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Reilroads Chicago Rapid Transit Co.
Dates November 24, 13936
Locetions Granville Ave,, Chicago, I11,

Kind of accident: Rear—end collision

Trains involved: C.R.T, passenger : C.NL.S. & M. passenger
Traln numbers: R=-5 : 725
Consists Eizht coaches : three coaches

Speeds Standing ¢ 10 m.p.h.

Tracks Practically tansent ond level for 12 miles
e-athers Clear

Tine: 6:15 p.m.

Cosualtiess 10 killed »nd 3¢ injured

Cavse: Fallul ¢ of .wvorrun of Train Wo., 725 to

take effeetive action toward bringing
train under control until too late to
avoicd collision, coupled with lack of
any svstem to provide for proner spacing
of trains,
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January 11, 1837,
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To tne Commission:

Cn Novemoel 24, 1936, there was a rear-end collision between
a pacsenger train of the Chicago, North Shore and Milwaukee Rail-
road and a passenger train of the Chicago Rapid Transit Company

on the tracks of the lasi-named company at the station ac Gran-
villc Avenue, Chicamo, Ill., which reculted in the deatihh of 10
passengers and the injury of 58 passerngers and 1 emnloyee, The
investigation of thisg accifent as aade in conjunction with repre-—
sentrtives of the Illincls Comnmerce Commlcsion,

Loc~tion ant nethod cf operation

cident occurred on the North Side Division of the
Chicarec HAepld Trensit Compeny, hercinafter referred to aa the Lj
trains of the Chicago, North Shore and Milwaukee Rallrono, here-
laafser referred To ¢s the North Shorec, aleo are operated over
tihla .1vision, which extends bitween Lake and Wells Streets, in
Chicaro, and Linden Avenuc, in Wilmette, Ill., a distance of 14,2
milee; in the vicinity of the point c¢f accident this ig o 4-track
line over ~vhich trains are opoerated by timetable and book of
rulcs, and are cubjest to the direction of towermen at inter—
locking plants; cno of “hese interloccking plante is locatcd at
Granville Avenue, Just north cof the point of accident., The tracks
in the immediase vicinity are elevated above the street level by
meang of a dirt fill conteined witlhin retaining walls which rise
perpennticularly; electric propuicion rower for trainsg 1s supnlied
by neens of 2 third rail,

This ac

1]

The trackg cre numcered congccutively from west to east,
Traclis 1 and 2 being for south-bouand traing, and tracks 3 and 4
for iL.orth-bound trains. North-bount L express tralng use track

4 to Granville Avenue and then track 3 to Howard Street, while
North shore trains uce track 4 through to Howard Strcet. The
movement from track 4 to track 3 is made by means of a crosgs-—over,
the Tzcling-point switch on track 4 being located 127 fecet north

of the north end of the station platform, which is betwecn tracks
2 and 3, The interlocking signal governing movements over this
switch 1s located 80 feet north of the station platlorm and is a
Z—-arn, 2Z2-pesition home sinal of the lower—quadrant sensonore type:
the tecp arm, signal 20, governs through movements on track 4 and
the lower arm, sisnal 18, governs crosa-—over movements Go track 3,
There is no distent sipnal to indicate to motormen of apvrocching
trains the position of the home siznal. These sipnals and the
cross~over switches, as well as the other signals and crozs—overs
in the vicinizy, are orerwted from o tower which is loccbed 31
feet north of the station platform.



To
Harvard Street

Tower

Track 1 —>
Track 2

P

AT

Track 3 -

Track 4

About 1% miles to
Lawrence Avenue

<
<G

| Sig.20 !
<F; Sig.19 |
—f 127 ft.

70 ft.
o

e

@€

Direction
of trains

Cross-over switch

F—North end stotion platform

Point of accident

Inv. ¥o. 2121
Chicago Rapid Transit Co.
Chicago, Ill.

Nov. 24, 1936



=B 2121

This acclidert occurred on track 4, at a polint 420 Teet south
of the hone signal. Approaciiing this p01nt from the south the
track is tangent from Lawrence Avenue, a dlstance of aoout 1%
mileg, "nile the grade is practically level. The view Trom
Larence Avenue northward to the point of accident is unobstructed.

