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Chicagn & North Western
July 2, 1937
Evanston, I11,

Rear-end colliginmn

Passenger Pacgenger

Firest Neo. 211

Secrnd Neo, 211

1556-1540 r 1544
12 cars v 11 cors

Just oullinz awvay ¢ 3-20 m.n.h,
fromn station

20 left curve; grade 0.192 percent
ascending westward.

Clear, dnylight.
6:20 p.m.
214 injured.

Failure »roperly to observe and cbey
automactic bluck signal indic~tin.as.
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August 5 ,1937.

To the Comnmisaion:

On July 2, 1837, there was a rear-end collisisn betwecen
two passenger troine on the Chicago & Nnrth Western Railwny
at Evenston, I11l1., which resulted in the injury »T 196
pasaengers, 14 dining car employees, 1 Pullman emnloyee, ond
3 rrilway emnloyees. Thig accident was investigated in con-—
Junction with the Illinois Commerce Commission

Location and nethod of operation.

This accicent occuired on Subdivision 1 of the Wiscnasin
Divigion, which extends betwecn Chicago and Waukegan,Ill.,a
distance of 39,94 niles; in the vicinity of the point of
accident this is a 3-track line, over which trains are
operated by timetable, troin nrdecrs, and an automatic block-
signal system. Timetable dircctions are uvsed in this
renort. The tracks are numbered from south to ncrth; track
1, westward movements; track 2, the center track, both west-
ward ond eastward nmovements; track 3, eastward movenents,
The accident occurrcd on track 2 at a point about 800
fect east of thc vassenger station at Davis Strect, and
438 fect west of signal C-225., Apnroaching this noint fron
the east track 2 1is tangent for anproximately 1.82 niles,
Tollowed by a 2° curve to the left 1,471 feet in length; the
acclident occurred on this curve at a noint 1,380 feet fron
1ts eastern end. The grade is slightly undulating, being
0.192 percent ascending westward at the point of accident,

The automatic block signals are of the 3-posiftion,
upoer-quadrant, semaphore type, electricnlly lighted,
nounted on signal bridges spanning the tracks. Track 2
is signalled for novements in each directicn. The signals
involved are signals C-325, C-323 and C-319, lccated 468
feet, 3,368 feet and 7,651 fect, respectively, eanst of the
point of acclident., When signal 0-325 displays = stop indi-
cation, which was the case in this instance, signals C-323
and C-319 digplay approach indications, requiring that the
engineman be prepared to stop at next signal and train ex-
ceeding 30 miles pei hour must at once reduce to that specd.
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The rear of a train stending at the point of accident
could be seen Trom the engineman's side of nan ap~ronching
west-bocund engine for a distrnce of 83C feet, and from the
fireman's gide for 1,260 feet. The stop incaicatlon of
signal C-320 could pe seen throurh the front windows from
toth sidss of the cib, for o distance of 5,400 feet, and
this indlecntion was continvously visible firom a point 4,330
fect erst of the siznal until the signel wr.s reached.

The weathar was clecar and the sun was shining at the
time of the accident, which occurred about 6:20 p.m.

Description

Train First No., 211, o weast-bound pasrenger train,
consistel of 1 bagsage cor, 5 Pullmen sleepinz cars, 1 diner,
4 Pullman sglecping c:ors aad 1 lounge cnr, 1n the order
nemed, 2ll-stcel equipment, hauled by enzines 1586 and
1540, coupled, and wac in chnrge ¢f Conductor Vebber and
Engiaemen Miller and Tooaey. This tr-in l1wft Chicaso at
& p.m., nccording to the train shect, on time, passed
Deering bridge, the last reporting stetion, 3.49 miles
west of Chicnan, ot 6:08 p.m., and on recaching Evansion,
8.5¢ miles beyond, mace ~ ctction stop, av 6118 p.m., ac-
cordzng to members of the crew, 2 minutes echead of time.
Passungers were taken aboard and tne train had just started
aw~y from the siataion vien the rcar end wmc struck by the
gecond scction.

