made a runblm~ oise; after 
the accident, owm- to the damage, nolo of tit. levers 
m the machine could be manipulated. It further appeared 
from the towcrman's statements tnat the last train to 
use tho B Ry. of C westbound track passed the tow r one 
hour arid six minutes prior to tne accident; he then 
restored the levers to nor ial position and nad not 
changed them again prior to the accident. Ho also 
estimated that with th.̂  route li ned for a westbound 
B Ry, of C movement, it would take two and one-lien f 
minutes, including the operation cf tne tine release, 
to take away tne rout, a m give it to a northbound 
3 L OCT movement. Towerman's Helpei R^hni ga^e testimony 
similar to that of Tow..man Kohnstann. 

Enamenan ilclvlullin, of the IC t m m , stated that 
he was familiar with the sinnls on the B Ry. of C, and 
that the air brekes on his t r a m were tested at I'J rkham 
and worked properly on route, the last stop na.de geior 
to the acoi' cnt trnng at Ashland Avenue, located aoout 
4,000 feet ca^t of the crossing at 75th Street. Una m o -
man LlcIIullin stated that just after his t r a m departed 
fron Ashland Avenue he observed that Home signal 16 at 
the 75th Street interlocking was displaying a proceed 
indication and he lept etching it, not notming tne 
position of the semapnorc blade bat looking only at the 
color cf tne light, which w^s gr. en. When about 500 
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feet from the sirnal the fireman called "clear hoard" 
and the engineman answered m m , after which the fireman 
got down to look at the fire. The last time the engine-
man saw the signal indication was on reaching a point 
about 100 feet from it, at which time it still showed 
green, and the first he know of anrthing wrong was when 
the fireman shouted a warning of danger when aooub 100 
feet from the crossing. The speed of his train had been 
about 20 miles per noar when passing the signal, and 
when the fireman called to rim he immediately applied 
the air brakes m emergency, bringing the train to a 
stop just after the engine passed over the crossing. 
Enrineman McLlullm stated that sceam was being worked 
on passing home signal 16 and continued to be wo rite d 
until the fireman shouted the warning of danger, that 
he did not see any one n v m ; signals from the tower, 
that he was positive the mdxcation displayed by hare 
sifnal 16 was green, and that he did not feel any jar on 
the engine at the derail or hear any unusual noise. 
Immediately after the aceIcent he inspected the Hinges 
of the pony-track wheels, and he thought he Counl a dent 
in the flange indicating thab it nad struck something 
a hard blow. On going back to look at the derail he 
saw that it was broken and he looked for marks on the 
ties to see whether any part of 1ms engine had been de
railed, but said that he found only an old mark, three 
or four months old, on the gauge side of the south, rail, 
about 8 inches from tho rail, and did nor see any corre
sponding mark on the north side of the north rail. About 
1 hour and 45 minutes after the accident he observed 
that none S i g n a l 16 was displaying a red indication. 
EiWincnan McLlullin lurcher stated that there is a Sxfnal 
at Western Avenue, west of s^ aal 16, which comes m 
line with signe.l 16 while descending the grade approaching 
the 75th Street crossing, following which they again 
become separated, on account of curvature of tne track; 
at first he used to get these two signals confused, but 
not later, and he did not think there was any possibility 
of his having gotten them confused on the night of the 
accident. 

