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INTERSTATE COMMERCE COMMISSION 

REPORT NO. 3P44 

I N THE MATTER OF MAKING ACCIDENT INVESTIGATION REPORTS 
UNDER THE ACCIDENT REPORTS ACT OF KAY 6, 1910. 

CHICAGO UNION STATION COMPANY 

September 9, 1955 

Accident at Chicago, 111>, on July 12 . 1955, caused by 
failure to o p e r a t e Extra 16 Nor th in accordance 
K ! t h a signal Indication. 

1 
REPORT OF THE COMMISSION 

CLARKE, Commissioner; 

On July 12 , 1955, tnere was a side collision between 
a passenger-equipment train and a passenger train on the 
line of the Chicago Union Station Company at Chi capo, 1 1 1 . , 
which resulted in the injury o f 16 p a s s e n g e r s and 3 train-
service employees. 

1 
Under authority of section 17 ( 2 ) o f the Interstate Com­

merce Act the above-entitl ea t>roceedinp' was referred by the 
Commission to Commissioner Clarhe for consideration and 
disposition. 
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Location of Accident and Method of Operation 
This accident occurred on that part of the railroad 

extending between Chicago Union Station and North Canal 
Street, Chicago, 111 . , 0.60 mile. Trains of the Chicago, 
Milwaukee, Stl Paul and Pacific Railroad are regularly 
operated over this portion of the line of the Chicago 
Union Station Company. At Chicago Union Station nine 
stub-end station tracks extend northward from a point a 
short distance north o f the station concourse. These 
tracks are designated from west to east by odd numbers 
consecutively a s tracks No a, 1 to 17, inclusive. Trecks 
Noe. 7 and 9 a r e each 1,214 feet in length. North of the 
north ends of the station platforms the station tracks 
converge with four tracks designated, from vest to east, 
aa tracks N O B . 2, 1, 3, and 5. These f o u r trsckr. converge 
with a double-track line a short distance south of North 
Canal Street. Station track No. 11 le in line with track 
No. 1. A lead track connects with the north ends of 
station tracks N o e . 7 and 9 at double-slip switch 85-87 
and crosses track No. 1 at double-slip svitch 83-85, These 
switches are within t he Interlocking limits o f Lake Street 
Tower and are located, respectively, 1,215 f e e t and 1,212 
f e e t south of the interlocking station. The tracks in 
this vicinity are be!ow street level, end between points 
approximately 240 f e e t south and 325 feet north of double-
slip svitch 85-87 a building and other structures have 
been erected over the tracks. The accident occurred at a 
point 26 feet nortn of the fouling point of station tracks 
Nos. 7 and 9 F and 63 feet south of the center of double-
slip switch 85-87, From the south on station track No. 7 
there are, in succession, a tangent 970 feet in length, a 
12° curve to the right 116 feet, and a 3°1?' curve to the 
right 65 f e e t to the point of accident. From the north via 
track N o . 3, double-slip switches 85-83 and 87-85, and 
station track No. 9 there are, in succession, n 6° curve to 
the right 128 f e e t in length, a tangent 263 feet, a 12°30l 

curve to the right 55 feet, a tangent 49 feet, a 12°30' 
curve to the left 55 feet, end a tangent 34 feet to the point 
of accident. The grade la 0.85 percent ascending northward 
at the point of accident. 
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Semi-automatic signal 62L, governing north-bound 
movements on station track No. 7r" la located 346 feet 
south of the point of accident. Seml-autontatlc signals 
38R and 56R, apvernlng south-bound movements on track 
No. 1 and from track No. 1 to station track No. 3, are 
located, respectively, 923 feet and 527 feet north of the 
point of accident. These are dvarf signals of the posltion-
lipht type and are continuously lighted. Signal 62L is 
located on the vest edge of a baggage platform between 
station tracks Nos. 7 and 9 and is 2 feet 6 inches above 
the level of the tops of the rails. The aspects of these 
signals applicable to this investigation and the corres­
ponding Indications and names are as follows: 

S i g n a l A s p e c t 

62L Two white lights 
In horizontal 
posl tl on 

38R Two whits lights 
in diagonal 
position to the 
right 

62L) Two vhlte lights 
3BR) in vertical" 
66R) position 

I n d i c a t i o n 

Stop. 

Proceed prepared 
to stop at next 
signal. Slow 
speed within 
interlocking 
limits. 

Proceed; slow 
speed within 
Interlocking 
limits. 

Kane 

S t o p - s i g n a l . 

