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INTERSTATE CChMSRCE COnlllSSION 

REPORT OF THE DIRECTOR OE THE BUREAU OF SAFETY IN 
RE INVESTIGATION OF AN ACCIDENT vlfKICH OCCURRED 
ON THE CHICAGO & NORTH WESTERN RAIL7.AY NEAR 
JANESVILLE^ lYIS., ON APRIL 25, 1930. 

May 16, 1930. 
To the Conniesi on: 

On April 25, 1930, there was a head-end colli­
sion between a freight train and a switch engine on 
the Chicago & North Western Railway near Janesvilla, 
wis., resulting m the death of one employee ana the 
injury cf one employee. 

Location and method of operation 
This accident occurred on Sub-division 5 of the 

Wisconsin Division, extending between Janesvilie, Wis., 
and Harvard, 111., a distance of 28.64 nilos, in tne 
vicinity of the point of accident tnis is a double-
track line over which trains are opemted by time-table, 
tram orders, and an automatic block-signal system, 
movements imtn the current of traffic keep to the 
left. The accident; occurred on the eastuound. m a m 
track, withm yard limits, and on a curve extending, 
through a cut known as Rock Cut, at a point aoout 1-̂  
miles east of the passenger depot at Janesville, the 
west yard-limit board is located several hundred feet 
west of the depot; Rock Cat is about 1,400 feet m 
length and has a maximum depth oi 33 feet. Approaching 
the point of accident from the west, the track is tan­
gent for a distance of 1,594 feet, followed by a 2° 54J 
curve to the left 839 feet m length, tne accident 
occurring on this curve at a point 333 feet from its 
eastern end. Approaching from the east, the track is 
tangent for a distance of 1,230 feet, followed by the 
curve on which the accident occurred. The grade for 
eastbound trains is 0.39 per cent ascending at the 
pomt of collision. 

The automatic signals involved are eastbound 
signals 878 and 876, of tne three-position, upper-
quadrant, semaphore type, placed on signal bridges and 
directly above the track involved; night indications 
are red, red and green, and green, for stop, caution, 
and proceed, respectively. Signal 878 is located 
2,448 feet west of tne point of collision, while signal 
876 is located 1,448 feet east thereof. 
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There is a switchtender's snanty, known as Five 
Points switcn shanty, located about 850 feet eaGt of 
the passenger depot at Janesville, "while another switch-
tender's shanty known as Eelt Line pwitch shanty, is 
located aoout l|- miles east of Five Points switch 
shanty, ooth of these switch snanties are located on 
the nortn side of tne tracks. Between Five Points 
switch shanty and signal 878 there are two crossovers, 
both of which are trailing-point crossovers and con­
nect the westbound and eastbound m a m tracks. These 
crossovers are known as Five Points crossover and Rock 
River crossover; they are located about 3,000 feet 
apart, Rock River crossover being about 350 feet west 
of signal 878. At Belt Line switch shanty, a track 
known as the 3elt Line switch leads off tne eastbound 
m a m track toward tht north and parallels the m a m 
tracks, a short distance east of tnat switch, anotner 
track leads ofi the Belt Line switch to the north to 
an industrial track; both of these switches are faemg-
pomt switches for eastbound movements. 

The -view of tne point of accident aiound the 
curve from either an eastDound or a westbound engine 
is restricted to about 550 feet, as tne cut m about 
the center of the curve is very narrow and at its 
maximum depth, it is also spanned, by an overhead high­
way bridge at tnat pomt. 

The weather was clear at the time of the acci­
dent, which occurred about 7.45 p.m. 

Description 
Switching was being performed m tne vicinity 

of Belt Line switch shanty and at tho time of the 
accident, switch engine 20o2, in cnarge of Foreman 
Skelly and Engmeman Gestland, headed east and coupled 
to the west end of 47 empty cars, was hauling the cars 
westward against tne current of traffic on the east-
bound main track, far enough to clear the Belt Line 
switch, so trat they could then be placed on the in­
dustrial track, switch engine 3183, headed west and m 
charge of Foreman Dulm and En~meman Seivert, was 
coupled to the east end of these cars, m order to 
assist engine 2032, and it was while switch engine 3032 
was brmgixig the cars to a stop, preparatory to placing 
them on tne industrial track, that tne rear end of its 
tender was struck by extra 2333. 
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Eastbound freight train extra 2333 consisted of 
30 cars and a caboose, and was in charge of Conductor 
Vet-he and Enginenan Tra^blie. It arrived at Janesville 
ovei the Aft on Branch, iladison Division, as a west­
bound tram, it was then bacKed through the Five Points 
crossover to the east bound lam track of the Wisconsin 
Division, after wnich tho engine was cut off, run around 
the tram, backed throum tne Pock River crossover, 
and coupled to the rear end of tne cacooee, m order 
to haul the tram eastward toward the Belt Line switch 
shanty, /hile this latter movement was m progress and 
after extra 2333 had moved its tram about one-half 
mile, traveling at a spe^d estimated to have been from 
5 to 10 nlee per hour, the rear end of the tender 
collided with the rear end of tne tender of switch 
engine 2032. 