Train Sccond. No. 211, a wcst-pound passeager train,
consisted of 2 bagzagc cars, 1 chair car, 1 coach, 1 sroxcr,
3 coaches, 1 cheir cnr, 1 varlor car and 1 lounge cn, 1n
the order named, all-steel cquipment, hauled by engine 1944,
and was in charge of Engineman Schermerhorn 2nd Firemon
Stecincr, Thig train left Chicago at €!04 p.m., accordiag to
the train sheet, 4 minutces beshind the first section,passed
Decring bridge ot 6:11 n.m , 3 minutes dbechind it, passcd
signals C-319 and C-323, both of which were displaying an-
pro~ch or caution indications, passcd signal C-325, which
was displaying a stop indication, and collided with Train
First No. 211 vhile traveling at a speed variously cstimated
to have been botween 8 and 20 miles per hour.

~-

None of %the equipmen®t in cither train was deroiled; the
rear car of the first scction was considcrably damasel, nd
nine other cars in thet troin were slightly damaged. Engine



1544 and nine cars of the second section werc also damaged

to some extent. The railway employees injurcd were the cone- .
ductor and brakeman of Train First No. 211, anu the helper-
conductor of Trrin Sccond No, 211,

Summary of evidernce.

Flagman McCosker, of Train First No. 211, stated that
he knew Train No., 211 was running in two scctiens. When his
trein made the regular stop at Davis Street Station, Evan-
ston, he immediately gnt off with full flagging equipment,
crossed the tracks behind his train as the curve was in favor
of the fireman of the follcwing trailn, and remained on the
ground at the rear of hls train until 1t was ready to dpart.
He said that it was not customary when making a regular sto-
tion stop for the flagman to place torpedoes on the track
and that the rules did not require 1t. He saw the scmaphore
arn of signal C-325 digsplaying a stop indicaticn behind his
own train while it stood at Davis Btrect. The station work
was completed in about 1% or 2 minutes and Just as his train
was ready to depart he hecrd the fnllowing train approaching.
He immediately ran back, givirg sonp signals with a red flag,
but these were not answered and when he hed reached a point
aonrut 160 or 180 foct behind his train he stepned off the
track on the fireman's aide, and the folliowing train passed
him at a spced cf abcut 1£ to 18 .1les per hour and the
cnlligion occurrcd. The flrernan jumped from the cngine

when ncar him.

Stateme.nits of Enginemen Miller and Tonmey, Firemen
Keuffman and Withers, Conductor Vebter and Brakeman Klein,
of Train Fivst Ny, 211, wers tc the eflect that they were
not aware of anything wrong until the collision occurred, at
which %ime their own train had moved forward scarcely one
coacn length, Brakeman Klein was looking out fror the vesti-
bule of the gecond car and saw the following train approaching,
but thought that 1t was on the adjacent track.

Engineran Scherrerhcrn, of Train Second No. 211, siated
that the ailr brakes were tested and he made o running test
leaving the terminal ab Chicogo; the brakes worked properly .
en route. He saw the first rection of the train lcave the
terminel 2 few minutes ghead of his own train, knew that it
was only 2 short distance ahead, and that Davis Street, Evan-
ston, was a scnedulel stop for Train No. 211, Signals C-319
pnd C=323 both Aisplaycd caution inlications, and he under-
stord that the rules reculred hin te operate his train pre-
pared to stop at the next gignal and tc reduce speed not to
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exceed 30 miles pcr hour. It was daylight and the sun was
shining, and he knew from the two caution signal-indications
possed that his train was overtaking the first sccectilon.