S low Approach, 

Slow-cl ear 

The controlling circuits are so arranged that when the route 
Is lined for movement from track No. 1 to station track No. 
9 and the route is unoccupied, gignals 3BR and 56R each indi­
cate Prooeec-Rlow-speed-ui thln-1nterlocking-limi ts and signal 
62L indicates Stop, 

The interlocking at Lake Street Tower is of the electro-
pneumatic type and is equipped with 63 working levers. It 
Is provided with mechanical, indication, route, detector, 
and time locking. Mechanical locking prevents the manipulation 
of a signal lever unless a route governed by thet signal is 
established, and presents the manipulation of a lever 
controlling any switch or raovable-point frog v3 thin that route 
or the establishment of a conflicting route while the Blgnal 
l e v e r is in position for the alp^al to display an aspect to 
proceed. Switch indication looking prevents a lever controll­
ing a switch o r movable-point frog from being placed in f u l l 
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normal or reverse position until the switch points have 
been fflechanically locked In the position corresponding 
to the position of the lever. Signal Indication locking 
prevents a signal lever from being restored to normal 
position until such time as the signal controlled by that 
lever displays an aspect to stop. Route locking prevents 
the manipulation of the lever controlling any switch in 
a route which has been established and for which a proceed 
signal aspect has been displayed after a train occupies 
the first track section of the route. Detector locking 
prevents the movement of the lever controlling any switch 
or movable-point frog when the track section in which it 
is located is occupied. Time locking prevents a route for 
which a proceed signal aspect has been displayed from being 
changed until the train for which the aspect VRB displayed 
has passed the signal or until a predetermined time interval 
has elapsed after the signal has been caused to indicate 
Stop. 

Trains are authorised to depart from the station tracks 
by a train- s tar ting signal system. This system functions 
independently of the interlocking and is used to notify the 
train director that a train is ready to proceed and to notify 
the crew whether the train le to be held in the station for 
any reason. When a passenger-equipment train is ready to 
depart, a member of the crev pushes a push button adjacent 
to the traok on tmioh the train is standing. This action 
causes red lights to be displayed in a color-light signal 
adjacent to the track and I n an indicator in the Interlocking 
station. If It is proper for the train to proceed, the 
train director acknowledges the signal. Lunar white lights 
are then displayed i n the color-li^ht signal and in the 
Indicator, This signal authorises the train to proceed after 
the proper interlocking signal aspect is displayed. 

This carrier's operating rules read in part as follows: 
DEFINITIONS 

Slow Speed—Not exceeding one-half maximum authorized 
speed but not exceeding 15 miles per hour. 
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The maximum a u t h o r i s e d s p e e d s a r e 1 0 m i l e s p e r 
flour on s t a t i o n p l a t f o r m t r a c k s and 1 5 m i l e s p e r hour 
on o t h e r t r a c k s i n t h e v i c i n i t y o f t he p o i n t o f a c c i d e n t . 

D e s c r i p t i o n o f A c c i d e n t 

E x t r a 1 6 Nor th , a nor th-bound C . M . S t . F . 4 P . p a s s e n d e r -
equipment t r a i n , c o n s i s t e d , f rom n o r t h to s o u t h , of e i g h t 
coaches and D i e s e l - e l e c t r i c u n i t 1 6 B . The f i r s t , second, 
s e v e n t h , and e i g h t h c a r s from the no r th end were o f s t e e l 
underframe c o n s t r u c t i o n , and the o t h e r c a r s were of a l l -
s t e e l c o n s t r u c t i o n . About 7 ; 1 8 a , m. t h i s t r a i n depa r t ed 
froia a p o i n t on s t a t i o n t r a c k No. 7 a abo r t d i s t a n c e sou th 
o f s i g n a l 6 2 1 . I t p a s s e d 6 2 L , whlch i n d i c a t e d S t o p , and 
s topped w i t h the n o r t h end of t he n o r t h c a r 26 f e e t no r th 
o f the f o u l i n g p o i n t of t r a c k s N O B . ? and 9, and 63 f e e t 
sou th of t he c e n t e r o f d o u b l e - e l i p s w i t c h 8 5 - 8 7 . Soon 
a f t e r w a r d the n o r t h end o f the t r s i n was s t r u c k by No. 48 . 