Fireman Rondncks, of 7a „ IC t r ^ m , gave testimony 
substantially the s^me as tnau of j]n_ reman IIcLullm; the 
fireman ;jas positive that a fro on m e a cation was dis
played on home signal 16 <. t the time ne called it. He 
also estimated the speed of hi a. t r a m to have been 20 
miles per near when he celled a warning to his er;meman 
100 or 125 feet from tho crossing. After tho accident 
he T e n t back to the derail and saw ti.-'t it ias damaged 
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and that tnere were marks on the ties; signal 16 was 
then displaying a red indication. Fireman Hendricks 
did hot look at tho pony-truck wheels and did not know 
whether his engine was derailed at any time prior to 
the accident. Conductor Stirn saw marks on the ties 
and the damaged derail, but it was dark and he wes not 
certain whether they were old or now marks; about one 
hour after the accident he observed that home signal 16 
then displayed a red indication. He said the speed of 
his t r a m was 20 miles per hour when the brakes were 
applied. Flagman I/IcElroy said that he observed home 
signal 16 displaying a green indication when he got off 
the caboose after the accident, and that owing to the 
wreckage piled ug at the tower ho could not then see the 
second signal farther down at Western Avenue; after the 
accident he was busy pur-ting, the train away and did not 
at any time sec home signal 16 displaying a red indica
tion, 

^ Engineman Cole, of the B & OCT t r a m , stated that 
after rounding t h e curve and getting on t h e straight 
track at V/, 79th Street, the straight track beginning 
at a point aoout 2,750 fcot south of home signal J09, 
he observed that that signal displayed a proceed indica
tion. On pas m g the home signal, which was still dis
playing c proceed indication, tho sp^cd of his t r i m 
was about 20 miles per hour and ho began to worl steam, 
but on reaching a point about 7 to 10 cai-lengths from 
tho crossing he saw theIC t r a m come upon the crossing 
directly in front of his own t r a m ; he applnd the air 
brakes m emergency and when t h e collision occurred, 
he estimated the sptod of his t r a m to ha-ve been about 
25 miles per hour. The air brakes had been tested at 
E. Chicaa,o yard and they worked properly. Statements of 
other mombcrs of the crew of the B & OCT t r a m brought 
out nothing additional of importance. 

Engineman Walters and Fireman Anderson, of the 
Wabash Railway, stated that their engine was standing on 
their westbound track, headed c a s t , at a point cast of 
Ashland Avenue, and tnat when IC train 2997 departed on 
the B Ry. of C westbound trnck t h o y observed that home 
signal 16 displayed a green indication, as did also tho 
second signal farther down at Vcstirn Avenue. They 
noticed it particularly as they u:rgKCt<-d to follow the 
IC train. 
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Switchtender Hunch, of the B & OCT FIR, on duty at 
W. 79th Street, stated that as the northbound B & OCT 
train passed that point he looked toward W. 75th Street 
and observed hone signal 109 displaying a green indica
tion; also that he had observed that signal displaying 
a green indication about 10 minutes prior to the arrival 
of the B & OCT train. 

Assistant Signal Supervisor Carroll, of the 
B & OCT RR, stated that he arrived ao the scene of the 
accident within 45 minutes of its occurrence and exam
ination of the interlocking machine at that time dis
closed all seals and locks to be intact; home signal 16 
was displaying a stop indication and both locks of this 
signal were locked and in good condition and the signal 
could not be moved. The machine itself had been slued 
about 6 inches as a result of the accident and the 
levers were jammed and could not be moved. Supervisor 
Carroll stated that semiautomatic home signal 109 is so 
arranged that with the route lined for a 3 &• OCT t r a m 
over the crossing, home signal 109 goes to danger auto
matically when an engine passes it, but tnat this is not 
the case with home sirnal 16 when the route is Dined for 
a movement over the B Ry. of C, hone signal 16 being 
wire connected and operating through a bolt lock at the 
derail, and when an engine passes home signal lo it does 
not go to danger. 3 L~QGT! Ilamfcainer A h l g n m found 
conditions about as described by hr. Carroll; he also 
said he had inspected the derail on the previous day 
and found it in good condition. 

