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SUMIARY ‘l’
INV-2185
Rrilroad: Chicagn & North Western
Date: July 2, 1937
Location: Evonston, I11,
Kind of accident: Rear-end collisinon
Trainsg involved: Passenger ¢ Pacsenger
Troin numbers: Firest Neo, 211 : Second Ne, 211
Engine numbers 1556-1540 v 1544
Consist: 12 ears ¢ 11 ears
Speed: Just wullinz away ¢ 38-20 m.n.h.

from stntion

Track: 050 left curve; grade 0.192 percent
) J L
ascending westward.

Wenther: Clear, dnylight.

Tines 6:20 p.m.

Casvalties: 214 injured.

Cause: Failure properly to observe and cbey

automactic bluck signal indic~tinas.
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August o ,1937.

To the Conmisaion:

On July 2, 1937, there was a rear-end collision betwcen
two »nassenger troinc on the Chicagn & Nonrth Western Rnilwey
at Evenston, I1l., wvhich resulted in the injury o1 196
nassergers, 14 dining car employees, 1 Pullman emnloyee, ond
S r-ilway emnloyees. This accident was investigated in con-
Junction with the Illinois Commerce Conmmission

Location and method of operation.

This acclcdent occurred on Subdivision 1 of the Wiscoasin
Diviglon, which extends betwecn Chiceogo and Waukegan,Ill.,a
distnnce of 35,94 nileg; in the vicinity of the point of
accicdent this is a 3-track line, over which trains arc
operated by timetable, traoin nrdcrs, and an automatic block-
signal system. Timetable directions are used 1in this
renort. The tracks are numbered from ssuth to ncrth; track
1, westward nmovements; track 2, the center track, both west-
ward ond eastward novements; track 3, eastward movernents.
The accident occurred on track 2 at a point about 80C
fect east of thc massenger station at Davis Strect, and
438 fect west of signal C.Z225. Apnroaching this point fron
the east track 2 1is tangent for anproximately 1.82 nmiles,
followed by a 2° curve toc the left 1,471 feet in length; the
acclident occurred on this curve 2t a noint 1,380 feet fron
1ts eastern end. The grade is slightly undulating, beling
0.192 percent ascending westward at the peint of accilent,

The automatic block signals are of the 3-posgition,
upoer—-quadrant, semaphore type, electrically lighted,
nounted on signal bridges spanning the tracks. Track 2
is signalled for unovenents in ecach directicn. The signals
involved are signals C-325, C-323 and C-319, lccated 468
feet, 3,368 feet and 7,851 fest, respectively, east of the
point of accident. When signal C-325 displays = stop indi-
cation, which was the case in this instance, signals C-323
and G-319 digplay approach indications, requiring that the
englneman be prepared to stop at next signal and traln ex-—
cecding 30 mlles per hour must at once recduce to thaot specd,
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The recar of a train stinding at the noint of accident
could be seen from the engineman's side of nn ~p~ronching
west-bound engine for a distronce of 33C feet, and fron the
fireman's side for 1,260 fcet. The stop indication of
signal C-320 could be gcen throurh the front windows from
toth sides of the c1b, for o distance of 5,400 feet, and
this indiention was contilavously visible firom 2 point 4,330
fect ecst of the signal until the signel wr.s reached.

The weathzr was clear 2nd the sun wnags

3 shining at the
time of the accident, which 2ccurred about 6:72

O p.m.
Description

Train First No. 211, & west-bound pnsrenger train,
consistel of 1 bagsage crr, 5 Pullm~n sleepinz cars, 1 diner,
4 Pullman glecping c.rs and 1 leunge cor, in the order
nemed, 21ll-stccl eqaipment, haouled by enzincs 1586 and
1540, coupled, and wac i1 chnrge ¢f Condultor Vebber and
Engiaemen Miller and Tooaey. This Groin le¢ft Chicazo at
€ p.m., according to the train sheet, on time, passed
Deering bridge, the last reporting stetion, 35.49 miles
west of Chic~zn, ot £:08 p.n., and on reaching Evansiorn,
8.5¢ mi1leo beyond, mace ~ ctction stop, at 6:18 p.m., ac-
cording to members of the crew, © mnutes ehead of time.
Passungers were taken aobonrd and tne train had just started
aw~ry from the svation wien the rcar end woag struck by the
gecond gcction.