The weather was clear, with good visibility, at the time of
the accident, which OCCJf“ed about €:15 p.m.
Description

Train R-5, a north-vound L express nmasgsenger trein, con-

sisted of eizht coacres und 7ag in cLrrge of Conductor Xlorczak
and liotorman Correll. Tre sixth ond severth cars were of steel

construction, the rirst, second, ana Tifth cars were of =teel-
underirame con strucu¢cn and the thilrd, fourth, and eizghth cars
were '0of wooden COu,a¢ubtlon. Thls train passed La~rencc Avenue
abovt 6:10 p. m. and had just been stopped at the home sirnal at
Granville Ayenue when it was struck by Train Mo, 725.

Train No, 725, a north-bound North Shore passenser train,
consisted of three coachos, all of steel cornstruction, and was in
cral e of Conductor Smedburg and llotorman Grooms, It pacsed
Larmcrnce Avenue at 6:13 p. m., 14 minutes late, and was iunaing ab
& specd estimated to have becn about 10 miles per hour “hen it
collided with the rear of the L train at Granviille Avenuc.

The first six cars in the L train w-re not deralled and none
of ‘kem was seriously damaged; one palr or wheels of the seventh
Ccar wes deralled and this car wes glighitly danaced; the e+uhth

Car “las demollsheﬂ, havin;, been *elcsoopcd anproxinately 355 feet
or :t¢s length by the firzt car of the following train. Ilone of
the cars zn Train No. 725 was derailed and oaly the front end of
the Je~ding car was cumeg ed to any extent. The emnloyee injured
Wwas dne motorman of Train No. 725.

Suriary of evidence

ilotorman Correll, of Train R-5, stated that as he pacsed

Bryn llawr, about é,OOO Teet from the home signal at Granville
Avenue, he saw signal 20 go to the ctop posgition, and he reduced
speed “hen about 2,000 Tfeet distant, conuinulng at low speed vntil
Tinally he storped his train about 50 feet from the si- ;mal; the
acclident occurred almost immediately‘after Suopbll?. ﬂouorman
Correll said thaet track conditioas were pood and nhe encountered no
difficulty when rbducing epced on apvo roachlng Granville Awenue,
It also cppeared from the ctatementsof llotorman Correll that

arlier in the evening he had obscrved “he narkers on the rear of

th train and thuey were in good condition.



Concuctor Florczak, cf Train R-5, who wac on the f: nt plat-
forn of the sccond car in the traln, said hls train was civarted
to track 4 at Lawrence Avenue, past 1ing That point without “JOUDlﬂg,
afser vossing Thorndale Avenue, about 1,600 Tect Trom thn aome
sisnel at Granv1lle Avenue, gpeed was reduced to about 5 miles per
aour onc the train then continued at that sneed until 17 stopped
2t the signal; the collision occurred just afte“ the 3 top was made.
Coacuctor rlorczal also stased that his train was gbout 15 ninutes
late.

Acar Guara !ullen, of Train =0, sald that belore 1eeving
the yaro he had placed She norker iumns in their nroper locations
cn the rear of the train sn’ rlso lighsed a white lantern, which
Tas on the chain in the center at the rear end, and while en
route soutinward he rad inspected the markers and found them to be
in goon condition and Murning bri~htly. Afuer turning northward
Trom Lake anc Wells Strceets uhly one ssop was made before The
trein reached Granville Avyenue interloc cking, and 1% had been stop-
ped about 30 seconde abt the latter noint whbn bc heard a shrill
witstle and an applicacsior of urlkes, Tfollowed by the cccurrence
of the occident, at which time he ves on the front end of the rear
care It further appearcd from the statenents of Rear CGuard lullen
taal the motorman of his train hal not vhis%led out a fla ag, wut
“as suppoced o come vack and let the tralnmen know when tine train
was oing to be H“lejbu, and he 1id not recall that the rules pro-
viced for a whistle signal %o be sounded when the flar sman is to
protect his Srain; he snid he nover hot been required to Co any
Tla-ging,

