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New York Central
November 12, 1938
South Bend, Ind.
Side Cnllision
N.Y.C. passenger
Extra 5247

0247

12 cars

4-5 m.p.h.

Yard rules and
special instructions

Crossing protected by

color-light signal.
Single: 5058'27"
curve to left
Clear

12:08 p.m,

185 injured

Grand Trunk Western

G.T.W. passenger
Passenger Extra 6037
6037

11 cars

8-10 m.p.h.

Timetable, train orders
and automatic block~
signal system

pole target, gate and

Double; tangent;

slightly ascenrding grade

for eagtbound trains

Failure of G.T.W. Passenger Extra 6037 to be
operated under control preparcd to stop at
railway crossing at grade.
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December 28, 1938.

To the Commission:

On November 12, 1938, there wns a side collision between
a passenger train of the New York Central Rallroad and a pas-
scnger train of the Grand Trunk Western Railroad at South Bend,
Ind., which rcsulted in the injury of 185 passengers. The,
investigation of this accident was made in conjunction with a
representative of the Public Service Commission of Indiana.

Location and Method of Operation

The accident occurred at Olivers, at the intersection of
the eastward mailn track of the Grand Trunk Western Railroad,
hereinafter referred to as the G¢.T.W., and the New York Cen-
tral-Michigan Central connection track, hereinfater referred
Yo as the M.C. Connection, South Bend 1s located on that part
of the Chicago Division of the G.T.W., designated as the South
Bend Subdivision which extends between Chicago, Ill., and
Battle Creek, Mich., a distance of 176.64 miles, In the
vicinity of the point of accldent it is a double-~track line
over which trains are operated by timetable, train orders, and,
an automatic block-signal system. Movements over the M.C.Con-
nection are governcd by yard rulcs and timetable instructions.
Approaching the point of the accident from the west the G.T.W.
track is tangent several miles, followed by a 2° curve to the
right 195 fect in length, a 2° curve to the left 195 fcet in
length and tangent track 100 fecet to the polnt of accident
and some distance beyond. The grade for east-bound trains is
slightly ascending at the point of accildent. :

The M.C. Conncction extends from the N.Y,C. yard, which
parallels the G.T.W. yard on the south, in a northerly dir-
ection on a 5058'27" curve to the left and forms the west
leg of a wye; it first crosses the N.Y.C, main track of the
Kankakee Subdivision and then at an angle of 37054'46% crosses
four tracks of the G.T.W. in the following order: thorofare
track or siding, eastward main, westward main, and thorofare
track or siding. The grade is level. The M.C. Connection
wye switch 1s 240 feet south of the first G.T.W. track en-
countered,

Movements over the crossings are protected by a pole tar-
get and gate located in the northeast angle of the crossing
of thc N.Y.Cs main track of the Kankakee subdivision and the
M.C. Connection, and a color-light signal located in the south-
west angle of the crossing of the south thorofare track and
the M.C.Connection. The signal is a 2-unit, color<light signal
with marker lights, the upper unit being operative; it dis-
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plays indications in four directions, the aspects being
green~over-red for proceed and red-over-red for stop. When

a proceed indication for a movement on the M.C. Conncction 1s
displayed, a stop indication for the G.T.W. tracks is dis-
played, and when a procecd indication for a movement on the
G.T.W. tracks 1s displayed, a stop indication for the M.C.
Connection is displayed. %he control circuits for thesec
signals are carried through a double~pole knife-throw switch
handled by an operator in the G.T.W. yard office located north
of the G.T.W. tracks and west of the M.C. Connection. 1In
addition, the circuits are carried throusgh a circuit control-
ler on the gate which protects movements over the crossing of
the M.C. Connection and the N.Y.C. Kankakee line., When this
gate 1s across the Kankaokee line the operator can clear the
signal for the M.C. Connection, and when it is across the