Train Sccond. Ho. 211, a wcat-bound passgeagcer train,
consisted of 2 bagsasc cars, 1 ohair car, 1 coach, 1 sroxgcr,
5 coaches, 1 cheir cor, 1 rvarlor car and 1 lounge cn, in
the order named, all-steel eccuipment, hauled by engine 1544,
and was in charge of Engineman Schermerhorn and Firemen
Steiner, This train left Chicago at €:04 p.m., accordiag to
the train sheet, 4 minutcs behind the first section,passed
Decring bridge ot 6:11 n.m , 3 wminutes behind it, passcd
signals C-319 and C-323, both of whiech were displaying ao-—
pro~ch or caution incdications, passcd signal C-325, which
was displaying a stop indication, and collided with Train
First No. 211 tvhile traveling at a specd variously cstimated
to hnve been between & and 20 miles per hour.

~-

None of the equipmen?® in cither train was derolled; the
rear car of the first scction was corsiderably damasecd, ~nd
nine othcer cars in thet train were slightly damaged. Engine
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1544 and nine cars of the second section werc also damaged

to some extent. The railway cmployees injurcd were thec cone— '
ductor and brakeman of Train First No. 211, anu the helper-
conductor of Troin Sccond No, 211,

Summary of evidence.

Flagman McCosker, of Train First No. 211, statcd that
he knew Train No, 211 was running in two scctions. When his
trein made the regular stop at Davis Street Station, Evane
ston, he immediately gnt off with full flagging equipment,
crnssed the tracks behind his train as the curve was in favor
of the fireman of the follcwing train, and remained on the
ground at the rear of hls train until it was ready to dparte.
He said that 1t was not customary when making a regular sto-
tion stop for the flagman to place torpedcoes on the track
and that the rules did not require 1t. He saw the scmaphore
arn of signal C-320 digplaying a stop indicaticn behind his
own train while it stood at Davis Street. Tne station work
was completed in about 1% or 2 minutes and Just as hig train
was ready to depart he heard the fnllowing tralin approaching.
He immediately ran back, givirg sonp signals with a red flag,
but these were not answered and when he hed reeached & point
aorut 150 or 180 feet behind his train he stepned ofT the
track on the fireman's aide, and the following train passed
hin at a spcgced cf abcut 1& to 18 .i1les per hour and the
cnhllision occurrcd. The flreman jumped from the cngine
when near hin.

Statements of Enginemen Miller and Tonomey, Firemen
Reuffman and Withers, Conductor Vebter and Brakeman Klein,
of Train Fivrst Ny, 211, wers tc the eflect that they were
not aware of anything wrong until the collision occurred, at
wnicn tine their own train had moved forward scarcely one
coacn length. Brakeman Klein was looking out fron the vesti-
bule of the second car ond saw the following train approaching,
but thought that 1t was on the adjacent track.

Engaineran Scherrerhcran, of Train Second No. 211, siated
that the alr brakes were tested and he nade a running test
leaving the terminal at Chicegeo; the brakes worked properly .
en route. He saw the Tirst rectinn of the train lcave the
terminel o few minutes shead of his own train, kaew that it
was only 2 short distance ghead, and that Davis Street, Evan-
ston, was a scnedule? ston for Train No. 211. Signals C=319
end 0=323 both displaycd caution inilications, and he under-
stood that the rules rceculred hin to operate hig train pre-
pared to stop at the next gignal and to 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
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signal C-325. He thought that he must have had i1n mind ngk-
ing the station stop. He attributed his fallure to stop as

being due to the fact that the fireman 1ad told him that the
1ndicatlion of signal C-3Z5 had cleared.

Enzgineman Schermerhorn is 91 years o0ld; he was enmnloyved
as Tireman on September 20, 1907, being promndted to enginee
man on Septeibcr 6, 1212. He was last examined on the book
ol rules cn February 6, 1935, and last undecrwent physical
exaninasion on February 22, 1837. This was his [irst tri
over thic nortien of thne road in passenger service during
the year 1937, having corpleted an eastward tirip earlier in
the day anl beling on the return trip westward vhen the
ac~ident cccurred,

A compllation of Engineran Schermerhorn's passenger
scrvice between Milwaukce and Chicago for the period Janusry
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 2L
19592 0
1228 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 lLad »nreoper rest nrior to the trip involved and was
in normal condition in cvery resnect. He knew that Evaaston
wae a regula» ston for all scetions of Traian No. 211, Ap-
nroaching Evarston, he obgerved and called the caution indie-
cations displayed by sigrnals C-319 and C-323, also che svop
indication oI gignal C-3Z5, which the engincman repeated,
and then the engincrman apvnlicd the brales; the fircman 4id
not notice any reclcesc of tne krales having heen nades.
During most of this tince he was »iding on the seat box and
thie s»heed of the train was about 38 or 40 miles pser four,
After cclling the ston indication of signal C-325 and Ob-
serving that the track ahead was unoccupiled as far as the
signal bridge, Fircman Steincr gnt cown on the deck and
put in a fire. Upon returning to his seat box he observed
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the signal gcverning movements on track 1 tn his left,which
wns located or the same sizn~l bridge as signel Cauz5 S0 Ve
erning movemerts or. the track his owa trwin w8 using. FHe
c:lled the 1ndicatlion of tie signul he had erroneously obw
scrved, wnich was disolaying o cautlon indicatilon, momonte
~rily overlocking the fact that it d1id not guvern the movew-
annt of hig train ot whiicn btime he was about 10 »or 15 car
lengtias from the signal, but lmumeciately after doing so he
discovered nle error anc at tre suame time soav the rear end
of the train abead and callco to his cnginemcn to stop.

