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INTERSTATE COMMERCE CCCC'JPSIOK 

REPORT OF THE DIRECTOR OF THE BUREAU OF SAFETY IN RE 
INVESTIGATION OF AN ACCIDENT WHICH OCCURRED ON THE 
CHICAGO, I'IL'',iiUKEE & ST. PAUL RAIL".'AY AT STURTEVANT, 
WIS., ON AUGUST 12, 1927. 

November 7, 1S27. 

To the Commission: 

On August 13, 1927, there was a derailment of a 
nail train on the Chicago, yilrauicee & St. Paul Railway 
at Sturtevant, Wis., resulting m the death of two employees 
The investigation of t m s accident was ^ade jointly with a 
representative of the 3t?te Railroad Commission of consin 

Location and method of operation 

This accident occurred on that part of the Cnicago 
& Milwaukee Division extending between Chicago, 111., and 
hilv aukee, Wis., a distance of SE miles. In the Vicmicy 
cf the point of accident this is a double-track line over 
whicn traini are operated by time-table, t r a m orders end 
an automatic block-signal ^ystLm; tram orders are trans
mitted by both telegraph ana teleouone. The general direc
tion of the track is north and south, but the time-table . 
directions are east and west, and these latter directions 
are the directions used in this rjoort. The derailment 
occurred at the crossover leading from the westbound to 
the eastbound .'am track, located about 815 feet east of 
tne passenger station at Sturtevant. The track is tangent 
and level tor more than 1 mile m each direction from the 
point of accident. 

The crossover connecting tne westbound and east-
eound m a m tracks at this point is 194 feet m length, 
I"o. 10 frogs D e m g Lsed. The crossover and m a m tiacks in 
this vicinity are"laid witn 100-pound r a i l s , with 20 nard-
woon ties to the rail, tie-plated, and single-spiked. The 
track is Dallasted with gravel to a d e p t u of aDout 18 
inches. The switcr.es controlling the crossover 'jre of the 
3ada No. S-B groum' t/oe, displaying a white target for 
'"am line and red fur crossover nove^ents. Both switches 
are located or the u n i t <ucie of their respective tracks 
as seen from a t r a m approaching from the west. Each 
switch is provided with a lock anr is i n t e n d e d to be sc
oured by the lock and a hasp m the stand. The position 
of tne crossover switch cn tne w-stbound ^ a i n track cojld 
b e distinguished for a distance of ab^ut 600 feet. 
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In the telegrapu office at Sturtevant there is 
an indicator located over the desk of the operator, con
sisting of two lights, one of whi eh lr.dicetce the ajoroacn 
ot a tiam or the wcstooind track, tn Q contiol r-ixcait 
begimiirifj at a point about 6 miles east of the station, 
vrnle the other mdicates tne approach of °. train on the 
pcustbo^na tracic, the control circuit b e h a n m n r at a point 
abo-ut 2\- milep west of the station. These indicators are 
connected with tne automatic Dlock-sigi.al system, the 
tram-order signal an 1 the switch indicators ir the 
vicinity of the station. TChen a train is approaching, 
or one of tht swiuchee witn whicn it is connected is open, 
tne lignt is extinguished. 

The maximum speed permitted oy r^le fo± tram To. 54 
m this vicinity is S5 miles ptr .cur. 

Tr;e weatner was clear at th^ ti^c of tht accident, 
which occurred at 6.34 a.m. 

Description 

Eastoound mail t r a m ha. 54 consisted of t'-o bag-
cage cars, Ko s. 738 and 1030, one jrail^ay post oifice car, 
ho. 2127, three bag/ege carp, /OR. 729, 631, and 310, and 
one rider car, To. 740, in the order named, h a u l e d by en
gine 6116 and was m charge of Conductor Elliott and En-
gmeman Brock. The second, + - i i d , and sixtn cars ^ r e of 
all-steel construction, tne fust, roarV , ana E-eventn 
were of steel-undeifrane construction, and th - fifth ear 
wc.s of wooden construction. The t r a m departed from 
hil/aukae at 4.58 a.m., on ti^o, anu deported iron tower 
A-S6, 17 miles east of Milwaukee, at 5.25 a.m. where it 
was diverted to the westbound m a m track, it proceeded on 
the latter track G.3 miles to Sturtevant where it was de
railed on the crossover from tht. weetbiuna to the eastbound 
track wnile running at a speed sly estimated to have 
been from 45 to 65 miles per hour. 