M,C. Connection the operator can clcar the signal for a

G.T.W. movement., Thke normal pogsitlon of the gate is across,
the M.C. Connection, with the targct in vertical position for
a movement on the Kankakee line., For a mrovement on the Ii,C.
Connection the gate is placed across the Kankakee line and

the target changes to a horizontal position., This target and
gate do not govern movements on the G.T.W. tracks except that
the change of the position of the gate and target from their
normal positions automatically opens thc circuit controller

so that the G.T.W. cannot be given a proceed signal indication.
Before making a movement over the M.C. Connection a memuer of
a train crew must obtain permission from thc operntor, ard the
gate 1s usually handled by a member of the crews, The day of
the accident, howcver, a yard conductor was assigned to handle
the gate to facilitate the movement of football trains using
the M.C.Connection en route to Notre Dame,

The color-light signal at the crossing has no approach
signal indication and is not connected with the automatice
bloek signals on the G.T.W. In clear weather when the cun is
shining brightly this color-light signal can be seen from an
engine of an east-bound G.T.W. train a distance of approxi-
mately one~hal?f mile.

Rule 98 of the G.T.W. operating rules re¢ads in part as
follows:

HTesr
Trains must stop at non-interlocked railway
crossings at grade and non-interlocked draw-
bridges; they may then proceed when the proper
signal is given,

Special instructions in the G.T.W. timetablc provide.
Olivers.~ N.Y.C, Crossing; not interlocked; no derails,

governed by color-light signals located just south of
G.T.R. tracks near diamond crossing.
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Extracts from city and village ordinances as to speed of
trains, appearing in the G.T.W. timetable, provide as follows:

South Bend. ~ Within the city limits eight miles ‘
per hour except where there is grade separation J#¥

The distance from the west city limits of South Bend to
the point of accident is 10,082 feet,

West 'of South Bend there is no maximum speed restriction
for G.T.W. passenger trains.

The weather was clear at the time of the accident, which
occurred about 12:08 p.m.

Degcrintion

Extra 5247, an ecast-bound N.Y.C. passenger train, con-
sisted of one bhaggage car, four coaches, one baggage car,
threc coaches, one baggage car, and two coaches, in the order
named, all of all-stecl construction, hauled by e¢nginece 5247,
and was 1in charge of Conductor Mocore ond Engincman Crcighton.
This train left Chicago, 85.47 miles west of South Bend, at
10:12 a. m., according to the train sheet, and arrived at the
passcnger station at South Bend at 11:55 a.m. The train then
backed to Olivers, a distance of 1.03 milcs, and stopped west
of the M.C. Connection wye switch. After recelving procce-d
signals, it started over the M.C, Connection and while moving
over the G.T.W. tracks at a spced of 4 or & milcs per hour was
struck at thc rcar of the first car and thc front of the second
car by G.T.W. Passcnger Extra 6037.

Passenger Extra 6037, an east-bound G.T.W. passenger train,
consisted of onc baggage car, three coachece, onc dining cer,
Two parlor cars, and four Pullman slecping cars, in the order
namcd, of all~steel construction, except the ninth car which
had wood interior Tinish, hauled by engine 6037, nd was in
charge of Conductor Brown and Engineman Sohillinger. This
frain left Chicago, 99.16 miles west of Olivers, at 10:11 a.m.,
according to the train sncet, passed Mill Crecck, 14,65 niles
west of Olivers, at 11:57 a.m., and collided with the N,Y.C,
train while traveling at a spced cstimated to have been be-
tween 8 and 10 miles per hour. ‘

The first car of the N.Y.C. train stopped on its right
side with its front end on the M.C. Conncction and the rear
end about 50 feet castward on the G.T. W tracks. The second

car gstopped to the right of the G.T.W. stward track, lean-
ing at an anglc of about 45 degreeu, 1to front end hav1ng
becn shoved eastward about 40 fcet Both cars were consider-

ably damaged., Thc G.T.W. train stopped with the tender across
the M.C. Connecction, nonc of the cquipment being derailcd.
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Summary cof HEvideace