When apnroaching these two signals he had eased off on the
throttle sufficiently, he thougat, to permit the indicntions
to clcar or to assure that he would bz able to st p belore
recching the next signal, At no place had his train ex-
cceded o speed of 45 .ailes per hour., Hz first applied thie
brakes, making a lf-pound scrvice reduction, at Dempster
Street station, located 1,850 feet east of signal C-325,
saying that he wns acqualintca with the locntion of the sig-
nel and knew at the tine hls engine passced signals C-319

cnd C-323 that sigral C-325 wng then displayving 1 stop 1n—
dicrtion. He thought that at the time he applied the brrkes
at Dempster Strect, the firemsn called a red indlcation, on
sienal C-320 on the curve aheed, the view being morc favor-
able from fireman's 3ide, and he esti.ated the snced at

that time to have been about 0 or 35 miles ver hour. Ene
cineman Schermerhorn sald that he kept the olr brakes np-
plied and later on Fircrian Stelnar iaformed him that the
stop indication of signal $-005 ".ad clerrad. The congineman
thierefore nermitted the train to centinue at the same speed
but with the alr br-kes stiil ampltied, und made no furither
cffort to stop at signal C-520, ac the appnircetlon 1a eflect
was sufflicicnt to make the statzon stop at Davis Strect. He
then stood up and leaned out of the cab window in order %o
verify the indication of the signal which the fircman n-id
had "clcared up". When about five car lengths from signal
C~325 he saw that it was digplaying a stoo indicaton, end
also saw the rear end of the tra.n ghend, at which tinc the
specd of his own train was about 20 or 25 miles ner hour.

He immediatcly moved the brnke valve to emeorgency position,
no release having bect made since the Tirst cervice ~pnlica~
tion, and opened the sandere, buu it wags then too late to
avert the accldent. Both he and the [ireman Jumned Just
prior to the collision, and the engineman estimated the
speed to have becn abecut 8 or 10 miles per hour when 1t oc-
curred. He saw thie flagnan of tho first section on the
platicrm at the rear end of that train, which *roin apvar-
ently had juet started to null awey from thie station. En-
Gineman Scuermcriorn cletsd that he had obl-ined his »roper
rcst and thot he was in normal physical nnd mcntal condition
prior to starting tae trin involved. It was customary for
him to rely upon his fireman to cnll zignal indicrtions. He
sald that nossibly ne had misjudped the spzed of his train,
aue probably to the Trct that ne had nade only one trip in
passenger scrvice thias year, =an”® that 1t micght have ocen
conslderably greater than 30 miles ncr hour when aponroacniag

s



signal C-225. He thought that he must have had 1n mind nak-
ing the station stop. He attributed his failure to stop as
being due to the fact that the fireman had told him that the

1ndicatlon of signal C-3Z5 had cleared.

Enzgineman Schermerhorn is 91 years o0ld; he was enmnloyved
as Tireman nn September 20, 1907, being promﬂted to enginee-
man on Septeqbecr 6, 1912. He vus last examined on the book
ol rule" cn Pebruawy 6, 1935, anld last underwent physical
exaninasion on reoruary 22, 7. This was hisg [irst tri
over this DDPtlFH of the rmaw in pagsenger service durlnv
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A compilation of anlnoxan Schermerhorn!s passenger

scrvice between Milwaukce and Chloago for the period Jgnusry
1, 1927, to July 2, 19237, 1s ag Tollows:

YEAR NUNMBER OF
ONE-WAY TRI>S
1927 10
1928 17
1929 15
1930 14
1931 oL
19592 0
12235 2
1934 0
1935 15
1836 11
1937 1 (Was on roturn

trip whea accl-
Gent occurred.)

Fireman Steiner, of Train Sccound No. 211, stated that
he had nod »nreper rest nrior to the trip involved anid was
in normal condition in cvery resnect. He knew that Evaaston