+ O

Tralnman MceGrath, on the front platform of the fourth car of
Train R-%, said his train had just stonmed when the accident
occurred anc *%qt he dic not fedl ary jJar resulcing from its
occurreonce, rrinman Harter, located betwecn the fifth and sixth
cors, said unau men reporting for duty he saw the markcrs before
iy had been placed in pos 1tion, and «t thatv time they were show—
lug vright red lights; he also stated trat the speed was reduced
at Thorndale Avyenue to 5 or 7 miles per hour oand that the %train
tnf n drifted to Granville Avenuc, and thet he heard whistl ing Just.
a”tcr the stop, Tollowed immediately by the oceurrcnce of che acci
d.nda Statements of Trainman Hanson located betwecen ths fourth
and £.1th cors in Train R-o, and Trallmun IlcLaughlin, betrecn the
secoac end chird cars, added notining of importance,
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lMotorman Grooms, of Train No. 725, sald he took charge of
his train at Roosevelt Road, which 1c on another division of the
L, and at that time he made a test of the air brakes by applyving
thern and having o man alongside the train exanine the brake pls—
fong, and he said the brakes were in good operating coniitioin,
On account of heavy traffic, hie train was 15 minutes late when
arriving at the sta’ion at Wilson Avenuz on the north-bound trip
on "iich the accident occurred. When approaching Lawrence Avenue
he Zediced speed to 12 or 14 miles per hour and after passing that
pol.t he increased the speed To 40 miles per hour. He sald he saw
the red signal at Granvilile Avenue when about half way betveen
Larence Avenue and Granville Ayenue, and begar applying the
brakes, gradually building up to a 20-pound reduction, and at this
ciluec, when about 4,000 fect from Granville Aveonue, he sas the L
troin ahead of him and thought 1t was stending at the time.
The vucels under his train begsn to elide when about 2,000 Teet
fron Granville Ayenue, and he scld he at once released- the brakes
ant avnlied encugh power to cause the whecls to revolve; he then
shut off the pover and 2uain applied the brakecg, at which time he
wag avout 1,700 fect distent, naking a S5-pound reduction and
graduclly bullding it up %o a 20~pound reduction, thinking that he
nad emple distance within which %o stop, but the Theels 2p8in
begon sliding when within about 500 fect ¢f the train 2o and
shortly after-words he nmoved the broke-valve to cmergeancy position,
llotorman Grooms was unable co s%:%e how fast hics train was travel-
ing at this time, but said he realized hs would nov be able to
stop, anc appnlied the sand and sounded a successlon of short blasts
on tre wnistle, e reversed the power vhen from 300 to «CO-feet
from the standing train, hut it 2i¢ not do any good, and he sald
ne stepped out of hig compartment just tefore the accident occur-
red. llotorman Groome couvld rnot estimatc the speed of hils train
at the time of the accident, and was unable to explain the slid-
ing of the whcels unless 1t was because the rails were greasy on
account of oil having droppcd from passing trains., He also
stated that hic had not been confuased in any way oty the indication
of a signal on track 4 about 1,000 fect north of Granville Avenue,
Motorman Grooms further stated that the weather was clear, with
no condition which would interlere with visibility, but thet
he ed no recollection of seeing the red markers or white lantern
on the rear of the standing train. Motorman Grooms also sald he
first saw the L train when he was about opposite a large clectric
sign which he thought was about 4,000 feet distant; however, this
elyn vas only about 2,600 feet from Granville Avyenue. NMotorman
Grooms Turther said he was in good health, had had ample rest on
the previcus night, and had nothing on his mind to distract his
attention from his work, The North SBhoie required him to pass
& pirsical examinaticn anrually and also at times when returning
To cuty arter periods of sickness, and he had last passed such an
exruincsion in linrch, 1936,
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Conductor Smedburg, of Train No. 725, said that after leaving
Lerrenee Avenue he was 1n the smokin, compartment in the head end
of tiie Tirat car. He Telt the brakes being 'apblj_ec‘ in .