Road Foreman of Engincs Hackman, Yardmastcr Entzian and
Yard Conductor Fisk, of the N.Y.C., were statloncd at Olivers
to facilitate the movement cf football trains over the M.C.
Connection to Notre Dame, Road Foreman of Engines Hackman
being at the M.C. Connection switch, Yardmaster Entzlen, at
the tulephene located opposite the G.T.W. yard office and
Just west of the color-light signal, and Yard Conductor Fisk
2t the gate., After the N.Y.C. Srain stopped in the vard with
the engine Just west of the M.C.Connection switch, Yardmaster
Entzian went to the operator'!s office and asked for permission
for that train to move over the M.C.Connection. The operator
gave him the usuval hand signal and threw the switch that after
the gate is thrown, clcars the signal for a movement on the
M.C. Connection., The yardmaster then relayed this signal to
Yard Conductor Fisk who swung the gate to clear the M.C. Con-
nection and signaled the enginceman of the NW.Y.C, train to
proceed. Both Ynrdmaster Entzian and Yard Conductor Fisk saw
thnt the color-light signal governing the G.T.W, eastward
track displayed a red-over-red aspcct, and a green-over-red
aspect for a movement on the M.C.Connection. Road Foreman of
Engines Hackman stood near tihe engine of the N.Y,C. train
wnen 1t stopped just west of the M,C.Connection switch; he
relayed the proceed sign~l to the engincman and instructed
him to proceed slowly and look out for a train that had just
proceeded over the crossing. He thought that the N,Y.C., traln
stood there about 1 or 2 minutcs as the engineman had to take
slack, and about 6 minutes elapsed from the time he received
the proceed signal from the yard conductor to the time of the
accident, He did not see the G.T.W. train at any time, as he
was on the east side of the N.Y.C. train., Yard Conductor Fisk
did not see the G.T.W. train at any time as he was located on
the cast side of the M.C. Connection. Due to performlng other
duties Yardmaster Entzian did not sce the G.T.W, train until
1t was about 1% car lengths rrom the crossing, at which time
the_N.Y.C. traln was moving over the crossing, the engine
having cleared it, Yardmaster Entzian stated that the M.C. .
Gongection is used almost entirely by yard movements except '
during the football season when passenger trains are routed
over 1% to Notre Dame.

Engineman Creighton, of the N.Y.C. train, stated that
after backing to Olivers he stopped with the engine a few
feet wegt of the M.C.Connection switch, After starding there
about 30 seconds he received a proceed signal, took slack and
started. He saw the pole target, but on account of the curve
he was unable to see the color-lisht signal. The road foreman
of engines, who was on the engine, and the fireman called its
indication as clear, He was operating the troin at a speed of
about 4'or 5 miles per hour when he felt a jerk as though the
air brakes had been applied in emergency.
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The statements of Fireman Schaffer of the N.Y.C. train,
and Road Foreman of Engines Harris corroborated those of
the engineman. They added that as the movement was started
they both looked toward the west but did not see any train
anproachinge.

(
Conductor Moore, of the N.Y.C. train, stated that he .

was on the rear platform of the eighth car as the train
started on the M.C.Connection and he saw the G.T.W, train
approaching at a distance which he thought was 500 or 600
feet west of the crassing, and he gstimated the speed of
that train to have beén about 20 miles per hour, The state-
ments of Head Brakeman Babcock and Flagmnn Gibson brought
out nnthing additional of importance.

