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INTERSTATE COMMERCE COMMISSION

REPCRT OF THT DIRECTOR OF THT PURZAU OF SAFETY IN RE
INVFSTIGATION OF AN AGCTDENT WHICH OCCURRED ON THE
CHICAGO & NORTH WiSTERW RAILWAY AT OHICAGO, ILL.,
ON JANUARY 25, 1729,

April 29, 173293,
To the Commission:

Cn January 234, 1338, there was a side collision
between a passenger train end a back-up rovement of cmpty
passengel equlpment on the Cnicazo & Norib Western Railway
at Chicago, Il1l,, resulting 1a the death of 1 passenger
and the injury of 51 passengers. This accident was in-
vestigated 1n conjunction with representatives of the
J1lliroi1s Commerce Comliaslon

Localion ancd method of operation

This accident cccurred on Sub-Division 1 of the
Galena Division, which cxtendas between Chicago and West
Chicago, I1l., a distancoe of CTO milees, Iv the immeaiate
vicinity of the point of sccident there are § lead *tracks,
theee lead tracks extend rorthward vy compass dirccticn
iror the train shed of the Chicaszo passenger termiaal at
Madison Strect and erc¢ 1vwberad from west to cast accordingly
In the time-table, howev.:i, outbound train movements are
classed as westward and for the purpose of this report
time-table directions aie hercafter used., Thers are 15
trackes under the train shed and these trocks connect with
the lead tracks; all of these iracks are elevoted. The
accident occurred within interlocking limits, at a point
about 840 feet west of the weect end of the train soed, at
the east switeh of 2 crossover which connects lead traczks
1l and 3. Approaching from tho east the lead tracks are
tengent to and for a distance of 190 feet west of tlhe point
ol accident, then they curve toward 1he left. The grade
for westbound traius 1s 0.33 per ceut ascending at the point
07 accident,

Lake Btreet tewer 1s locatced on the north side
of the tracks and betwecn the west cnd of the train shed
snd the point of accideut., Signal bradge "AY, which spans
the lead tracks, is locnted ~bout 92 feet west of “Fe point
0T accident. Interlockine sipnal 15, the signal involved,
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18 of the tnree-position, comaphorse type, 1% 18 loceted
on the btridg: and governs eastbound rovemeants on lead
trock 2. A glcn 1ndicntiloa 1¢ displayed by this sigrnal
wher the route 1s lincd for n ~overent westbound from the
stetion on lead track 8 ard ihence through the crossover
vo lead track 1, When an empty coach trein nakes a back-
up moverent castward or incound, fropm the California
Avenue coach vard 4o the passenger terminal 2t lfadicon
Street, &« distance of about 3 miles the rove.ient 18 con-
trolled ty "weans of 2 tz1l-hose 1n charge cof a back-up
nan.,  ¥o traan ordere are i1gsucd cnvering these back-up
moverents, nor arc such tovencnte recorded on trein sheets,
they being governed entirely oy signal zndications.

The weather wos clear and the temperature was
aboul 180 above zero at the time of the accident, which
occurred at about 1.30 p.m.

Deacription

Westbound passenger train Fo. 559, en route from
Chicago to West Chicaro, consisted of one smoking car,
e1ght coaches, one comvinatioa passenger and baggage car,
and one couach, in the order =aared, all of wooden con-
stTuction, hauled by engire 23CH, ana was 1n charge of
Concuctar Crickman »nd Ingzincman Fish At 1.12 p.m., the
tine train No. 559 1s schecul2d to depart, the levoerman
at Lake Strezst tower lired the route for a movement from
fruck 3 1n the traiu shed to lead track 1, via lead track
2 and the crossover. The movemcnt Wwas then started but
28 the trein was moving through the crossover from lead
ftrack @ to lead track 1, at a speed estimated %o have
been between 7 end 8 railes per hour, the seventh cat was
struck on 1ts right side by the leading car of the cquip-
rent of train Wo. 155 which was being bacxed into the
station.

Tre castbournd +trein of empty equipment was en
roate fror. the Celiforain Avenue coach yard to the nassenge:
terrinal at Uadicon Birect, 1t consieted from cust to west
of cne ohservation-parlor cer, three coaches, one snoling
car, one bageage oar, twvo wilk cars end one cafc car,shoved
by engine 1557, which was oporating backing-up, oad was in
charge of Back-up Man Barse and Engineman Williers. The
two milk cais were of siecel-underfraae comstrucuvior, while
the remainder were of rli-stael construction., This tizin
was bocking towerd the stotion on lead track 2, 1t passed
elgnal 13, which was aisplaying ¢ s®op indication, and
collided with the side of the seventh c¢ar in train No.5b%9,
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while traveling at a spced estirated to hove been between
4 and 6 niles per hour,

The sixth crr in *rain No. 559 hed 1ts platform
danaged, the seventh cor wos ovelturncd to the left cond
practically destroyed, while the eighth car had 1%s plat-
Toril derolished and one end ~nd the roof damaged. The
leading car 1n train No. 155 had 1ts platform damaged, as
well as the interior of the car.

