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IN RE INVESTIGATION OF AN ACCIDENT WHICH OCCURRED ON THE
CHICAGO & HNORTH WESTERN RATLROAD, NEAR IRVING PARK,
ILL., ON JANUARY 20, 1919.

February 21, 1919.

On January 20, 1919, there was a rear-end collision
between two pessenger trains on the Chicago & North Western
Railroad near Irving Park, Ill., which resulted in the deeth
of 1 passenger andlemployee and the injury of 1 employee and
55 passengers. After investigation, the Chief of the Bureau
of Safety reports as follows:

The Wisoonsin Division of this raiiroad extends between
Chicago, Ill., end Janes ville, Wis., a distance of 104.7
miles., Thet part of the division between Chicego and Hunting
Avenue, a distance of 71 miles, upon which the aocident
oocurred, is a three-traek line over which train movements are
governed by time-table and train orders, supplemented by an
automatic blook signal system. The signals are of the three
position semaphore type, giving their indications in the upper
quadrant and are mounted on bridges spanning the traocks.

Northbound passenger extra 1517, consisting of engine
1517 and 10 steel coaches, in charge of Conductor Van Aken
and Engineman Ralph, reoceived at Chicago Form 19 train order
No. 203, reading as follows:

"Eng. 1517 run extra Chioego to Waukegan."

This extra left Chioago station at 6118 a., m., and at 68.45 a.
®., while running about six miles an hour, its rear end wes
struck by train No., 609 whieh crossing the bridge over Kedvale
Averme, near Park station, 2430 feet north of signal 707,

Northbound train No. 809, consisting of engine 1322, 1
combination car and 5 empty coaches, all of wooden construec-
tion, departed from Erie Street couch yard, Chicago, and oame
on to the main line at Division Street at 6.26 a. m. After
stopping for home signal at Wood street interlocking plant,
1.3 miles north of Division Strect, it proceeded northward,
and, at 6.45 a, m., while runmning at a speed veriously esti-
meted at from 12 to 25 miles an hour, collided with the rear
end of extra 1517, aa above stated.

Engine 1322 was considerably demaged. I1Its tender was
shoved into the front end of the combination ear behind it
for a distance of about ten feet, crushing the superastructure
for that distance, but only slightly demaging the underframe
of this ocer. The underframe of the rear ocar of extra l1517came
to rest on top of the end beam and freme of engine 1322, with
the steel beams of the platform resting against the saddle.
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The front end of the boller passed over the pletform of this
coach orushing the vestibule imn, but d4id not reach the end of
the car. Thls end of the car was about one foot to the left
of center and the edge of its body rested on the top of a
girder on the west side of the bridge. The platform at the
front end of this car passed under that of the coach eshead of
it. The ends of both these cars were erusuned in at that point.
The flegmen of extre 1517 was found on the pavememt of the
avemue below, with 2 white and a red lantern, he either hav-
ing Jumped or been turown from the rear end of the last coach
vhere he tad beem riding prior to the collision.

The track &t the point of ae:ident end for ayproximstely
taree miles south thereof is straight and practically level,
At the tlme of t-e collision a dense fog nrevalled.

Conductor Ven Aken of extra 1517 steted that his train
nad stop.ed for signals 705 and 707 as the e.agineman could
not sec their indications on account of the fog, and thet the
train ran very slowly between signal 707 and the point of col-
lislon. The conductor said tnet at tue time the collisjion
occurred he was in the fourth car from the rear of the train and
wag collecting tickets, When he felt the Jar of the ocollision
his first imyression was that the tralm had brokem in two.
He went ilmmediately to the from%t of the train, found the trouble
was in the rear, went baok and discovered that No. 609 had run
into them. He said his train was moving about 5 or 6 miles an
hour when it was struck, and that on account of the fog an
object as large as the reer of a train could bs distingulshed
only about 25 or 30 fect and then only dimly. Extra 1517
came to a stop with its engine about four oar lengths south of
the Home Signal at Hunting Avenue interlooking piant. Con-
ductor Van Aken stated that he personally hed seen that his
flagran had proper flag;inz suguplies thet morning and had
especially warned him on aeccount of the fog to take no chances
on any ao .idents, but to be on the alert every minute, He also
stated that his falgman was e corpetent men, and that the mar-
ker lights on his train were burning at the time of the acci-
dent.