Engineman Schillinger, of the G.T.W. train, stated that
a terminal test of the alr brakes was made before leaving
Chicago; he drew off between 15 and 20 pounds brake pipe
pressure in two reductions and a test showed that there
was practically no leakage; a running test was made shortly
arfter lcaving that point, almost bringing the train to a
stop. The speed was reduced at five different points and
four stops were made en route. The last stop was made at
Ashburn, 12.8 miles east of Chicago, and the last redvction
in speed was made at Valparaiso, 43.36 miles west of Olivers,
1t which time the speed was reduced to 20 or 25 miles ner
hour. He noticed nothing unusual in the operation of the
brakes, Aftcr leaving Valparaliso all signal indicatlons
were clear. Approaching Vandallia Jct., 8,488 feet west of
the point of accident, Road Foreman of Engines Billington,
who had been sitting behind the fireman, came over to the
right side of the cab and closed.the tiarottle as the train
reacned the crossing at that point. The Engineman had his
hand on the automntic brake valve at that time and a moment
later he made a brake-~pipe rcduction; s the broke pipe
cxhaust seecmed to be short he made another reduction and
by that time they werc approaching Sample and Olive Streets,
located 3,267 and 2,878 fcet, respcctively, west of the point
of accident, He could see as far as Olivers yard office and
the track was clear, Realizing that the brakes were not
responding, he opencd the sanders and placed the brake valve
in emergency position. As soon as he passed Olive Street
he saw an engine proceeding over thc crossing at the yard
office and he also saw the recd aspect of the color-light
signal at the crossing; he sounded one long blast on the
whistle. The speed of his train was being reduced and he ‘
thought he had ample time to stop, but when about 300 fcet
from the crossing he realized that the train was not going
to stop and he jumped from the right side about 4 car lengths
from the point of accident, Engineman Schillinger stated
that he had been promoted to engineman in 1916, had qualificd
to operate passenger trains but had acted as fireman on tne
division on which the accident occurred during the recent
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summer months, and had been running as an extra engineman
out of Chicago during the last two months.

The statementsof Fireman Donner, of the G.T.W. train,
corroborated those of the engineman as to the brake tests
and the reductions and stops made en route. The maxinun
specd attained was 75 miles per hour and a specd of between
70 and 75 miles per hour was maintained between Valparaiso
and Vandalia Jct. Approaching Vandalla Jct. the stcam was
shut off, a brake application was made and the speed was
reduced to 50 or 55 miles per hour, He thought the next
reduction was made at the coal dock about 575 feet beyond;
the speed was decreasing and he thought the train would stop
for the crossing. When about halfway between the coal dock
and the crossing, or 3,900 feet from the crossing, he reallz-
cd that the train was not going to stop short of the crossing,
and at this time he saw the road foreman of engines standing
beside the engineman. After he saw the N.Y.C. train noving
upon the crossing the engineman placed the brake valve in
emergency position. Fireman Donner jumped from the right
gide of the engine Just before the collision occurred; the
tender and one car ran by him. Scveral times en route he
had looked at the air gauge and noted that the brake pipe
precssure was 90 pounds and maln reservoir pressure 110 pounds,

Road Foreman of Engines Billington stated that he was
on the engine at Chicago when the terminal air-brake test
was made, and he noted that the brakes functioned properly
vhen the running test was made as well as when the various
reductions and stops were nade en route. He was sitting on
the drop seat behind the fireman until they approachcd
Vandalia Jct., wherc he crossed /84T stood on the deck beside
the engincman. When betwecen three-fourths and one-half mile
wegt of the crossing at Vandalia Jct., the spced being between
65 and 68 miles per hour, he closed the throttle and a few
seconds later he told the engineman to apply the brakes,
which was done. When the engineman made the first rcdvuction
the brake pipe exhaust d4id not sound as it should; it was
not as long %§ it should have been and did not cut off as it
should. He/tola the engineman to make a further reduction,
which was done and the same results were obtained. By that
tine the train was approaching Sample Strcet and he told the
engineman to apply the brakes in emergency. When they were
a short distance east of Olive Street he saw the N.,Y.C. train
on the I,C.crossing. He estimated the speed of his train to |
have been between 20 and 30 miles per hour when passing 0Olive
Street and 8 to 10 miles per hour at the time of the accident.
The maximum spced en route was 80 miles per hour. Before
the collision occurred he jumped off the engine and when the
traih stopped he was near the rear end of the first car. He
imnedlately went to the engine and talked with the engineman
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and the fireman who were near the engine cab on the left side.

