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To the Corricolon:

On December 24, 1925, there was a side collision betwzen a
nass 2 HH91 train O0f tha Chica,o and %astern Illinois Railway and
a trans"er train of tnc Southern Reilvay at Princeton, Ind.,
which rceulsed in the injury of two zmmloyees. The 1nvestigaiion
0f this 2ccident was made 1a conjwmction with a represcntative of
the Public Service Comnission of Incdiana.

Location and method of operation

This accideat oczurred at *the intzrcection of ths tracks cf
tas Tvan V1¢16 Distirict of tlue Chica, 2 Division of the Chicago and

Tastera 1111 is Railw-v, hzreinafter rererrea to as the C&II,
exsanding ﬂ‘w 2n L. & W, OthlOu, rear Tvansville, Ind., aad
Gory, I¢1., a cistance or 123.8 niles, and that nart of tne St.
Louis Division of the oOuthern Railwa y eytgnfln oetrasn Ste.Llovis,
Mo., aad Frinceton, Iad., a distance of 1€1.6 mil=t. Zach rail-
roac 18 a simgls-%rack line; 1in the vicinity of T T

he point of
accidant traine on the CREI are oncrated by tims tabti=, train
OTGer3, 2rd an ausomatic clock-sirnel system ond vrnins on e
gouthern arc onerated by timz taole rain orcders,and i nmoual
block=51¢nal svystan, Tirs tatle directions on the C2LI are
norisn ané sotith, nnd on the Southernm tazy ars envt @

the iancdiate vicinity of the point

I\
of cecident tae CXII “rchk
runs ““aﬁthﬂlly Arrth a1t south by compess dizections; e
o] e y
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Southern track pacellais the C2EI track on tons wiet fto o poindg
4,535 ;cbt south of tiae €471 oiation aad thon crosces thae CAIT
track at an ansls of 45° at a poiat xnown on tha CALI as Son— ora
Junctlion, #nd contirues casiward. Southern Junction is locau-d
within vexrd 1irmits and ic 1.8 mil.s south of &2 stetlon on 5o
Southern Railway knova &g Vest Junction. Just north of thls
croesiay two transfer tracks parallc.l the CXEI track on the oact,
coniecting with the Southerm track east of the crosring.
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Approaching the crossing from the sovth on the C&EI, the
track is tangent for a distance of approximately 3,340 feet, fol-
lowed by a 2058' curve to the left 1,342 feet in length, and then
tangent track for a distance of 3,466 reet, the crossing being
located on the latter tangeut at a point 737 feect from its south-
ern end. Approaching the crossing fron the west on the Southern,
the track 1is tangent for a distance of approximately 2,609 feet,
followed by a 99 curve to the left 100 feet in length, tangent
track for a distance of 100 feet, on ™hich the crossing is locat-
ed, and then a 7930' curvs %o the left. The grade for north-
bound trains on the CXEI is generally ascending to within 250 feet
of the crossing, from which point for some distance 1t is 0.37
narcent descending.

There are stop sifgns but no other signals at this crossing,
The stop sign for north-bowmid CXEI trains is located on the east
side of the track about 3237 feet south of the crossing, while
the stop sign for ‘east-bound Southern trains 18 located west of
the track at a point 363 feet north of the crossing. The s8top
sipgns for both railroads are similar in design; the post is 9
fest in height with an oval board approximately 4 by 2 feat bear-
ing the word "STOP"; a Jamn is located above the board and dis-
plays a red light at night.

A clear view of the crossing could be nad by the fireman of a
north-bound C&XZI train for a distance of 1,155 feet, whil: the
engineman's view was restricted to 850 fez¢, due to the curve to
thes left.

The weather was clear at the tim= of the accident, which
occurrec at 11:47 p.m.

Description

An easi-bound Southern transfer train consistinzg or Tw" cars
and a caboose, hauled by engine 883 hzaded west, in cnar:c of
Conductor Collins and Ingineman Firnney, had stopned at Scuatluein
Junction to pick up three cars on the interchengz track 2t c¢bat
pointe The caboose wisg left standing just 7est of ths crozsing
while these cars were picked up; thay had been coupled to che
caboose and the train had started eastward over the crossing ¢

a low rate of speed when the third car in the tioin 28 stiucy

by north-bound C&EI train no. 10.