Engineman Ralph of extre 1517 stated that going from the
Round House to the Terminml Station the fog wes not very dense
and he could see two signals ahead, but weather conditiomns
got steadily worse. He stopged his train for signal 7095,
which is loceted Just south of Avondale Station. The signal
was in clear position, Wut no light was visible., He stated
th-t he oould only see the position of thRe semzphore about a
car length away, and did not want to take any chances so he
came to a stop., He then . roceeded slowly and stopped again
at s.gnal 707, He sald he was not quite sure whether or not
he had passed one of the signals in the fog, =o he got down
from his enzline to find out definitely Just where he was,
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to be sure w:.ether he was at signal 707 or the bdridge of Hunt-
ing Avemue interlooking plant. After finding that he had not
run by e signel but was at signal 707 he proceeded with ocaution
at about 15 or 20 miles an hour. Approaching Hunting Avenue

he made & light application of the brakes and as he was going
by Irving Park station he held thew up a little more and
cautioned the firemen to look out carefully for the Home Signal
to the interlooking plent. When the engine was about four oar
lengths north of Irving Park Subway, wiieh is Just north of
Irving Park Station, the brakes were suddenly applied in
emergency from some other part of the traim. Extra 1517 was
moving about 5 or 6 miles ah hour at the time and moved forward

about 30 or 40 feet after the slr had been set,

Fireman Litule of extra 1517 stated that his train left
the Terminal Station at 6.20 a. m.,, after &n air brake test
had been made. The brakes were working properly. The fog
became more dense as the train proceeded. At signal 707 the
engineman sto.ped the train and got down off his engime to
ascertain the position of the signal, becmuse it was so foggy
he could ot see it from the engine. Extra 1517 them pro-
Seeded northward and was slowing down for the home signal at
the interlocking plant at Hunting Avemue when train No. 609
collided with its rear end., He stated tnat at the time of the
collision he and t:-e enginemen were toth looking out of the

side windows trying to observe the signals.

Conductor Peck of train No., 609 stated that he was
riding in the eombination ear, which wes the ocar next to the
engine, end was looking out of the window trying to determine
just where they were when he felt the engineman slow down a -
little. A moment later he felt the air brakes applied and
about the same time the Jar of the collision. The conductor
sald thet he im ediately looked to see thet his flagmen was
zoing out to proteet his train, them, having satisfied himself
on this point, he went furward to find out what damsge had
been done and telephoned the dispatecher., He said thet he next
gsent his heed brakeman down to the towerman at Hunting Avenue
with a flag to find out if the center track was elear and to
inform the towerman of the ascident.

Collector Morgan of train No, 609 stated that as the
train proceeded north the fog seemed to beocome more dense.
He saild ne was in the head car at the time of the accident.,
He estimeted the speed of the tr:in at ebout 18 miles an hour
and stcted tnet the rear end of & trzin could be seen a dis-
tance of about 120 feet. He sald he notioced no slowing down
of No. 809 uatil the emergency & plicet.on of the brakes Just
about the itime tne c¢ollision occcurred.

Brakeman Smith of No. 609 stated that the last stop
wade by his train prior to the aecident was at Clybourn for
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the home signal at Wood Street interloocking plant. At the
time of the accident he was riding in the last seat ofthe
rear coach and mpticed no application of the brakes until the
collision oocurred. He then went back imrediately to flag.
He said that at that time he could see an approaching train
about one car length away,

Brakeman Edgecomb of train No. 609 stated that his train
did not stop between Claybourn and the point of accident, and
that he did not think the brakes were &_.plied anywhers between
these two points. Ze stated that at the time and place of the
acoident the rear end of a train cluld be seen only about a
ocar length distant. As soon as the oollision oocurred he went
forward im.ediately to flag.

Engineman Anderson of trainm No. 609 stated that an air
brake test was made on his tralin before its devarture and the
brekes were all working properly. He sald that on account of
the fog he could not very plainly see the signals between
Division Stre t, and that he made only one stop betwewn Division
Street and the point here the c¢ollision ocourred. He sald
the furthe: north he went the denser became the fog. He stated
that jJust as he went by signal 705 he saw the light and it
appeared to him to be green. The Aemaphore appeared to be
either at 45 degrecs or 90 degrees. He thought the indication
wes a clear one. After passing this signel he got lost in the
fog and did not know when he passed signel 707 and did not real-
ize that he had pes ed this signal until he saw the rear end of
extra 1517, Its .arkers were burning., He salid he was about
one oar l-ngth d.stant wuen ne first saw extra 1517 and he was
running about 12 or 15 miles an hour. He immediately attempted
to set the brakes, but before he got them set the collision
occurred. He further stated that he did not see any fusees on
the traock.