No. 4 8 , a south-bound C . K . S t . P . A P . p a s s e n g e r t r a i n , 
c o n s i s t e d of D i e s e l - e l e c t r i c u n i t 2434 and s i x c o a c h e s . The 
l o c o m o t i v e , a r o a d - s w i t c h e r t y p e , was headed no r thward . The 
f i r s t and f o u r t h c a r s were of s t e e l underframe c o n s t r u c t i o n , 
and the o t h e r c a r s were of a l l - s t e e l c o n s t r u c t i o n . T h i s 
t r a i n e n t e r e d the l i n e of the Chicago Union S t a t i o n Company 
a t North Cana l S t r e e t and s topped a t s i g n a l 38R, which 
i n d i c a t e d S t o p . The I n d i c a t i o n of the s i g n a l i m m e d i a t e l y 
changed to P r o c e e d - e l o w - s p e e d - w i t h l n - l n t e r i o o k i n g - l l m l t s , 
The t r a i n then o r o c e e d e d and p a s s e d s i g n a l s 38R and 56R, 
each o f which i n d i c a t e d P r o c e e d - s l o w - e p e e d - w l t h i n - l n t e r i o e k i n g 
l i m i t s . While i t was moving a t a speed of a b o u t 1 5 m i l e s 
p e r hour i t s t r u c k E x t r a 1 6 N o r t h . 

No. 48 s topped w i t h the s o u t h end of tne l o c o m o t i v e on 
s t a t i o n t r a c k No. 9 a t a p o i n t 1 4 1 f e e t sou th o f t h e p o i n t 
of a c c i d e n t . No equipment of e i t h e r t r a i n was d e r a i l e d . 
The n o r t h end of the n o r t h c a r of E x t r a 1 6 Nor th was bad ly 
damaged. The w e s t s i d e s o f t h e l o c o m o t i v e and t h e f i r s t 
c a r of No. 48 were c o n s i d e r a b l y damaged, and the w e s t s i d e 
o f t h e second c a r was somewhat damaged. 

The p i l o t of E x t r a 1 6 North and the f i r e m a n and the 
f r o n t brakeman of No. 48 were I n j u r e d . 
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T h e weather *iaa c l e a r at the time of the a c c i d e n t , 
which occurred about 7:20 a. a. 

D i s c u s s ! a n 

The locomotive and eou5r>nent of Extra 16 North arrived 
at Chicago VMon "Station a« 5o. 136, a south-bound ? . * . 3 t.F. 
4 P. oassenc&r train. This t^aln atonped cn station track 
No. 7 at 7-12 s. *jth the north end of the north car 129 
f r-et south of signal 62L. The conductor and the front bra£e-
^ n vent off djty on arrival of the tnin. st the station. 
"h* flagman va? jieei,7ned to b a c k the equipment f rorc the 
station to a co/icr yard. While performing this service he 
vfis deei^natpd a* a ullot. He eald that after the passengers 
had allchted fror tne train he nushed tne n j j b button of the 
train-starting vstes. The co'or-llgbt sirnal t:-en disriayed 
a red aspect, aid s^pral ee?or.dg later the f>cr?e > ch*nred 
from red to lunar v\i t*e» **hn nllot applied tne br&^ee of 
the trs 1 n b" u*«> of the *rftl7? of the oac^-uc ho*e, and after 
orserving that *he r r ? .^functioned nro-ervSy he entered th& 
vestibule at the north *>f the nort.' During tnis 
U<ae signal "CI- indi c%t»d star* The *n\ot that the 
Indication of the T;n&\ cha-fed fro** ctor to Procr«*-*Iow-
epeed-vlthln-lr terlcikln/^U-ai: te ^ e ; t* J? nft-r *,e 
entered thr v-tfMbiPe. Fe thm aour.J-^ a bick-ui; rlrr.al on 
the oomajunlc^tin^ ?* .-mil -^uUf, and r. nor thvard m v ^ ^ n * 
vas started, T n e rilot 'iald that * \ I c^tiiii^d to 
indj c«te Proses-rue-' -«',ee z-*'ithln-1 n*°rt'je^ ln#~31^ t ) l̂ rinsr 
the time that I t rem 1 n *d ^tt^ln M a r^n^e o** vislo*. As the 
north end of t>r trr.ln /̂as approach J ng Sounle-sl i^ ch 
65-87 the pilot observed rt^i the nortn switch point* were not 
properly lined fo- the movement of hi4? train, lie ep'Ued 
the brakes, and the tr*in B^orrpd with th« north end nf the 
north car 6 3 fe^t /»outi of the center of th« rwiteK ^ocn 
afterward the trair v<a struck h? No, "lie nemen were 
in the control cp-npnrtuent at the front of th* locomotlvi, 
and neither of the«e employees observed the t sp*ct of sign*! 
52L before the accident occurred. 
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When No. 48 stopped at signal 38ft the enginemen 
were in their respective positions In the control 
compartment of the locomotive. The members of the train 
crew were in various locations in the cars of the train. 
The brakes of the train had been tested and had functioned 
properly when used en route. Several seconds after the 
train stopped, the indication of signal 38R changed from 
Stop to Proceed-prepared-to-stop-at-next-slgnal. It then 
changed to Proceed-slow-apeed-wi thln-interlocklng-llmlts. 
No, 48 then moved southward and passed this signal and 
signal 56R, which indicated Proceed-slow-speed-wlthm-
lnterlockl ng-limits. Because of curvature of the track 
end pillars between the tracks in the Immediate vicinity of 
the point of accident, the enginemen*a view of the track 
ahead was somewhat obstructed. These employees were not 
aware that Extra 16 North had pas sed signal 62L until their 
locomotive entered the lead traok between track No. 1 and 
station track No. 9. The fireman then observed that the 
north end of Extra 15 North was fouling track No. 9. He 
called a warning, and the engineer immediately made an 
emergency application of the brakes. The collision occurred 
several seconds later. According to the tape of the apeed-
recording device, the speed we a about 15 miles per hour 
when the collision occurred. 