The enginenar then immcediatoly appliel the bhrekes In cror-
sency, following which they both Jumwed whilc the trailn was
loV1ﬂ abnat 10 o1 12 miles per hour, Firoman Steiner is 36
vears old; he cnterct the arnivice s flremnn on October 20,
1822, He was last exaained on tie took of rules on November
2, 1229, anu last unicrwent physicrl cxeamin~tion on Aniil

-y
2%, LOBE.

Statements of Conductor Dugran, Holver-Coaductor Ring,
Beggageman Mfille>r and Brakomen u@;iup and Wirrn, who werc on
Traln Second No., 211, wer:c nimil-r to thosz ¢f the ecngincman
and fireman as to what trzn pires, cxcept thet the conductor,
vhe was in the fourth cer, geid that ne nnticed the train
reduce specd from a vrake ~pplication ot ipout Main Street,
then the brrkes werz released, and an cmerdency application
was nace immediately pricr to tie accldent. Estinmntes of
the sneed at the time of the collision, made by these
employees,rarnzed 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 Wnlstle slznal from thz heal car,
then walked to the rear of the troin ond obsgrved that the
brate was set on cach car, following which he gave tnn come
nunicating whistle signel 1c'I'Ofﬁl the rear end to rcleasc
brakes; he then walked to theinead end and chserved that the
brakc was released on each car. He stated that he then nom
tified Engineman EScherrerhorn that the btrakes wore all right,
tut secid nCtbL‘” to the lead eneineman., About 5 nminutes
prisr tc dc parTurc'he chservel that thic leaud engine nod becn
cut nff the troin; howevar, no furthcer alr brake test was
maie. He did not know that waen a trein wrs Adenble~herdel
the brakes were controlled from the leading eagine. It did
not vecur to hirm that cutiing 21T the lead engine resulted
in 1 cnango in the nake-ap cf the troin, and at that time he
il not wnow that under thc r2quiirements »1 the rules this
necessitated making a terminal test or the alr brankes after
the nmako-up was chaaged. Since che investication, however,
he uncderstood that this wrns re uired,
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Digcussion

Eagireman Schermerhcrn was maring his first trip in
possenger service c¢ver this portion of the road dvring the
vear 1937, having comvuleted an eastward trip from Milwaukee
to Chicago ecrlier in the day and being on the rcturn trip
when the accident occurred. He saw the first seclion of
the train leave Chicago and knew that 1t was only 5 short
Gistance ahecad; also he knew that Davis Street station,
Evenston, was a regular ston 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 also knew
that his traln was overtaking the first scction. The alr
brokes worked properly en route. He thought that he eascd
off on the throttle sufficicntly approaching the two caution
signhal iandicrtions $o allow enough time for the andications
to clcar up or to enablc nis trein to be stopped before
reaching the next sizgnal. He knew tnat signal C-325 was
displaying a stop indic~tion and sail that both he ana the
fireman chlled the indicgtion, thie cu»ve being in favor of
the fireman. Engincman Schermerhorn snic that e made a
15~pouncd breke pipe rccuction at Dempster Strect station,
located 1,85C feet east of signal C-325, and estimatel the
speed to have becn about 30 cr 35 miles per hour at the
time, He clailwmed thet he kept the brakes applied, but he
did not take advantage of the reserve braking nower available
in order to stop at signal C-325 as the fireman informed him
that the stop indication hod cleared up. The engineman sald
tha¢ he customnrily relied upon his fireman to call signal
indications; however, he cloimed that he stocl up anil leaned
out of the cab window 1in order to verify the incication hime
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 signnl aisplarying o stop 1ndicntion and immediately
ovel the brake valve from service to emergency position,
and oneneld the sanders, but it w~s then too lqte to avert
the accldent and ails engine ran by signal C-325 a distance
of 468 feet and collidel with the recar end of the first sec-
tion which was just pulling away from Davis Street gstation,
Evanston. The fireman 419 not nctice any release male 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 emergency. Vision tests disclosed that sige
nal C-325 could have bezxn 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.