up¢p€ncd, stood up and hastily lookecd out of the front ‘rindow,

and saw a red light to thc right of hig traln which he tAough* Was
tn home signal at Granville Avcnue- as it appeared that his train
woald be ctopneda he withdrew hic atuunblo from the situation
an2ad, but he had hardly done so when the motorman sounded several
blasz tc of the whistle, and Conductor Smedburg looked ahead again
ani seW the left marlker of the standing <rein. By this time the
motormen had reverseq the power and Conductor Smedburg at once
told the passengers to go back to ﬂc rear of the car, following
them as tueJ did so, and ne said ne had just cleared the smoking
conpﬁ”‘ﬂpnt whern the accicdent occufred. Conductor Smedburg
thouchkt the epeed wae about 30 nmiles per hour just prior to the
Eralle application and about 10 miles per hour at the timec of the
accident, It was the oninion of Conductor Suedburg that the
wineels hacd slid during the efforts of Motorman Grooms to stop,
because of the Tfact *kat when the train was moved back to Wilson
Avenue after the accident, thure were flat spots on the 'eels
vniclr he had not notlced prior to that %ime.

Tralnman Ellis, of Train lo. 725, hiad dcaclhisaded cnillier
In £ arternoon with I u§¥ﬁbiooig, had talked with him, and con-
sidc:(ﬂ aim o be nmentally and physicelly fit, Tfainmqn =1llis
vor;hu snce specd was abouu 00 miles per hour prior To The

ney braxc application. Trainnan Donnelly, also of Train
Sy cgrced wich the coaductor oc to the speed at the time
2 accident. dotorman Challeadcer, an emnloyce of the North
horc who was cealheading on Train ho. 739, wos in the rcar car;
aczcording to h S tatcmhzts, thie tradn wosg traveling a% o gpneed
of hout 35 ni * per houi, Thu ususl speed in tnis viciniwuy,
whicn the braltes Warc applied in emergency, followed within a few
sccords by the reversal of power, the collision occurring i
iately u:tg“lmgﬂo After the accident Motorman uhallpnb Che
handled <he North Shere train from the point of accident bock to
Wilson Avenue and he said “hat at 5wt Hime the rails were 1n
2ooc. condition; this was confirmed by lotorman Clark of the L,
wno pasned Granville Avenue ab 5:37 p. ., and sald he nad no
ﬂLh_*bU‘Uy 11 reducing speed prior To passing through the cross—
over from track 4 to track 3. .

~
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Towerman Gadke, on duty at Granville Ave nue, sald o express
st2.us of norsh-bound L express ftrains uefmlnates at Granville
Avi.nue and that they are switched over to track 3 at that point,

0a tie night of the accident there was.a local train 2a <y to
%bave on tracl 3 prior to the arrival of Train R-5, 7hich 'as late,
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ant e therefore vermitted 1t to procced, but 1t was stopped on
the 1nterlocking plant because of an adverse signal indication

at Devon Avenue, the second s%ieet north of Granville Ayenue, with
the result that when Train RB-5 arrived on track 4 he coulc not
cross it over to track 3, anil he said that train vas jus$ coming
to a stop cn track 4 whan it weg struck by the lorth Shore train.

Towernan Gallipo, on duty st Lavrence Avenue, sald Trein R-5
é

pasged tnat point at 6:10:30 p. m., according to hiis recollection,
winlle the North Shore train nacssed at 6:13 p. n., according to the
train qoet' no record is kept of the passage of L expresc or
local trains between 5:10:3C p. m. and 73565 p. m. Towelrman
Gallipo also sald it is a pard of hisc Juty to check the narkers of
passing traians andl he was positive tkat both of the markers on the

rear of Train R-5 were burning ved vhen that train passed his sta-

tlion.

Ipstrumentman O'Reilly, employed bty the L, sald that he
fount one of the uairners uhlch had teen on the rear of Train R-5
and that apparertly it wns in good condition; the top cover was
1 coge, wuovever, ~i17 The v-ntllator and roundel had aropnhed out.
The o%hor ra”“ar was practlcalily denolished,