A few minutes later he talked with Conductor Brown and told

him that the accident was due to lack of braking nower. He

and Conductor Brown then started back along the train to

inspect it, the omnductor preceding him. Reaching the head

end of the third car the conductor stopped and pointed to an
angle cock which was partly closed. The safety chains were ‘
coupled up, and had ample slack, He was unable to say low

the angle cock had become partly closed.

Conductor Brown, of the G.T.W. train, stated that when
the air-brake test was made at Chicago he was near the rear
end of the third car, The brakes applied and released on that
car, and he received a report from the car inspectors to the
effect that the brakes operated properly on all cars,, Anproach-
ing Vandalia Jct. he estimated the speed to have beefi/%5 miles
per hour when he felt an air-brake application, and there was
a second application at Sample Street, He was in. the second
car and went to the platform of the first car to look ahead
at the order board. He then saw the road foreman of engines
rolling on the ground and the N.Y.C. train on the crossing,
The train stopped with very little shock. He did not feel
a run-in of slack when the appllcations were made. After the
accident he and Road Foreman of Engines Billington looked over
the train and found a partly closed angle cock on the head end
of the third car and a draw bar nearly out on the rcar end
of the sixth car. Conductor Brown thought it might have been
possible for the safety chains to kick the angle cock around,
although he never knew of g case where that had occurred. The
slack in the safety chains between the second and third cars
did not appear to be greater than between any of the other
cars.,

Head Brakeman Espy, of the G.T.W, train, stated that he
was 1n the first threc cars at several different times en
route and was in the sccond car when an application of the air
brakes was made at Vandalia Jct.; at no time had he felt a
run-in of slack., He did not know the number of brake pipe
reductions made and did not noticc an emergency application of
brakes,

Flagman Derigo, of the G.T.W. train, stated that he was
at the rear of the train when the terminal test was made at
Chicago and the brakes on the rear car applied and relcased
properly. He was in the rear car and felt the applications
of the ailr brakes en route; he did not feel the slack run
in at any time. The speed was about 65 miles per hour at
Vandalia Jct, where an air-brake application was made and the
speed was somewhat reduced. The next application was made at
Olive Street, at which point the speed was 30 or 35 miles per
hour. The train made a very smooth stop at the point of acci-
dent. He immediately went back to flag and did not know
thether the brakes were rcleased after the train stopped.
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N.Y.C. Yard Foreman Norris stated that he was about 150
feet east of the N.Y.C. yard office, which 1s located 3,150
feet west of the M.C. crossing, when the G.T.W. train approach-
ed, working steam; 1t passed him at a speed of 45 or 50 milles
per hour, buc he was unable to say whether it was still work-
ing steam or whether the brakes wecre applied. He thought the
speed was a trifle higher than usual.

N.Y.C. Yardmaster Smith was in the yard office when the
G.T.W. train passed and N.Y.C. Yard Clerk Dombrowski was out-
side the yard office; they estimated thc speed of that train
to have been between 45 and 55 miles pcr hour., Yardmaster
Smith stated that he heard it working steam when it was ap-
proaching, but the engine was not working steam when it passed
the yard office.