North-bound C&EI massenger Train No. 10 co...tove of 1 cco~
bination bagfage and smoking car, 1 coach, and 2 Pullman slecepiag
cars, hauled by engine 1006, and was in charge of Conductor Jantz
and Engineman Enyart. This train departed from Evansville, 27.4
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milss south of Princeton, at 11315 p.m., according to the train
sheet, 10 minutes late,passed the stop board without stopping and
collided with the transfer train while traveling at a spesd esti-
mated to have been bstween 5 and 12 miles per hour.

The third car in the Southern train was forced from its
trucks and overturned on its side on the C&EI and transfer tracks.
The only other damage to Southern equiprient was a broken coupler
at the rear of the second car. Engine 1008 of the C&TI train
stopned akout 60 feet north of the crossing slightly damagsd but
not derailed; none of the remaining cquipment in this train was
derailed or damaged. The ermployees injured wers the conductor
and a switchman of the Southern train.

Summary of evidences.

Engineman Finney, of the transfer train, stated that after
coupling up his train his engine was standing about one and one-
half car lengths east of the crossing and ae had jJust started
moving eastward ‘vhen he sav the reflection of a headlight flash
by the fireman's window and as he turned around the crash occurred;
he had not neard a whistle signal counded by the C&EI train nor
had hs heard it approaching.

Fireman Judd, of the trancfer train, stated that he saw the
headlight of the C&EI train as it cams around the curve at 1ts
usual speed, probably 25 or 30, miles per hour; it did not stop
for the crossing but ne did not realize that 1t was going to
collide with their train until a few seconds before the accident.
He could not estimate its speed at the time, but stated that it
was notv traveling very fast. Statements of the conductor and two
s'ritchmen of the transfer train contained no additional informa-
tion of importance.

Engineman Enyart, of Train No. 10, stated that after coupling
the engine to th2 train at Evansvills about 10:48 p.m., he left
the engine and did not return until 11:08 p.m. and ¥n his absence
the air brakes had been tested by the fireman; as he walked
toward the engine he hezard the car inspector tell the conductor
that the brakes were all right. He was told the air whistle had
not been working satisfactorily from the rear of the train and
after he boarded the enginz the whistle sounded and he applied the
brakes again and hesard the exhaust from the braxe valve. The
inspectors were on the left side of the train and he recesived a
signal from the fireman to r:lease and then a signal to proceed.
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He had to take the slack twice before he could get the train
svarted anc then he was delayed by a signal from the fireman to
stop aand wheén he finally rence:ved the signal to proceed they were
avout 10 rinutes late in leaving. He made a running tast with
his autormatic brake at a spsed of 12 miles per hour and was going
15 milss per hour when he applied the brakes in order to stop for
a crossing shortly aftsrwards; this was his last stop, although
he reduced speed on an ascending grade at Fort Braanch, 7.5 miles
from Princeton, and he said he experienced no difficulty with the
brakxes until he attempted to reduce the speed preparatory to
stopping at the stop borrd at the Southern Jurnction crossinge
fdis highest speed attained wns 385 miles per hour and due to the
high speed at which he was running in order to make up lost tine,
hs made a 15-pound brake-pipe reduction at a point abvout 3,000
or 4,000 feet south of the crossing, and when he realized thatv Le
did not have the train under control he applied the air brakes 1in
emargency and opened the sanders; on rounding the curve he saw
the Southern train on the crossing and he shut off steam entirely
and reversed the engins; he estimated the spzed of his train at
the time of the accident to have been from © to 8 miles per hour.
A few minutes after the accident Engineman Enyart returned to his
snzine and applied the brakes, and on looking over the cars found
that the brakes had not appliec on the last two cars. He called
the conductor's attention to this condition and the conductor sent
an inspector over to ascertain ths trouble. Examination by the
inspector disclosed that the train lins hose on the sscond car
was coanected to the signal line on the third car, and the signal
lin: nose on the second car connected to the train line hose of
the third car. The inspector then changed the couplings and after
being properly connected a test of the brekes was agailn made, at
which time they functioned properly, and hz nad no further diffi-
culty en route to Terre Haute, a distance of 8l.6 milss.
Engineman Eayvart furtner stated the gensral practice at Zvansville
has bsen to sound the whistle signal to set the brakes after the
train line is charged; inspectors then walk over and tell him
parsonally to release the brakes, and he also said that the in-
Spectors have bean very particular cbout it in the past. In the
test mde just before they left Evancville, the fireman gave him
ths 8ignal to relsare, and had the relense signal veen given from
thz rear end by means of thes air sigral, he would not have heard
it 7ith the hose connected as found after the accident, but
11stead there would have been a reduction in the train lire and
the mistake would have been discovered.
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Fireman Thompson, of Train No. 10, s tated that he stayed on
the zngine after 1t was counled to the train. The car inspector
told hin to cut in the steam and he then waited for a signal to
apply the eir. Inspector Kle: finally came up to the e2nzine and
asxzd him vhat was the trouble, that he had sigralled him twice,
and the fireman told bim the sifmnals had failed to come throughs
The car inspector then said hs would go back to the s<cond car
whare he would give a signal; this signal mas neard distinctlye.
Firaman Thompson applied the brakes, making a 40-pound reduction,
wvas told by the inspector that the trouble vas on the zngine,
and made the releass n recponse to an air cignal, but he did not
know from vhere the r-leasc signal had been given. A few ainutes
latzsr when the engins.ian voarded the engins an air signal was
again received to tent th-= bra%kes; hes was busy with his fire at
that time and did no*t knovr vher:z the signal was from. He received
ths release signal, given by hand, and th2 train had gons about 10
fe2t Vhen he receivaed a hand signal to stop and he saw tha car
inspector running up from the rear end of the fourth car; in a few
secoads the 1inspector gave a proceed ¢ignal as also did tae con-—
ductor and the brakeman. Fireman Thoapson's statements as to the
handling of the train en route and the exanination of the brakes
aftzr the accident, showing the hose was not properly coupled,
were practically the sama as these of Enginesrman Enyart.