i

Engineer Serzow, of the L. ghoup denurtien*, said tu~t in
a %test of the ~ir brohes on the Ll?nt car in Train IFo ZQQ, made
on Hovember 27, the piston travel “rce Tonnd to be 41 an”es,
while a W&leum brakc—cylinder HLes ure of 53 nound was obtalned
fron a scrvice spplication ant apressure of 89 pounds from an
eacrgency applicatiorn, The e2nd »ox was inSpected and vas found
to be about threc-~fourths f1l1l, whlle the sand pipes delivered
sanc. to the rails when the saund valve was opnnbd Superintendent
of Shops and Equipnent Dnrs, alco of the L, sold that iaspection
of whe Ttwo undamn:ed cars of the ootk Shore trein on the fay
following the accident showel thnt che ploton travel and Lrake—
cylinder pressures were similar to those of the first. car, and in
addition he 32id there wos noshing wrong, with the brake rigzuing.
There were 2 ow 3 srall £1id-flat spots on each vheQL, the uaximum
%;ggtb_of these spote being 7/8 inch, and in his opinion cpots of
LALC size would result from the Mecle having been sliding for a
distonce of about 10C fuet oa a good rail. .perlntcnuenu Daus
re2cnel the geene of the sceitent shiortly alter its occurrence and
cxXnined the ralls couth of the point of accldent by me-as of a
flduleHAU, but found no treces of cil or grease, although there
a5 ovidence that sand had becn used. Trere were marks on the
ralle, cuuced by sliding vheeld, which ex“ead.d a distance of

of Troln No,725

|—L

atout 230 fooey, indicating to him thot the whecls

had vecn gliding for a d_kuan ¢ of niout 100 feoot, and from this
condltion he juised thnt the reversal of power by the motornan
took place at alous that distanc. Irom the rear of TrainR-5,
szylng that At eoeds beolow 30 miles per hour reversal of otors
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with che brakes fully applied would stop the rotatlon of the
wheels,

(feneral Superintendent of Transportation Hardin, of The 1,
sald he reached the zscene of the accident about 6:50 p.m,, and
an valking back about hall way to the station at Thorndzle Avenue,
or a distance of about 600 feet, he sow skid mariis on the vailg,
but there vvas no evidcnce of grease or oll, and he considsred the
rails to e in perfect operating condition.

General Manager Johnson, of the L, s2id that much of the
trackaze of the North Side Divislon is unprotected by si-nnls or
other sarety devices and that, since che rules to a great extent
relieve trainmen from protecting their trawns by flag, ths full
responsibility for collisions 1s nlaccd upon the motormen of
following trains, this being particulerly necessary on account of
the very short interval between trains at certain periods of the
day, as many as 73 trains being scheduled 1n 1 hour. During
fogzy or stormy weather, however, fog ordcrg are issued which
relicve crews of the necessity of making time and require them
at 2ll times to be able to stop within their rance of vision.

Mr. Johnson sald that under this system of operation only three
passengers have been killed in train accidents over a period

of 16 years, none of these having occurred on the North Side
Divigsion, North Shore trains have been operated since 1219,
and llr. Johnson sgaid this was the firct accident in which oune of
these trains had been 1nvolved.

Examination of the track by the Commission's inspeccors
on the morning following the accident disclosed conditions sub-
stantially as described by various wiTnesses; There was an
abrasion on the ruaning surfaces of che rails, nearly continuous,
wnich begen at a point 240 feet south of the point of accident
ani cxbended o within a few fect of the point of accident; the
rails at that time were in excelleat condition, with no cvidence
of 01l or grease. Ingpecction of Gthe brake equipnent on the cars
composing the North Shore train also confirms the statements of
Witnesses that the brakes were in good condition and it wag anoted
particularly that there were flat spots approximately 1 1ach in
len;th on each wheel of the three cars in the train.

On the night of November 30 tests werc made, using an 8—car
L train and a 2-car llorth Shore train, composed of the saue Lype
of e¢nulpnent as was in use on. the nizht of the accident. he
temperature, weather, visibility aad coandition of the rails
were similar to the conditions prevailling at the time of the
accident, With the L trein stopoed near the sienal at Gran—
ville Avenue, the North Shore train approached 1t at an estisated
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snced of 40 mileg wer hour ancd then an energency aplication of
ths broakes was made et a point eponroximately 2,600 feet south of
the rear of the L trein, this application stopping the North