B R 4—,\..\ F- e | PRESIRUIQVINK S B 12 IR S Y P o" /‘\.A
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)fnachlng Tvnrston, he obgerved and called the cautlon indi-
cationg diagnlaved by gicnals C-319 and C_- .O’Z ﬁ'l g0 che stov
A% u—uv&Au \.,L-J-L_JJJ-J—MAJ Ny e M'J L_J—l-bl.a.u.d_\.l Al (S Sy Aed LS 4 >~
indication oi signal C-325, which the nglnbmqn repeated,
oinerie nlicd the brq“pc; the fircman 4id
FS
U

and then the engincman apr:
not notice any raelcosc ¢ ne brates having heen nades
During most of this tire e was »idinz on the seat box and
thie s»heed of the train was about 38 or 40 miles pser four,
After crlling the ston indication of signal C-325 and Ob-
serving that the track ahead was unoccupied as far as the
signal bridge, Fircman Steincr gnt cown on the deck and

pPUt 1n a Iire. Upon returning to nls seat boX ne observead
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the signal gecverning movements on track 1 tn his left,which
wns located or the same sizn~l bridge as signel C=325 goVe
erning movemerts or. the track his owa traln was using. FHe
called the indicuation aof ftie signal he had erroneouely obe
served, winlch was disolaying ¢ caution indication, momonte
~rlly overlocking the fact that it Jdid not guvern the wovew
aent of hig train ot whicn time he was about 10 nr 15 car
lengtias from the signal, but ilmmecdiately after doing so he
discovered nle errcor anc at the same time sav the rear end
of the train ghead and calleca to his cnginemon to stop.

3 e K ~ . - r oA I 4+hea hvnlraa dr Aroo v
eﬂglneﬂa‘f‘_ tj.%n imln@dj\.\ltul}; l].}JIJ.L.LG.L wilC NDPCACHS L CLCI's

sency, following which they hoth jumned while the train was
moving about 10 or 12 miles per hour, Firomen Steinoer jg 36
vears old; he cntercd the serivice es firemnn on October 20,
1822. He was last exuained on tie took of rules on November

2, 1929, ana last unicrwent physicrl cxaminntion on Anril

-y
29, L1O3E.

TT’\F.
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Statements of Conaductor Dugwan, Hdolver-Coaductor Ring,
Beggageman Miller and Brokemen Gollup and Wirn, who werc on
Traln Second No., 211, wers aimil-r to thoss of thic eangineman
and firveman as to what transpired, except thet the conductor,
who was in the fourtah car, said that ne nnticed the train
reduce specd from a vrake ~pplication ot about Main Sitreet,
then the brrkes werz released, anl an cmeraency application
wes nace immediately pricr to tie accldent. Estimntes of
the speed at the time of the collisionn, made by these
employees,rarzed fron 10 to 20 miles per hour. Brakeman
Winn nade the terminal air braks test about 15 minutes
prior to departure from Chicnzo station, at which time
therc were two engines coupled to the train., He gave the
prescribed communicating whistle slznal from the head car,
then walked to the rear of the train ond observed that the
brake was set on cach car, following which he gave tnn come
runicating whistle signel frod the rear end to rcleasc
braxes; he then walked to thelnead end and chserved that the
brake was released on each car. He stated that he then now
tified Engineman Scherrerhorn that the brakes were all right,
but srid nothing to the lead eneinemal. Abhout 5 ninutes
prior tc dcparture he cbservel thet tic lend engine had becn
cut off the troin; howevar, no furthcer alr brake test was
male., Hde did not know that waen a trein wes denble~herded
the brakes were controlled from the leading engine. It did
not vecur to him that cutiing 577 the lead engine resulted
in 2 change in the moke-up ¢f the troin, and at that fime he
Gid not wnow theat under thic requirazments »1 the rules this
neccesitated making a terminal test or the alr brakes after
the mako~up was chaaged. Since the investication, however,
he understood that this wns re ‘uired,
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Digcussion