Road Forcman of Enginecs Brown, of the N.Y.C., arrived at
the scene of the accident about 30 minutes after its occure
rence and going back along the G.T.W. train he met Conductor
Brown and Road Foreman of Engines Billington at the head end
of the third car. He observed that the angle cock which was
partly closed was of the self-locking type, the lugs were all
right and there was no lost motion. The brakes were not
applied on any car behind the sccond car. Air-brakec tecsts were
then made and it was found that the brakes applied on the ) el
gine and the firsttwo cars only. When the conductor's valve
on the third car was opened the brakes applied; in an attempt
to release the brakes from the engine they released only on
the cngine and first two cars., The air hose was then parted
between the second and third cars, leaving the nartly closed
anglc cock in the position in which it was found, and _there
was a very slight exhaust of air from the air hose, e was
of the opinion that the partly pulled-out draw b-r was caused
by the rebound of the train when the brakcs on th2 head end
were applied in emergency with no brakes applied on the rear
end.

N.Y.C, Assistant Supcrvisor of Air Brakes Stccd arrived
at the scene of accident about 10 minutes aft.u (¢ occurrence,
and assisted in making the brake tests., It was Zic eopinion
that with an ll-car train traveling at a spced ol 79 niles
per hour and with the brakes operating on only the engine and
first two cars, it would take approximatcly 17,200 feet in
which to stop the train. With full braking OOJ@T it would take
from 4,300 to 4,500 fect in which to stop. With tho angle
cock partly closed its opening being sufficicnt to take eare
of leaknge, the traln could hawve movbd over the cntirc division,
but when maklng stops the crew should have known there was somec~
thing radically wrong When the air brale test was made prior
to departure from Chica@o if the angle cock had been in the
partly closed position as reported dlscovered after the acci-
dent, 1t would not have bccen possible to have full brake nine
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pressure the centire length of the train within the time al~

lowed for such tests., It was his opinion that the rear of

the train, considering normal brake-pipe leakage, could not

be charged with full brake-pipe pressure with the angle -
cock in the partly closed condition as reported Iound after

the accildent.

General Air Brake Inspector Drye, of the G.T.W., stated
that he made an examination of the angle cock involved after
it had been removed from the c¢ar. Connecting the partly
closed angle cock to an air line charged to 90 pounds pressure
the flow of air was very wecak. He saild that had this angle
cock been in that partly closed position when the engine was
coupled to the train at Chicago i1t would have taken congider-
able time to fully charge thc brake pipe. With full brake
pipe pressure out of Chicago and this angle cock turned in
the position it was reported found, and assuming there was
no leakage, the brakc pipe could possibly be kept charged,
but the engineman would have difficulty in slowing down the
train. He thought the station stops made en route could not
have been made without the crew noticing that something was
wronge. Behind the partly closed angle cock there would be
no application of thc brakes that would be noticed at the
beginning, due to the slow reduction of brake pipe pressure,
but possibly the brakecs on the third and fourth cars would
apply aftcr some length of time, He sald it was cvident that
this angle cock was turncd somewhecre between Valparaiso and
Olivers, but he could not see how it could have been turned if
1t vere securely lockcd in its proper position, and he was
unable to suggest any explanation as to how it may have become
turned.

General Foreman Forster, of the mechanical decpartment of
the C.& W.I., statcd that G.T W. coach 4853, thc third car in
the G.T.W. train, orrived At Dearborn Street Station, Chicago,
on November 10, and there were no mechanical dcfects noted nor
repalirs made before its departure on the day of the accident.

Car Foreman Hedenschoug, of the C.& W.I., stated that he
Inspected the equipment of the G.T.W. train whea it was brought
fo Dearborn Strecet Station but did not examine each angle cock
to see that it was in proper position. He stood beside the
train as 1t left Chicago and noted that all brakcs werc rc-

leascd, .

Depot Inspcctor Flasch, of the C. & W.I., stated that he
made the terminal air-brake test at Dcarborn Strect Station,
and all brakes applied and released properly.