The tenders of both engines "ere badly damaged 
and the caboose of extra 2333 F a s telescoped and shoved 
on top of the front end of its engine, being so badly 
damaged that it was later destroyed; none of the other 
equipment m eitner tram vas aerailed or damaged, nor 
was either engine or tender derailed. The employee 
killed was a switchman on switch engine 2032, while 
the employee injured v/as the engmeman of that engine, 

Su imary of evidence 
Foreman Dulm, of switch engine 2182, stated 

that he went to the Belt Line switch shanty and arianged 
by telephone with Switchtender Griffin, at Five Points 
switch shanty to make a movement against the current 
of traffic on the eastbound m a m tr^ck, far enough so 
toat the 47 cars could be placed on the industrial tracx, 
and to hold nil eastbojnd trains, /nich was agreed to. 
Foreman Dulin thought this conversation took place 
between 7.15 and 7.20 p.m., and said that Foreman 
Skelly, of switch engine 2032, was in the shanty with 
him at the tine. Foi eman Dulm stated tnat he and 
Foreman Skelly then stepped out of the shanty, and 
shortly afterwards, as switch engine 2182 passed them 
during the progress of switching, they both advised 
Engmeman Seivert, of switch engine 2182, tnat the 
block nad been obtained from the switchtender at Five 
Points and that it was all right to make tne movement 
against the current of traffic. Foreman Dulm went to 
a point east of the Belt Line switch, where some loaded 
cars stood, and made a coupling, renaming at that 
point while switch engine 2032 started to make the 
movement against the current of traffic with the 47 
cars, and he said that when the last car passed him 
the shanty being on the opposite side of the moving 
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cars fron where he stood, he wall ked back to the shanty 
and joined Foreman Skelly, saymg that this brief 
interval was the only ti ,e he had been separated from 
Fore ̂ n Skelly after tne block had been obtained, 
until the accident occurred, and. th vt Foreman Skelly 
had not used the telephone wnile in his company. 
Foreman Dulin said he had no conversation with Foreman 
Skelly regarding th„ block, other than to advise him 
that he had obtained it from the swi tchtender at Five 
Points and that it was all right to make the movement 
against the current of traffic. Foreman Dulin stated 
tnat movements s m i l m to the one contemplated had 
been made a number ol times before, i.e., whenever a 
superior tram was due on the westbound n a m track and 
the movement could not be made through the Belt Line 
crossover and on the westbound n a m track ahead of 
tnat tram. Dunng the 14 years ne had been working 
m Janesvnlle yard, it nad been tne practice, on verbal 
instructions, that all movements against the current 
cf traffic between Belt Line and Five Points be made 
only on positive block protection or by flag protection. 
Foreman Dulin furthm stated tnat it m a customary lor 
him to identify himself and to learn the identity of 
the party from vfhom :he block was obt lined; tn^t he 
had never released the block when making a reverse 
movement until the movement was completed, that he had 
never released the block when some one else had obtained 
it, nor had he ever permitted another party to release 
the block that he had personally obtained, and in this 
particular case, Foreman Dulin said he had no under­
standing to the effect that Foreman Skelly would re­
lease the block, intending to take tns action himself 
after the contemplated movement had been completed. 

Foreman Skelly, of switch engine 2033, stated 
that he was in the shanty at Belt Line wnen Foreman 
Dulin arranged for t h e block with tne switchtender at 
Five Points, wnich he thought took place between 7.20 
and 7.50 p.m. Forem-m Skelly maintained that as his 
engine lade the movement against tne current of traffic, 
he stood outside tne Belt Line smtch shanty and counted 
the cars as they passed; they were brought to a stop, 
and then switch engine 2183 coupled to the east end 
of these c m s . Foreman Skelly maintained that he then 
lined the Belt Line switch for the lovement to the 
industrial track and renamed at the switch until 
switch engine 3183 and aoout 14 of the cars had passed 
in off the n a m track, at which time he went into the 
shant3r and released tne block to the switchtender at 
Five Points, at aoout 7.50 p.m. Foreman Skelly mam-
tamed that about 20 minutes after Foreman Dulin had 
obtained the block, he advised Foreman Dulin that he 
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would release the block at the proper time, and tnat 
tne only time he used the telephone was at the time 
he released the block. Foreman Skelly stated that it 
was customary for the party who obtained the block from 
Five Points to release it, saying that he nevei allowed 
another party to release a block that he had obtained 
himself nor had he ever before released a block obtained 
by so leone else. Ix was common practice to make a 
movement against the current of traffic, when a movement 
with the current of traffic would interfere with super­
ior trains, or coula not be made ahead of superior 
trains without delay, and m this instance the movement 
was made against the current of traffic as tnere was 
not sufficient ti ••e to make it on the westbound track 
ahead of a first-class tram. Foreman Skelly further 
stated that the back-up headlight on the rear end of 
the tender of switch engine 3033 was burning brightly 
when the movement was started. 