Shore trein within a distance of 743 feeft. n a sccond Lest, made
a% (n cstimated spsed of 45 miles per hour, the North Siore train
wos stonped with a service application of the brakes miilin a dls-—

tiice of 1,182 feet. During thisc tests 1t was noted that the
indication of =an automatic signal approximately 1,0C0 fect aorth
of Crenville Avenuae could be cleavrly drutinguished vhen fiom orne-
hal? to three—quarters of a mile south of the rear of the L train,
ans that this indication, a green lipght, appeared as 1if 11 were
located airectly above the red marker on the rear of the L train,
with the result thas it could easily have becen mistaken for the
indication of the 2-srm sinnal at Granville Avenue when ihe latter
si,omel 13 displaying an indication for o through movement on

track 4,

The markers used on L trninz are oil-burning lamps, with
walte corrus~ted lenses, and therse are two frames or the lnside,
one coataining a red roundel ard %he other a green rouadel,
interposed betwecn the flame ana the lens. One of the nerxers
on the rear of Train R-5 was badly damaved, only thie fount and
ti1e burner being intact, while the other was only slightly
dona - ed; exanination of the last-nentioned marker showss toat the
re’ roundel was miscing from itg frame as stated brr Ingtruacntman
O'Reilly but otherwise in good conaltion, Tach of The wuincers
wag supplied with an ample wick, and thece were still upresuated
with kerosene.

e
1

Discusslion

Uader the L rules, wihich overn the operetion of Nortn Shore
trailns in this territory, it ig wrovided 1n rule 54 thav the
recnonsibility for eafe runnioyg rects cntirely with the notorman
and that rno collicion with a vrreceding train will be cxouscd;
in rule 83 1t is provided that when following a trnin ¢he moforman
must keep at such a distance and run at such a shecd 2s vill enable

nim to stop without accident should the traln ahcad cone 0 &
sudcen ston at an unexpected place; rule 180, relative Tte Jlag
nrotecction, requires a rlavman to go back only 7vawn als traln is
sswopped between stations.

The evidence in this case shows that the signal zoverning the
crogs-over movement of the L express train from track 4 to treck 3
was in stop posgition due to another train occupying track 3; the
motornan saw this signal, reduced the speed of his train to a low
rave, and then continued at low snmeed until finally he stopped the
troin a short distance from the signal; the colllsion occurred
imnediately afterwards,
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Accecrding to the statement of Mptorman Grooms, of the North
Shore train, he also saw the signal in stop position when he was
~o0ut helf woy between Lavrence Avenue and Granville Avenue and .
beran te apply the brakes, building up gradually to a Z20-pound
recacslon; at a point vhich he cgtimaied was sbout 4,000 fect from
Greanville &venue, bubt which actaally w~s about 2,800 fect, he s-xld
N ogaw tkhe L train ahead of him, According to his further st-te-
ment the wheéels under his Urain became locked when about 2,000
feet Trom Grenville Avenue cnd he releaced the drakes, uccd power
in ool to couse the wheels to start revolving, and then shut
off mower and asnin applic? the brakes; he said the vheels becane
locked a second %ime when he was caly £00 feet from the train
a:cad wnd that he then moved the brare-valve to che snergency
position, rceversing the pover as a last resort. llotorman Crooms
had no recollection of having secn the mariers on the rear of the
L train, had had ao pruvious difliculty with the brakes on his
oWn troin, and was unable %0 exnloin the locking of the wheels
unlcss 1t was die to oil or greasc on the rails. Other cvidence,
hovever, docs not support llotormen Grooms! statements. According
to Jlotorman Challender, who was cadhcading on Train No. 725, the
brarcs were applicd in emergency, a few geconds later the nower
Uos reversced, an” then the collision occursea; also, the statements
of this motorman and several other employces on this treoin vere to
the c¢frect that there was no applicasicon of the bLrakcs »rior to the
cucrgency application just nefore the colliszon. Exaninacion of
the trock confirned these latter stosoments; nmarke on the reils
made by sliding heels boegan only 240 feet south of the point of
accicent, The cvicoence ig clear that the nmarkers on the L train
Tere burning properly, and that the brakes on the North Srore
trala wvere in good operating condivion both before and arlter the
accldint, In vicw of thear coaditions, no othor conclusion can
be renched than that for sonc unhnho'm reason Motorman Grooms
falled to take ofriecsive actlon toward bringing his train under
control uatil too love to avert thie accident. llotorman Grooms
a3 boun cmployed as Sicket awcns, collector and notormon ot
verious tines egince 1023, his last scrvice as a notorman having
co.11eacced in October, 1933; he went off duty in Januo>y, 1936, on
ccconrt of illness, and in llarch was approved for duvy by o ¢
do hac been a student unde: the instrucilon of an L SuUNCIVisor
bhofore “tarting to opursie traing over the L andé had boen
cxomincd on rules and olso on the physical charactorisiics of the
1l1nz, as well as bteling instructed as o rotorman. .