Summary of evidence

After empty coagh trains are made up 1in the
California Avenue coech yard they are inspected and the
car inspectors test the air brakes by means of the yard
plznt. When a train 1s ready to start the movement to
the passenger terminel the back-up man makes the coupling
between the road engine anc the train and after the air
18 pumped up the engineman makes a service alr-brake ap-
plication. The back-up mcn then walks the length of the
train, inspecting the piston trevel on the cars; on
arrival at the rear end of the train, provided the air
brakes have set properly on all of the cars and the pisten
travel 1s normal, the bnck-up man gives the enginemal an
alr whistle signal to relcase brakes, then attaches his
tail hose to the leading car and opens the valve on the
ta1l hose to ascertoin that the air flow 1s all right
and that the brakes apply when operated from the leanding
end. The train then departs frcem the yard and the backup
man mskes a running tect ol the air brekes to deteriine
whether they are workiag properly. During the course of
the backup movement engincuecn leave the brake valve in the
running position, placing the air brakes entirely under
ths control of the back-up man.

Back-up Man Barsc, of the equipment train, stated
that the air br:kes werc tegted in the usual moaaner and
thas after the running test hod teen made he gave the
engineman a bock-up signal by means of the air whistle,
The speed of the treirn was sbout 20 miles per hour os 1t
approached signel bridge "D", locrted about four city
blocke west o% eigral bridge "AY, and he brought the train
to a stop at o poiat about one and one-half car-leagths
west of the signnl bridge, ms the signal was displayiog @
stop i1ndication., After the train had stood at this point
about 10 minutcs a clear indication was displayed ~nd he
gave the engineran a back-up signal, On reaching 2 point
in the immediate vicinity of signal bridge "C", located
about two city blocks wcat of signal bridge "A", he looked
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acrogs the inside of the curve ~nd obscrved that signal
13, on signal bridge "A" was displaying a etop indication,
He attempted to rmake epn air-brake 2application when the
leadaing car was about Leliwey between signal bridges "CU
and "A", at which fime the speed of his train was beitween
8 end 10 miles per hour, and at first the brakes seened

to apply, but when sbout three cer-lengths from sipanl
tridge "A" 1t becawme apparent thet the air brakes had not
veken proper effect. Back-up Man Barse therefore opened
the tail hose valve wider and as this failed tc check the
speed of the train he openecd 1t completely, just as the
leading car passed under the bridge, but to no avail; he
Juriped just before the collision occurred and estiuated
the speed of his train to have been not more than 8 niles
per hour at the time of the accident, Back-up Man Barse
further stated that when he attempted to make the air-
brake applicntion there secmed to be the usurl flow of arir
through the tail hosge nnd that thd flow incrensed tempo-
rarily and then stopped completely. In his opinion there
wes no flow of rir whntever when the lending car pessed
urder signal bridge "A'", he being of ibe impression that
the 21r gave out ot about that point. He nlso said thet
he cleans and lubraicates his ta1l hose every other day

and that he last did this on the day prior to the accident,
This was the first experience he had ever had of this
neture, although he had had =any years experience in this
kind of service, and after the accident he was too excited
to endeavor to ascertain why he had not been ablce to bring
the train to a stop,

Engineman Williams, of train No. 155, said that
when approaching siznel briage "A", at a speed of sbout
6 or B miles per hour, the back-up nan made & ligpht arr-
breke reduction, between 5 nand 8 pounde, which was notice-
able on the gauge, and he therefore shut off stearm, He
was unaware of anything, wrong until Fireman Sher..an 1in-
forued him that 1t looked as though their trzin was run-
ning by signal 13, wnich wng displaying a stop indication,
but the collision cccurred before the éngineman had time
to take any action toward bringing the train to a otop,
at which time 1t wag drifting at a epeed he estimated to
have been about 3 or 4 miles per hour. Engineman Williams
sti.ted that at the t11c of the accident the air gauge on
the engine regigtered full pressure, 90 pounds brake pipe
acd 120 pounds main rerervolr, there having been ao
further reduction after the initiel reduction of from 5
to 8 pounds, It also nppeared from hie staiernents that
nis brake valve remained 1a the running position until
the accident occurred and that with the valve in thas
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pésltlon the brrke applicaticn riede by the back-up wan
would not ierain epnlidd,

Statemcnto ¢ 1eribers of the crew of train
No. 559 developed nothiang of additional inportance; they
vere unaware of anythinz wiony prior to the accicdent.