Switchman Franzen, of switch engine 3032, stated 
that before the movement had started, he went/into the 
Belt Line switch shanty and at that tne Foreman Skelly 
was using the telephone. Switchman Franzen then went 
outside and started to count the empty cars as they 
passed westward, and- Foreman Skelly cane out of the 
shanty after from 5 to S cars had passed. When about 
20 cars had passed, he heard Switchtender Rawlmson, 
who was on duty at the shanty, conversing over the 
telephone, and as the last car passed, he again heard 
Foreman Skelly usinr the telephone, Switchman Franzen, 
however, did not overhear any of these conversations. 
Switchman Franzen also sbated that when he acted as 
foreman of a switch engine, he never released the block 
when it had been obtained by someone else,nor had he 
ever permitted anyone else to release a block that he 
had obtained. 

Switchtender Rawlmson, on duty at Belt Line 
switch shanty, stated that he heard Foreman Dulm ar­
range for the block by telephone with Switchtender 
Griffm at Five Points switch shanty. Switchtender 
Rawlmson was in the shanty when Switchman Franzen 
came in, but did not remember tfhere Foreman Skelly was 
at that time. Switchtender Rawlmson maintained tnat 
while the movement against the current oi traffic was 
in progress, Switchtender Griffm telephoned and in­
quired whether the eastbound m a m track was still being 
used, also advising that extra 2333 was at Five Points. 
Switchtender Rawlmson replied that the eastbound main 
track was still m use, and would probably continue to 
be used for about 10 or 15 minutes longer, saying that 
this was the only conversation that he had during these 
switching movements. 
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Switchtender Griff m , on duty at Five Point a 
switch shanty, stated that Foreman Dulin requested 
by telephone that the eastbound m a m track be protected 
m order to make a movement against the current of 
traffic, wnich was agreed to, this conversation took 
place prior to 7.30 p.m., and before extra 2333 arrived 
at Five Points over the Afton Branch of the Madison 
Division. Switch-tender Griffm lined the Afton Branch 
switch for extra 3333 to enter upon the westbound mam 
track and telephoned Switchtender Rawlinson and in­
quired whether the eastbound main track was still being 
used at Belt Line, being informed that it was, although 
it was not known how much longer it would be used. 
Switchtender Griffin stated that he said nothing what­
ever about extra 2333. Shortly afterwards, just before 
the arrival of extra 2333, when it was about one city 
block from the Afton Branch switch, he heard a signal 
sounded on tne engine whistle, and at aoout that tine 
received a telephone call and was told by Foreman 
Skelly to release the block. Switchtender Griffin said, 
however, that before extra 3333 departed from Five 
Points, merely as an extra precaution, he told Conductor 
Vethe to watch out, as switching was being performed 
around the 3elt Line switch, Switchtender Griffin taking 
this precaution foi tne reason that the block was some­
times released to him before a movement had been com­
pleted. Switchtender Griffm furtner stated that it 
was not always the practice for the block to be re­
leased by the sate person wno obtained it, and m this 
instance, when Foreman Skelly released the block, he 
considered it to have been properly released, this 
being the only conversation ne had over the telephone 
with Foreman Skelly. 