Fireman ¥illard of traln No, 609 stated that the only
stop his trein made after .eaving Division Street and prior to
the accident was at Clybourn for the VWood Street interlooking
plant as that signal was against it. This train left Wood
Street with a clear signal. At this time he could see only
15 or 20 feet from the engine. He was looking out for signals.
S8ignal 705 eppeared to be green, but he ocould not get the
position of the semaphore., The train was moving about 15 or
20 miles an hour. After passing signal 705 they got lost in
the fog and d4id not looate themselves until they saw the rear
end of extra 1517. This train was then barely two ocar lengths
distant. He called to the engineman who applied the brekes
in emergency. He stated th-t he had not seen any fusees nor
had the train exploded any torpedoes between Wood Street and
the point of the c¢ollision.

The primary cause of this accident was the failure of
Engineman Anderson of train No. 608 properly to control the
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speed of his train during foggy weather.

The first rule incorporéited in time table No. 319 of
the Wisconsin Division reads as follows:

¥hen storms and foggy weather prevail so that
signals cannot be olearly observed, trains must move
under such control as to insure signals ere not passed
without the indication being clearly seen.

Enginemen and Trsinmen must be perticularly alert
under such conditions, so that the train mey be fully
protected.

During fogs or bad storms in Chicago Terminals and
other congested districts, freight and switoh engine
movements should be kept off the main lines entirely so
far as praoticable., When movements are absolutely neoes-
sary, full proteetion must be given by flagmen using
fusees end other signals,

Under the conditions above mentioned, delays are
expeoted, and it should be understood by all that
tSafety! is the first consideration.

Rules 27, 110 and 1048 of the Book of Rules read as
follows:

27. A signal imperfectly displayed, or the absenoce
of a signal at a place where a signal is usually shown,
mst be regarded as a stop signal, and the fact reported
to the train dispatecher.

110, 1In &all ocases of doubt or uncertainty the safe
course mist be taen and no risks assumed.

1048. Enginemen must know the indiocations of all
fixed signals before passing them. At railroad ecrossings,
drawbridges, junctions, or train order offices, they
will in ad:ition require the fireman to observe and
conmunicate the indication of all signals.

Englneman Anderson did not move his train under suoh
control as to insure being able to observe the indication of
all signels. He passed signal 707 without seeing it and withe
out even realizing that he had done so, Had he exercised due
care in operating his train, the accident would not have hep-
pened.

Conductor Peck 18 equally responsible with Engineman
Anderson for the aocident. He d4id not know vwhere his train
wag after leaving Clybourn, did not see any signals, and thought
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they were moving about 25 miles an hour in & fog so dense that
he oould nottell where he was. Fireman Willard and Brakeman
Smith and Edgecomb failed to call the attention of the engine-
man and eonduotor to the faet that the rules were being vio-

1 ted, end to this extent were at fault.

Rule 99a reads as follows:

At night, or in foggy weather, should the speed of a
train be reduoed under oircumstances 1n which it may be
overtaken by another train, a burning red fusee must de
thrown off to insure safety.

The engine orew of No. 609 are positive in their state-
ments that no fusees were seen and no torpedoes exploded by
that train. THe flagmen of extra 1517 was killed in the
collision and there is no direoct testimony as to whether he
threw off any fusees. At the time of this acocident extra 1517
was on the time of No. 609 about five minutes, and this faot
in itself should heve made him extremely carsful to observe
this rule; it is prohable that hed he complied with it, the
collision would not have oeourred.

¥74th the exception of Brakeman Carney and Fireman Little,
all the eiployees involved were experienced men.

At tte time of the accident the train crew of extra
1517 had cerformed an aggregate service of 9 bhours and 5 min-
utes during the 24-hour period. Engineman Ralph had been on
duty 2 hours and 25 'inutes after 8 hours and 40 mimtes off
duty. Pireman Little hed been on duty 3 hours after 33 hours
and 15 mimites off duty.

The trein crew of No. 609 had been on duty 45 minutes
after & rest period of 10 hours acd 15 mimites. ZEngineman
Anderson and Fireman Willard had been on duty 1 hour and 30
mimtes aftor off-duty periods of 32 hours and 25 mimutes
an’ 11 hours and 15 minmutes, respectively.

A, H. C.