The leading car was uncoupled from tne egquiprient
of train Mo, 152 after the accident, Back-up Man Eenry
wWos i1nstructed to have the balance of the eguiprient
pulled sheed and then racked 1nto the station on another
track, He siznaled the eapinemon to pull ~head a short
distance so that he could ro between the cors and couple
his ta1il hose to the rear of the troin line and at that
time he diecovered ice 1n the hose on the rear of the car,
Ee tried to blow 1t out by opening the oangle cock quickly
put hed no successy; he then sicanrled the engineman to
pull rhead and riter reiching sipnal braidge "D ihe train
wWes agaln stoppod and at about this time he saw Assistont
Divigion Superintendent Koch and cslled the latter's
pttention to tne ratter, Mr, Kocbh stated that on exanin-
1ng the hose on the reer of the car he found that ice
had formed 1n the hose and he expressed the opinion thet
1t resulted in the ooenin- teing {rom 65 to 70 per ceat
closeu. After they ruccceded 1n blowing 1t out 1t wac
iound thet the pilece »f 1ce was very dark, indicating the
vrescnce of ci1l; 1t voried 1 1/8 to 2 inches 1in length
arnd wes from 3/4 40 1 inch in diarecter and irreguler in
shape. There wae an inpression of a ram on one odge of 11,
where apparcntly 1t nad lodged agnanst the arr hose gacket,
After 1te reroval the air brokes were testsd and the train
wog then backed 1nto the terrinal and brought to a stop
w1thout i1ncident by weans of the tail hose valve, Qne of
the enployees who moade the cut between the leadiag caT znd
the balance of the train, after the accident, said he
noticed that the brakes were set on the leading cary he
dia nct notice the brakes na the othex cars,

&
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This rccident was caused by the failure of the
back-up man to stop the trair before pessing interlocking
sigmal 13, cdue tc o stoppnoe of *the flow of air through
tne brake pire 1 the ~quiprient of train No. 158 »a a
recult of the formation of on 1ce plug which becaac lodged
1n the air hosge at the heed cond of the mext to the lead-
ing car, thoreby preventin: the zir brakes from toking
effcct when an,attempnt woc made to epply thew by neans of

l
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the tail hose valve.

The 1nvestigrtioa developed that the customary
tests were wede of the siT hrakes on ftrain ¥o. 155 before
ond after sterting the back-up rovement from the California
Avemue coach yard end that they worked properly when the
troin wog proutht to » gtov just west of signol bridge
"DW by reanc of the $711 hoee valve, It 1s possible thot
rnt this time the 1ce formation became lodged 1n the aar
hose o1 tne leadirg 2ad of coach 3251, the cor next to
the leading cor, crusing o partial stoppage of the flow
cf air and nmakii- 1t 1wpossible to nake an effective ap-
Flication of the air tinkes by meang ot the tail hose
velve, althouch the gauge on the engine registered full
broke-pipc pressurc at the time of the accident.

Coreful inspeetion of the ta21l hosc used in the
back-up movement failed to disclose anything thatl would
Lhiave ceused or contributed to the accident, and the cause
fcr the formetion of the 1ce could not be determined. so-
cordins to the records this was the first accident tc
occur on this rrnilrod from cuch a cause since January,
1315, a period of 14 vears, during which time batwsen
2,800,000 and 2,500,000 back-up movements were controlled
by 11eans 51 tri1il hoze. Coach 3351 had been in service on
l€ trips betwcen Cricrsro -und northern Wisconsin fronm
Jamiary 1, 1€29, up to tie tire of the accident.

The tornainel superintendent said 1t wos the
policy to replacce woodrn cers with stecl cars and that
during the precedins 18 =woathse, 135 steel coaches had
been placed 1n suburban service and 180 wooden coaches
retired fron such servicc. In view of the low rates of
speed at which the trains involved were roving, 1t 18
very doubtful 1f the reculte of this sccident would have
been serious had the cguiprent in train No. 559 been of
steel construction.

A1l of the employees involved were experisnced
men and at the time of the accident none of thew had bren
on duty comntrary ‘o any of the provisions of the hours of
gervice law,

Respectfully subnitted,
W. P. EORLAKD,

Cirector,