Engineman Gestland, of switch engine 3032, thought 
that the movement against the current of traffic was 
started about 7.35 p.m., and trie first intimation he 
had of anything wrong was about the time he brought 
the cars to a stop, at which time Fireman Marshall 
shouted a warning of danger, Engmeman Gestland then 
saw the white lantern on the rear end of the tender of 
engine 3333, the collision occurring immediately after­
wards. Engmeman Gestland further stated that at no 
time during tne back-up movement was a speed Of 5 miles 
per hour exceeded, and that ne was proceeding under 
control, prepared to stop. Fueman Marshall had been 
looking eastward for a stop signal, and when it was 
observed he called it to the engineman, then looked 
westward, and almost immediately he saw engine 2333 
about 60 feet away; he estimated the speed of that 
train to have been between 8 and 10 miles per hour at 
the time of the collision, saying that m his opinion 
his own engine had come to a stop when the collision 
occurred. 
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Enginenan Tx*\nblle, of extra 2 3 3 3 , thought that 
his train depaited from Five Points about 7 . 3 5 p. 
signal 8 7 8 was displaying a caution indication when 
his engine passed it, therefore he knew that the "track 
ahead at that tme was clear as far as signal 3 7 S . 
The speed of his tram did not exceed 1 0 or 1 2 riles 
per nour between R O C K Kiver crossover and the point 
of accident, ilfhile rounding tne curve tnrough the 
cut he saw the reflection of the rear heallignt of 
switch engine 2 0 3 2 , when aoout 8 or lQ car-lengths dis­
tant, but tnought it was approaching on the opposite 
track. On definitely realizing that it was moving 
against the current of traffic on the tiack his own 
tram was occupying, he immediately made an emergency 
air-brake application, reducing the speed to about 
4 or 5 miles per hour at the time of the collision. 
Firenan Mickey stated that he first saw switch engine 
2 0 3 2 when it was about 2 or 3 car-lengths distant, and 
estimated that the speed of nis tram had been reduced 
from about 1 0 miles per hour to about 5 mles per hour 
at the time of tne collision. Conductor Vethe stated 
that before departing from Five Points, at about 7 . 3 5 
p.m., Switchtender Griffin advised him to watch out 
far engines working at Belt Line, but did not inform 
him, nor did he ask on ^mch track they ^ould be work­
ing, and nothing was said, about the block having been 
given to Belt Line to pemit a movement on tne east-
bound track against the current of traffic. Conductor 
Verne did not say anything to Engmeman Tramblie about 
the engines working at Belt Line, as he figured that 
signal 8 7 6 , ]ust west cf that point, would give the 
engmeman proper indication of track conditions ahead, 
and furthermore a clear vrnii coald be had of that sig­
nal for a considerable distance. 

Conclusions 
This accident was caused by Foreman Skelly, Of 

switch engine 2 0 3 2 , releasing a block vnioh had been 
obtained for a movement against the currexix of traffic, 
before the movement had oeen completed. 

Tne testimony is conflicting in various respects 
Foreman Skelly i^mtamed that he had an understanding 
with Foreman Dulin th^i he, Skelly, would release the 
block, although he had n~ver previously released a 
block obtained by someone else, but Foreman Dulin. main­
tained that no such understanding existed. Tnere was 
also considerable conflict as to the tire that the 
block was obtained and released, as to the location of 
Foreman Skelly while the movement against the curient 
of traffic was being made, and as to who was using the 
telephone and when they were using it. The fact re­
mains, however, that Foreman Skelly released the block 
long before the movement had cleaied the eastbound m a m 
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track, and that ne had no business taking any such 
action- There was testimony to the effect that the 
block was sometimes released before a movement similar 
to the one in question hod been completed, such a prac­
tice could lead only to the occurrence of an accident 
of this character. Foreman Skelly snould have waited 
until the nam track was clear before releasing the 
block, and this would apply even nad he obtained the 
block himself. 

Rules 9 3 and 9 3-a, of the book of operating 
rules of t m s railway, read in part as follows 

93- Within yard limits the m a m track 
may be used, protecting against 
first class trains. 
*** extra trams must move within 
yard limits prepared to stop unless 
the m m track is seen or known to be 
clear. 

9 3-a. *** Within these limits the m a m 
track m^y be used by yard engines 
against second md third class 
trams, protecting wnen view is 
obscarcd *** 

In this locality, however, it has been the practice, 
based on purely verbal instructions which had been in 
effect for many years, to permit movements against the 
current of traffic between Belt Line and Five Points 
under positive block, or flag protection. A uniform 
understanning did not exist among the employees as to 
obtaining aid releasing bhe block for such a movement, 
some of ihem being of the opinion that the block could 
be released by anyone, and others being of the opinion 
that it could be released only by the party wno obtain­
ed it. The proper officials snould immediately see to 
it that no difference m understanding exists among the 
employees as to how a movement against the current 
of traffic, without flag protection, should be made. 

When movements against the current of traffic 
are to be made, a positive block is established at 
either Belt Line or Five Points, protecting only move­
ments on the track that is to be used. Rock River 
crossover is an intermediate crossover and tnere appears 
to be nothing m the established practice to prevent a 
westbound engine or tram from using the westbound m a m 
track with the current of traffic between Belt Line and 
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this crossover, and then crossing over and returning 
with tne current of traffic on tho eastoound n a m 
track, against sont, engine tnat ught "be using the 
eastbound n a m track against the current of tiaffic 
under the protection of t^e clock at Five Points. 

Since the occurrence of tne accident, plans for 
the installation of additional automatic block signals, 
for greater orotecticn on tne curve, have been given 
consideration by tne officials. 

All of the employees involved were experienced 
men, and at the tint, of tbe accident none of them had 
been on duty in violation of any of the provisions of 
the hours of service law. 

Rcspectiully suomit ted, 
W. P. Borland, 

Director. 