Conductor Jantz, of Train No. 10, stated that when hz saw
they were overdue in leaving Evansville he went back to sse the
inspector at the rear end of th: train and the inspector told him
he was unable to get ths air to release. The inspector then went
to the engine and after coming back, the air was released and he
told the conductor that the train was ready to leave. On proceed-
ing about a car length an 1inspector stopped tne train, due to
brakes sticking on the rear car, and got under the car and opened
ths release valve, and Conductor Jantz said he heard the air
escaping and could see that the brake shoes had left the wheels.
Inspector Klee first inspected the train, but Inspector Poindexter
camz over to assist him when he saw they were having trouble, and
it was Inspector Foindexter who opencd the release valve. After
ths accident, on secing that the brakes were not applied on two .
rear cars, he opened the valve on the back-up hose at the rear
end and got some pressurs but 1t was not very strong, and noted
thsn that the brakes were sfect on the two rear cars. He then in-
structed Car Inspector Utterback to find the troubls and the
inspcetor later reported to him that the train and air line were
not coupled properly between the second and third cars. The
sti1tenents of Flagman Donnewald brought out nothing additional of
importance except that hae too saw Inspsctor Poindexter blzed the
air on the rear car when the train was stopped due to sticking
brakes.
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Car Inspector Utterback, of the C&EI, located at Princeton,
stated that when he heard of 1lhe accident hs i1mmediatzsly went to
the scene, arriving there between 15:10 and 12:15 a.m. Tae con—
ductor and engineran requested him to find the cause for the
failure of the brakes %o apply on the two rear cars, and he found
that the train and signal lincs vere crosscd bstween the second
and tnird cars. e uncoupled them, having to use a hamaer to
knock one of the couplings apart, but had no difficulty in coup-
ling taen in the corrsct manner. A test wis then made, using the
alr waistle cord to simnal for a release, and the brakxes func—
tioned properly.