Eagineman Schermerhcrn was maliing his Tirst trip in
pagssenger scervice over this portion of the road doring the
rear 1937, having comvleted an eosgtward trip from Milwaukee
to Chicago earlier in the day and being on the rcturn trip
when the accldent occurred. He saw the first sectlion of
the train leave Chicago and knew that it was only 5 short
Gistance ahcad; also he knew that Davis Street station,
Evenston, was a regular stop for all sections of Train No.
211, Vigibility wes good and he saw the caution indications
displayed by siznals C-319 and C-323 and fully uncerstood
that he was required to reduce speed to 30 miles per hour
and be prepared to stop at the next signal, and he aloco knew
that his trailn was overtaking the first scctlion. The air
brakes worked properly en route. He thought that he eascd
of f on the throttle sufficicntly approaching the two caution
gighal indicrtions to allow enough time for the indications
to clecar up or to enable nis trein to be stopned before
reaching the next signal. He knew tnat signal C0-325 was
digplaying a stop indic~tion and sail that both he and the
firemon called the indication, thie curve being in favor of
the fireman. Engincman Schermerhorn snicd that e made a
15-pound brake pipe rccuction at Dempster Strect station,
located 1,85C fect east of signal C-329, and estimate. the
speed to have becn about 30 cr Z5 miles per hour at the
time., He clalmed thot he kept the brakes applied, but he
did not take advantage of the reserve braking mower avallable
in order to stop at signal C-325 as the fireman informed him
that the stop indication heod cleared up. The engineman sald
thac he customnrily relied upon his fireman to call signal
indications; however, he cl=imed that he stocd up anl leaned
out of the cab window 1n order to verify tne incication him-
selt, When about five car lengths from signal C-325, at
vhich time the speed was about 20 or 2% miles ner hour, he
saw the signal displayinzg o stop 1ndicntlon and immediately
movec. the brake valve from service to emergency position,
and onened the sanders, but it w~s then too lqte to avert
the acclident and nis engine ran by nignal C-325 a dintance
of 468 feet and collildel with the rear end of the first sec-
tion which was Jjust pulling away from Davis Street station,
Evanston. The firemsan 414 not nctice any release malde of
the brakes prior to the accident,but the conductor, who
was in the fourth car, sald that the brakes were rcleased
after the service application was madc, following which they
were applied in emecrgency. Vision tests disclosed that sige
nal C-325 could have bezn seen through the front window on
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the enginesan's gide of thie cab, coatinuously for a distance
of 4,380 feet., Left-nonded running is useld cn this raillroad
rnd the fireman sail that after he and the engineran Tirst
called the stop indicrtlon of signal C-320 to ench other, he
obsecrved that the tr~ck wns unoccuplel as Tar as the signal
brilge and then got off the seat box and worked on thie Cire,
When he gnt back on nhis sent box he nistonk the indicrtion
of the signal governing movements on westward track 1 on his
left, for the cignal over track 2 upon which his own train
weg running, and in error he cnlled the cauti»n indicntion
of the sigral he had observed, when about 10 or 15 coach
lengths from it. Immedlately after so doing he saw the

stop indication dignlayel by signal C-320, realized his
mlstoke and at the sane tine saw the rear end of the first
scction and called to the engineman to stop, but it was tro
latec to avert the accideat. Engineman Schermernorn saild

that as Me had madec nly nne trip in passenger service this
year, he must have wncercstim~ted thie gpeci andl that it nmust
have been considerably more thin 30 miles per nour when np-
proaching signal C-328. He tanught he had 1in nind aaking
the station stop at Evanstor, and believed the accildent
would not have occurred nad the track bcen tangent, attrib-
uting his failure to ston as being Cue to the faet tint the
fireman misinforred him regarilirng the signsl indication,

This accident 1g of the type which automatic trnin
control or cab slgnal devices -re designed to prevent; nad
cither of these systems beern in use, it 1s probable that
the accllent night have been nrevented. During the thirty-
day perind imnedi~tely preceding the date of this accident
there was an average rovement of appirexinctely 110 passcager
traing per day in this territory. In view of this volume of
Trarfic and the circunstarces in this case, the carricr
should give careful consideration to the qucstion of whether
additional protection should be nrevided on tnis pnrtion
of its lire,

Conclusinns

This accident was caunced hy failure onroperly to
observe and »oey automatic bloel signal indications.

Respectfully subnaitted,
W. J. PATTEREON,

Dircctor.