According to statements submitted by G.T.W. officials,
G.T.W. coach 4853, the tuird car in the train, had bcen re-
leased from the shops at Port Huron, Mich., on October 6, 1938,
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after having received general repairs, Among other repailrs,
the LN brake equipment was converted to the U.C.B.D. type,
with reservoir drain cock arrangement installed on face of
pipe bracket. There were 52 feet of 13" brake-pipe rencwed,
3 new cut-out cocks, 1 dirt collector, 2 brake pipe air hose,
2 ailr signal hose, 12 new brake shoes were applied, and both
angle cocks were removed, tested and re-applied., Engine

6037 was equipped with ET brake equipment, and the cars were
equipped as follows in the following order: 1 PM, 2 UCBD,

4 LN, 1 UC, 1 LN, 1 PM, and 1 UCB.

Observations of Commission's Inspectors

Observations were made by the Commission's inspectors in
the following tests of the angle cock involved with the
angle-cock in thc position as reported found after the acclident;
these tests were conducted under the supervision of General
Air Brake Inspector Drye of the G.T.W., at Battle Creek, Mich.,
on November 19 and 22:

First test

With the hose end of the angle cock connected to the air
line carrying 90 pounds pressure and the other end open the
alr could be distinctly hecard passing from the angle cock,

Second test

To determine the length of time required to charge a
reservolr to 90 pounds pressure through the partly closed angle
cock and with the gauge on the supply line showing a prcssure
of 94 pounds it was found that 6% minutes were required to .
raise reservoir pressure to 10 pounds, 13 minutes for 20 pounds,
18 minutes for 30 pounds, and 1 hour 5 minutes for 90 pounds.

Third test

To determine the rate of decrease of the air pressure to
the rear of thc second car, a tcst was made consigting of a
15-pound brake pipe reddction from 90 pounds, with a locomotive
brake valve which was then placed in lap position. At the end
of five minutcs the brake-pipe pressure was 87% pounds, Brake
pipe pressure was again increased to 90 pounds, and a reduction
of 20 pounds was made and at the end of 5 minutes the brake
pipe pressurc was 84 pounds; then, without recharging, an,
additional 1lO0-pound reduction was made and at the end of 5
minutes brake pipe pressure had been reduced to 80 pounds., An
emergency reduction was then made and at the cnd of 1 minute
brake plpe pressurc had been reduced to 77 pounds.

After the above tests were completed the angle cock was
tested by turning the handle to determine its rigidity; it was
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found that the handle was extremely hard to turn, much more
so than the average angle-cock handle.

Examination of the safety chalns between thc second and
third cars of G.T.W. train did not indicate any probability
that their movement could or would closc the angle cock.

Discussion

The investigation disclosed that the N.Y.C. train had
stopped for the crossing, and at the time of the accident
was proceeding over the crossing under proceed signals; also,
that a stop signal indication was displayed by the color-
light signal at the crossing for the G.T.W. train, but not-
withstanding that signal indication as well as the requirement
of the rules that trains must stop at non—-interlocked railway
crossings at grade, the G.T.W. train was not stopped before
proceeding upon the crossing.

Engineman Schillinger and Road Foreman of Engines Billing-
ton testified that the brake equipment on the G.T.W. train did
not function properly when approaching the crossing wherc the
accident occurred, and they attributed the failure to stop
to lack of biraking power. According to thelr statcements, the
speed of their train was 65 or 70 miles per hour when approach—
ing Vandalia Jct., 1.6 miles wcst of Olivers; the road foreman
of engines who was standing beside thc engineman, closed the
throttle and instructed the engineman to apply the brekes;
the first reduction was made near Vandalia Jct., but as the
exhaust seemed short a second reduction was made, followcd
shortly afterwards by an emergency application, but the brakes
did not respond properly and the spced was reduced to only
8 or 10 miles per hour at the time the collision occurred.
After the accident the conductor and the road forzman of engines
started back to inspect their train and reported that they
found a partly closed angle cock at the head end of the third
car, to which the attributed the lack of braking power,

A N,Y,C. road foreman of engines arrived at the scene of
the accident about 30 minutes after its occurrence and saw the
partly closed angle cock and noted that the air brakes were
released behind the second car.