Car Inspector Klze, of the C2EI, on duty at Evansvills,
stated thot he made the courlings between the first two cars and
the two Pullman cars that made up Train No. 10 sometime Dbetween
7:50 and 8 p.m. and that he had no di1fficulty in raking the
couplings. After the engine was backed on to the train, a»out
10:55 pere, he coupled the hose, went to the rear of the train,and
gave a signal from the rear platform of the rear car, using the
signal cord for an application of ths brak=ss; the brakes were
applied anc he then started ahesacd looking over the cars and on
reaching the engine asked the fireman to release the brakes, that
being the usuval practice and on returning to the rear he found the
brakas relecaced on all the cars with the e¢xception of the rear car.
He wallkcd back to thz cnginz to make sure that the fireman had
relzased themn, and on finding that he had done so he returned to
ths rear end, found the brakc on the rear car still applisd, and
callad on Inspector Poindexter to assist 1in examining the train.
Inspector Poindexter looksd over ths train on the east side while
hz went over thz west side, but nothing wrong was found.
IﬁSp@CtOI Poindexter boarded the vestibule of the first car and
signaled for brakers, using the air signal, and then went to the
rear of the train, found all brakes set, and called for a rclease
fron tue rear platform of the rear car by means of the signal line.
Inspector Xlee started back toward ths rear, was then informed
that the train was all right and the conductor gave a signal with
his lantern to procead. Inspector Poindexter then signaled the
train to stop as the brakes on the rear car were dragzing, dut
wh3n the train stopped the brakes were found to have relsased and
the train then proceedad. Inepector Klee denied that the release
valve was uszd in letting ofr the trakes on the rgar car, saying
ha pesrsonally saw them releasc; he also denied having any conversa-
tion with the conductor, or that he told the fireman hs had signal-
ed him to apply the brakes.



8 o

Car Incpector Poindexter stated that shortly after 11 pen.
Inspzctor Klee as%ed him to assist him with Train No. 10, telling
him to look at the signal valves. He started from the rear of the
train, found the signal valve end partly open on the rear car,
with bo&e air escaping, and closed the valve as tightly as
possible anc as he passed this car he noticed the brake CVIlnder
push rod was not out. He continued his 1inspection up to the
engine, noting the valves and angle cocks and finding notaing
wrong, then toarded the first car and pulled the signal cord for
the :nginewman to apply the brakes, noted thet the brakes were
apolied on his return to the rear of ihs train, and with the
signal cord from the rear car he sicnaled for a release. Whea he
got dowvn on the ground he saw that the bralles had not rslcased on
the rear car and he apain signalled for o relcase from the front
end of the 1last car, aftzr which he notad that the brakes on both
trucks were release’l. At that time Inspector Klee had returned
to the rear end and rfter finding that the brnkes on the rear car
had released Incpector Klee stated that the train was all right.
Aftor the train had trnveled a distince of about three car
leayths, however, Inspector Poindexter hsard a noise indicating
that the brakes were set and the wheels sliding on the rear car.
He cave a stop signal with his lantern and the conductor got off,
and wanted to know what was the ratter and Insvector Poindexter
sa1d the vwheels were sliding, but on examination they saw that
thz brakes were relceaced, and the trein then departed; he denied
using the release valve Inspector Poind.xter further stated
that in making his inspectlon of the angle cocks and signal line
cocks he listened for lzalts but paid no particular atteation to
any of tne connections and the lines could have teen crossed
without his noticing it. In a joint statement made by Inspectors
Kleze and Poindexter, 1t appeared that Inspector Kle: hsard the
signal sound on the cngine when Inspector Poindexter signaled
for the brakes to be released from the rear of the rear carg
Inspector Klee was standing near the first car at that tinee.

On December 28, tests were made on Train No. 10 before 1ts
depirture from Tvansville, vusing the game engine and re~r Pullman
car, with cther cars 1m11a1 to those in Train lo. 10 on the night
of the accident The two Pullman cars had veen ~tanding in the
usual manner from 8 a.m. with the air brakes apriredl and tne train
lins bled, and the brakes on the first Pullisan hud releaced after
& p.1. but those on the rear Pullman remained appiicd up to the
tims the tests were started; the first Pullman was equipped with
UC brakes, single cylinder, while the other car had LN equipment,
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' t70 cylirders. A combination car and coach were coupled to thece
Pullman cars sometime after & p.m., but without coupling the air
and sigral lines. At 10:42 p.m. the air aud signal lines rcre
coupled 1n the proper manner tetwecn engine 1005 and the first
car, the engle coc%s at tne rear =2nd of ths second car besing
cloced anc the sipnal velve closed, permitting charging un in the
prowar rmenner of pboth of these cars. The sigrnal and train lines
wars then crossed betwesn the second and third cars aad air pres-
sures were tuilt up for 10 minutes, after wvaich an atteart 7as
mads [0 cormunicate bv air Signnl v 1th the engine from the rear
end of tre last car. TFour ovlasts on the 2ir signal vere repeated
tiree tirec; the erxhaust from ths signnl valve was heavy aid
clearly audihle to those at the rear ol the train, but thz signal
T11stle on the engine did not souaad.  Jithout any change heing
nade a signal was then given rfro.a the front end of ths second car,
and it wves found that only three faint blastsc were received on
the earine; a second signal was given from the rear of the first
car and thic signal was received but 1t was not as clear as 1t
should have been. The engincman then operated the brake valve
but the brekes applied on oaly the first trvo and last cars.