UnZer the method of operasion oa %hig line, resvwonsivrlity
for collizionsg 1ig placed uncn motormen of the Tollowing trains;
the rules require that when folloing a train the motorman rnust
keep a2t such a safe éistance and sun ot such a meed %hat he will
Ee able to stop without an accident should the train ahead come
to a sudden stop at an unexpected place. However, notwithatanding
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the beavy volume of passerger trarfic handled on this line, trains
2T ceftaln periods during the day being opernted upon legse than a
l-nimte headway, no means are provided to insure thac traing will
ve epaced a proper distamce apart to insure safety or Tto cuard

a7 1nst errors in judzment or fallures, from other causes, of
¢it,loyces to commly with provisions of this ule. Not oaly was
theie ao block system 1. use on tils line but in the cae nere
1avolved there was no distanv sitnel to indicate “o mosorrien of
any,roaching trains the position of the home signal.,

All of the persons killed and ros* of %hose
Werc ii1 the rear car of the L exnress %rain. This was a ouden
cal, with Two cteel coveg immedirtily a“bud of it; whken ©he follow-
inc train, made up of sicel b?;S, colliced with 1t the vooden car
IRAO I JLuconpd mproximacvely tThree-foarths of its le'4th anc almost
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co.pletely demolished, The roesults in 6F 21s Cesc are subctantiglly
& risotitlion of 7hat occurred in numerous cases in vearc cast on
v.rious raillroeds of the couutry vhen wooden ea wuinment wos common-
ly useca in voscenger—-train service., Because of Glesstrous LXDEI—
lences of this b.dluctd?, steel and stecl-underframc ¢ .rg hove
Lloioely supnlanted wonden cars, the nercentage of voodin cirg to
toual vassenger-train csrs in scrvice having been rcduced Jrem
80.6 purccnu in 1916 to 10.19 nercent in 19373; furthernor., in
comaon railrosd prectice wooden cars are aouw celdom 17 vir uced
in main-line hl“h—am,ofq service, and arc not associcced in trains
togcther with stecl and stecl-und rfrome cyulpment.  On e L,
hOWCVLT t1.8* vercent of the carg in JQPV1Vp arc oo, tnc cculp-
ment pon LStlHF OoFf 455 cars oF cuovl cons tioa, 423 o sieel-
uuCerfreme constuction, and 833 of Mou@kﬂ COLSt“HC ;ion. Furtrer-

morc in this ca"c ”oqd‘n Cars wWeoo wnbormingled vrith zsscel and

¢ol-underframc cors. Extensiv. T rience in railroad scivice
hags conclusively cemonstraced fhc I~ sericel increase in safety to
c.oployvecs and tvavelers in core oFf train accicdents which i3
elrccted by the ure ol ctecl and ctecl-underframe cars ingccoad
o wooden carsg, and algo the grens hazard to occunants ol ooden
cars vhen ascsociated 1n traine itk carg of steel and stocl-
unc.erframe construction,

Conclusions

This accident was cansed by fellure of North Snore T.:ain No.
25 to be orouphu under control until 1t wac too late %0 1void
Colliding with “he train ahead, and by the lack of anv gyas%en to
provice for the nroner opablng of trains. '
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Recontendations

The rollowing recommendations are made:

1, That imme-dirte consideracion be siven to the necd on
thin Yine Tor on adecuate blocl-eglmal system.

©. Tha%t 'mwoden cars be eliminated from service as rapidly
as Hracticable.,

-

3. That the use of woodicn cars assoclated 1n trains 1th
carg 0F ~ieel or shecl-underfr-me concgtruction ke prohibited.
Resnecetfully submitted,

. J. PATTEREON,

Director.