In many respects the statements of the engineman and the‘
road foreman of engines of the G.T.W. train are contradicted

by other evidence. The investigation established the fact that
the brake equipment on the G.T.W. train was in proper operating
condition before this train left Chicago, and functioned pro-
perly at nine points en route where speed was reduced or the
train stopped., The conclusion of the road foreman of engines
and the engineman that the brake applications made just prior

to the accident were not effective back of the second car is
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directly contrary to evidence furnished by the flagman who
testified that he was in the rear car and that he felt the
brakes being applied both at Vandalia Jct., and at Olive
Street, as well as by the statements of the flagman, the
head brakeman who was in the second car, and the conductor
who went from the second to the first car, that there was

no run~in of slaek and the train stopped with very little
shock. Tests made after the accldent were convincing that
these results could not have been accomplished had the angle
cock prior to the accident becn in the partly closed position
in which it was reported %to have been discovered after the
accident. The angle cock was of the self-locking type, and
the handle was extremely hard to turn by hand, more so than
the average angle cock, and examlnation of the safety chailns
did not indicate any probability that any movement by them
could have closed the angle cock., A draw bar on the sixth
car was partly pulled out, which would indilcate that the
brakes on the rear end were operating. It does not appear
that this draw-bar could hawve bkeen damaged by a run-in of
slack, as the evidence indicated that no one felt any slack
action.

The G.T.W. road forcman of engines sald he closed the
throttle when approaching Vandanlia Jct., 1.6 miles west of
Olivers; however, according to a N.Y.C. yardmaster and a
N.Y.C, yard foreman the engine was working steam as it was
approaching the N.Y.C, yard office located about 3,150 feet
from the point of accident, from which it appears that the
G.T.W. traln may have been considerably closer to the crossing
when steam was shut off than indicated by the G.T.W. road
foreman of engines. Furthermore, the fact that the road foreman
of engines closed the throttle himself instead of allowing the
engineman who was operating the engine to do so suggests the
probability that he may have been apprehensive concerning
the speed of the train. The fireman said the emergency appli-
catlion of the brakes was made after he saw the N.Y.C., train
on the crossing.

The record clearly shows that the G.T.W. train was being
opcrated, at high speed. The G.T.W, road foreman of cngines
estimated that the maximum speed attained was about 80 nmiles
per hour., The train sheet shows that this train passed Mill
Creek, 14.65 miles west of Olivers, at 11.57 a,m., and as the
accident occurred at 12:08 p.m., the train made an average
speed of 79.9 miles from Mill Creek to Olivers. 2Prior to the
brake applications when approaching the crossing where the
accident occurred the cstimates of speed were 70 to 75 miles
per hour by the fireman, 65 to A8 miles per hour by the G.T.W.
road foreman of cngines, 75 miles per hour by the conductor, and
85 miles per hour by the flagman; at Oliver Street the estimates
varied from 2C to 30 miles per hour by the G.T.W. road foreman
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of engines, 30 or 35 miles per hour by the G.T W. flagman,

and from 45 to 55 miles per hour by threc N.Y.C, employces

who were on duty necar that point. It is apparent that the

city ordinancc of South Bend which restricts the speed of

trains to 8 miles per hour over street crossings at grade

was not complicd with. '

Approaching Olivers on the G.T.W., the view was clecar
for several miles and the red aspect of the color-light
signal and the N.Y.C. train on the M.C. Connection were seen
by the members of the engine crew of the G.T.W. traln after
passing 0Olive Street. It 1s clcarly established as a result
of this investigation that the G.T.W. train was being operated
at such a high rate of speed that when the stop signal and
the train at the crossing were sec¢n 1t was impossible to
stop in time to avert the accident.

Conclnsion
This accident was caused by the failure of G.T.W,
Passcnger Extra 6037 to be opcrated under control prepared
to stop at a railway crossing at grade.
Respectfully submitted,
We J. PATTERSON

Director.