Road Foreman of Engines Burns, of the B & OCT RR, 
stated that he arrived at the s e m e of the accident 1 
hour and 45 minutes after its occurrence and inspection 
of IC engine 2997 at that time disclosed thai, the pony-
truck wheels had been off the track, following which 
he wont back to the damaged derail and saw where a pair 
of wheels had been derailed at that point and made 
fresh marks on the ties as far west as th^ frog of the 
inductrial track, at which point these, wheels had re-
railed themselves; there was a mark on tho flange of 
the Loft wheel of the pony truck whore it .ad struck 
the space block to the guard rail at the frog, m rc-
railmg itself, which corresponded with the mark on 
the space bloci;. 
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Maintenance Engineer Swift, of the Belt Railway of 
Chicago, stated that he examined the damaged derail after 
the accident and thought there was no question as to 
the derail having been set against the IC train. Con
siderable testimony was taken from various witnesses as 
to the way in which the derail failed to function properly; 
apparently the pony-truck wheels were derailed as in
tended, but tho right front driving wheel cither passed 
by the riser rail or encountered it m such a wa;r as to 
force it away from the running rail tne loft driving 
wheel at the same tine bending the point rail downward 
and to the left. This condition nay have been aided by 
the fact that the r^ar of the engine was then on tho 
leaving end of a short curve to the right. 

The Commission's inspectors observed flange marks 
on the ties on tho north side of each rail of the B Ry. 
of C westbound track, which marks extended from the 
damaged dore.il up to the guard rail and frog of the 
industrial trcck; these marks were fr^sh and grug-d 56 
inches. 

Conclusions 

Thu cause of this accident was not definitely 
ascertained, 

The investigation clearly established the fact 
that the route tnrough this plant had been lined up 
and clear signals displayed for the movement of the 
B fic OCT transfer troin, ,nd that this had K m done 
several minutes before the arrival of either train in
volved m this acciaont. To accomplish this it 
necessary that the 1-vcrs of the interlocking machine 
which control the home signal and the derail on tho 
northbound B Ry. of C track be m nomal position. 
According to the statement of Tow^ m r 11 I-hohnstann, these 
lovers nad been in normal position for n o n than an 
hour prior to the accident. The derail on tnis tr~ck 
was m derailing position as the pony-trucl: wheels of 
the IC engine inere r'oroilcd, but there is considerable 
question whether a stop indiction was displayed by 
signal 16. Five r^ilioad employees who saw tnis 
signal were positive in t-eir Suaten^nto that it was 
displaying a green indicetion prior to and immediately 
following the accident. They v;nrc the ^tginomun and 
fireman of a Wabash engm^, who iiot-d that e green 
indication was displayed shortly befone the arrival 

http://dore.il


- 10 -

of the IC transfer, their attention being particularly 
directed to this indication as they expected to follow 
the IC transfer through this plant; the cngmenan and 
fireman of the IC transfer train involved, who stated e 
green indication was displayed when the signal came into 
view and as they closely approached it; and the IC flag
man who said a green indication was displayed when ho 
got off from the caboose immediately after the accident. 
It is scarcely credible th. t thi.se five men could have 
been mistaken in the mdic. tion which was displayed by 
this signal. It docs not appear th^t anyone saw a red. 
indication displayed by t h i s signal oof ore the accident; 
all the railroad employees who are known to hav~ seen 
the signal shortly ocforc the accident occurred said 
the indication was green. This was a wiro-coraected 
signal and while there was no evidence t h a t any of t h e 
apparatus or connections were defective or not properly 
adjusted prior to the accident the plant was so badly 
damaged as a result of the accident that no check of 
its prior condition could be made. 

The derail failed to accomplish i t s incended function. 
Only the pony-truck w h e e l s of the IC engine were d^r^iled. 
Opinions of railroad mechanical and manntcrmrce officers 
varied as to the reasons for this failure; t h e causes or 
contributing factors were thought to be the proximity of 
tho derail to a curve, the speed and weight of the engine 
and the length of x t s rigid whCwlbasc. Had the derail 
functioned as intended the collision would probably havo 
been prevented. 

All of t h e e-iaploĵ eos involved were experienced men 
and at the tunc of the accident none of them had been on 
duty in violation of any of the provisions of t h e hours 
of service law. 

Respectfully submitted, 

W, P. BORLAND 

Director. 
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