The air and signal connzctions between the second and third
cars were then disconnected and recouplec ia the proper manner and
immedictely the brakes released on the last car. The train line
was then fully charged, the anglz cocks end cignal valves closed
on the rfront end of the third car and rerr of the recond, wad the
alr ancd cignal lines ngain crossed with each other. Immeadiately
therealter the brakes on the Just two cors applied due to the air
pressure of the ©20-pound train line in the rPullmans equalizing
with tne 40-pound signal line on the coach3s and cnginge; tacre
was no orerrcion of the brnk=s on the first two cars.

Conclusions

This acctdent was cavsed by an error by Car Inspactor Xlce
in coupiing air hose, resvlting in the brake system of Train uCa
10 not being 1in proper operasing cordition, and ov the failure of
. Car Inspector Ylee ond other car inspzcitors at Zvansville to ¢dis-
covar title defective concdition of the brakes before Train No. 10
adzpartad from that termznel.

Taere is consicderable conflict in the ctatements of the two
car 1nspectors who testec the braxes, and the crew of Train No.
10, as %o the rmanner in which the brakec ware tested before i
leaving Evansville. The weipht of evidence, rhowever, indicates «
that the brakes were not functioning properly on leaving
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and 1% 1s very clear that their feilure properly to
apply ancd recleasc vas due to the fact ithat the air lins on the
scecond car waes connected to ihe cifmal lins or the third car and
vice versa, this condition b.ing discovered by Incpector Jstterbeck,

Tvansville,

5
(0}
n
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located at Princeton, on loolkiang over the train a chort time alter
ths accicdent when 1t war foura turt there was no braking powcr on
thz t70 rear cars. Tests male as~eral days after the occurrence

3
of tae eaccident dicclowed thit with the si1nal and air lines
cros3eau tetween the secord and third cars, the commuialcating sifnal
could not be heard in the zarine cab vhen soundzd from th:a rear

of the train, but when coundea from thz first car 1t was nzard,
althoush not very clearly, anc thit tne brakes applied only orn the
first two and lact cars.

According to the stateuaents of Iaspector Klee, the brakes on
the rear car did not release when the first test was 7ade on tae
night of the accident ana for that reason he called oa Inspector
Poindexter to help him but the statements of Inspector Poindexrter
indica.ed thet he was told %o look at the cigmal valves. Further—
mors, after the brakss had been tested twice and the train u-d
started, one of the inspectors sloppzd the train because the
brakes wvere sticZing on the rear car; the inspeciors stated tha
the wrakes then releaced of their own accord, but thes conductor
and brakeman sard that Insp=ctor Poiadexter bled the air from the
car. Irrecpective of the conflict in the statements, the record
is sufficiently clear to indiczote thati ths air-braks systen was
not fuactioning propsrly and that this fact was Znowvn to the
inspictorc, and undar such circumstances there is no excusce for
thelr action in allowing th: train to devart without firet ascer-
taining the reason for the difficultv and then making hz nroper
conrections in orcdar to have ths brakes on this train in onrorper
opzrative condition. Car Inspz=ctor Klee couplecd the cars together
and 2lco wac 1in charge of the 111pection and test prior to the
departure of Train No. 10, and nc is »nrimarily at fault.

Trgineran Inyart had =«ade 2 running tect at 18 miles per aour
folloved bv a step nde from a low rute of spsed, as well as re-
duciar speed at another point to acout 20 milzs per hour >n an
asc2adiny frade. He did not notice any trouble at thess times ond

Q

coan3equeatly hs vas unavire of the f-ct thit h: did not 1ave ade-
gquite braling mover until he ntrerpmtea to reduce spzed from the

ign rote et which his train was running hen 1t approached the
crossing on which the accident occurred.

Respectfully submittzg,
Y. J. PATTIRSON
Dircector.
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