The train director at Lake Street Tower eald that a 
north-bound passenger train which departed from station 
track No. 5 at 7; 15 a. m. used a route which conflicted with 
the route to be used by No. 48, After this train passed 
he Instructed the leverman to line the route for No. 48 to 
move from track No. 1 to station track No. 9. At approxi­
mately the same time the indicator of the train-starting 
system for track No. 7 became illuminated, indicating that 
Extra 16 North was ready to depart. The train director 
planned to permit this train to proceed after No. 48 entered 
station track No, 9. He acknowledged the signal, and the 
indicator light then changed from red to lunar wnlte. From 
his location In the interlocking station he could see signals 
38R and 56R, and he said that each signal indicated Froceed-
alow-speed-withln-interlocking-llmlts for the movement of 
No, 48. The leverman said that the interlocking had functioned 
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properly during hi a tour of duty and that It functioned 
properly when he lined the route for No. 48. Until after 
tne accident occurred neither the train director nor the 
leverman was aware that Extra 16 North had passed signal 
M -. h o f t h e e ® employees nald that at no time after 
No. 136 entered track No, 7 was the lever controlling 
signal 62L moved from normal position. 

The assistant supervisor of tracks and signals arrived 
at the scene of the accident several minutea after the 
accident occurred. He found that signal 6SL Indicated Stop 
and that the swltehee were lined for movement from traok 
No. 1 to station traok No. 9. He then proceeded to the 
interlocking station and found that the levers of the 
interlocking machine corresponded with the positions of the 
switches. There was no damage t o the Interlocking as a 
result of the accident, and inspection and teats of the 
interlocking apparatus were begun soon after the accident 
occurred. The relays Involved in route selection were 
inspected before the equipment of Extra 16 North and No, 46 
was removed. The positions of these relays indicated that 
Extra 16 North had passed signal 62L while signal lever 62 
was in normal position and that No. 48 had passed signal 
56H while signal lever 56 was in BR N position. The controlling 
circuits of the indicator lights of the train-starting system 
are so arranged that the lunar white indicator light for a 
track will become extinguished when a train passes the 
Interlocking signal governing movements from that track while 
the signal Is displaying an aspect to proceed. If a train 
passes an interlocking signal while the signal indicates Stop 
the indicator light is not affected. The lunar white 
indicator light for track No. 7 remained illuminated after 
the accident occurred. If Bignal 62L had been displaying an 
aspect to proceed when Extra 16 North passed it the Indicator 
light should have been extinguished. The Inspection and tests 
of the Interlocking disclosed no condition which could have 
caused an improper operation of the signal system. When the 
aspect of signal 62L was changed from an aspect to proceed 
to an aspect to stop, it was found that 45 seconds elapsed 
before the signal lever could be restored to normal position 
and the switches lined for movement from track No. 1 t o station 
track No. 9. From the results of these teste it appears that 
signal 62L indicated Stop during the time that the route was 
lined for the movement of No. 48 and also for a period of not 
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less than 46 seconds before that route was lined, and 
apparently Extra 16 North passed the signal while the 
signal Indicated Stop. 

Cause 
This accident was caused by failure to operate 

Extra 16 North in accordance with a signal indication. 

Dated at Washington D. C , this ninth 
day of September, 1955. 
By the Commission, Commissioner Clarke. 

(SEAL) JIAROLD 0. McCOY, 
Secretary. 