Engine C116 came to rest on its rignt aide on tne 
eastbound pa sing tracK, which parallels the eastbound m a m 
track on the south, about 445 feet eaFt of the initial 
point of derailment, and vas badly aamaecd. It came 
..nto contact with erg^ne 5589 standing on the passing 
Lidm^ east of the crossover and sligatLy damdped it. 
Tiio tender iav at light angles to t ,s engine across tne 
e^stboun^ track. Car 758 came to icst m an uprignt 
position ,cross both m a m tracks and tne eastboun pass
ing sidrn" close to the Lender. Car 1039 was entirely 
derailed and tijpea to tre cast ioulim the westbound 
m a m and passing tracks. Opr 3127 was also derailed and 
tippled to tne east. Cars 729, 631, and 810 were derailed 
but remained upright on the road-be^. The leadm; truck 
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of car 740 was derailed, cut the rear truck regained on 
the rails. 

The first marks of the derailment ,vere foend 
on the ties outside the noith lail of the crossover aeout 
95 feet east o± the west crossover switch, The tracks 
were damaged and torn jp fox a distance of 280 feet e^st 
of the crossover. Tne employees killed were tne engine-
man and fireman. 

Summary of evidence 

Tram Dispatcher Condon duty at the time of the 
accident, stated that eastbound freight tram extra 8343 
passed tower A-68 at 5.04 a.m. At that time he knew thet 
tne eastbound u a m g at Sturtevant was blocked bat thought 
the extra would be able to clear at Sturtevant for t r a m 
¥,o. 54. At about 5.10 a.m. the operator at Sturtevant 
informed him thjt extra 8343 would be unable T O clear for 
t r a m Kb. 54 whereupon he immediately called the opciatora 
et tower A-S8, Ranney and Sturtevant, and issued t r a m 
order Ko, 12 giving tram No. 54 right over opposing 
trams on the westbound track from tower ^-68 to Ranney. 
Ranney is approximately 10 mil^s east of Stuitevant, He 
stated the ordei was proper and m tne usual foim, Aerut 
three minutes after he completed the order, the ooerator 
at Steitevant reported tnat the extra had succeeded in 
clearing and that t r a m No. 54 could come on + h f j eastbound 
track; he immediately called tower A-68 out was unaole to 
get a response. Later tne oooratoi at tower A-68 repott
ed t r a m ?To. 54 as arriving at 5.21 a.m., and departing 
on the westbound track at 5.25 a.m. The 1irst intima
tion of an accident he received was a few minutes later 
when the operator at Sturtevant toll him that t r a m Fo. 
54 hae oeen derailed. Dispatcher Cone fuither stated that 
to avoid delays they often had occasion to run trains 
against the current" of traffic on that division. IThen 
running trains against the current of traffic at thid 
point it is customary to run them from toiler A-68 to 
Ranney on account of there being long crossovers at both 
places. 

Operator lecAnaney, at tower A-68, stated that 
lie delivered copies of t r a m order Ho. 13 to the engmeman 
and conductor of tram No. 54. After tram lvTo. 54 haa 
departed he returned to the tower and reported tne arrival 
and departure oi this t r a m to the dispatcher, .vnereueen 
the dispatcher told him that the situation at Sturtevant 
nad cleared tp ana that the\ could have let train A TO . 54 
go on the eastbound track. 
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Cperator Sturgis, employed at Sturtevant, stated 
that about 5.10 a.m. on the dav of the accident tovcr 
reported eastbound extra 8545 p^sem^. He oelicved tnen 
thrit it was not going to stop at 3tuitevant bat was g o m g 
to Ranney for tram To. 54. *t bhat time the eastbjuna 
automatic signal, tra first signal east O- his station, 
was at danger so lie tnought s:me of tne switches trust 
be wrong, thereupon ne went down nedi ta^ switch shanty, 
and acting upon run instructions Mr. Potter, a company 
policeman, closed one switcn of the crossover and freight 
Conductor Kennedy closed the other. He then staited to 
return to t h 3 station, ana before he reached it the signal 
cleared. When extra 8343 appioached his station he 
noticed iL was slowing up so nc asked tne dispatcher whet 
no was going to do M t h it as the passing tree*: was 
blocked, and that the re would be difficulty m clearing for 
tram No. 54. The dispatcher said he would i"n trains 
To ̂ . 54 and 56 on the westbound tr^ck and immediately is
sued the necessary orders. Ke noticed taut the westbound 
indicator light m his office had not been lighted foi 
some time and thought a switcn must be open, so he threw 
the tram-order signal to stop and started to go aomi to 
see if the m a m truck switches were Lined up. He thought 
probably one of tn'j inside swatches was open. A former 
employee of tee railioaa company, named Csborn, T ho was m 
the office at the tire, wenr, out tfith him and asked m m 
where he was gom^. Oo^ratoi Sturgic replied th^ t he was 
« o m g to see if the n a m line switches were l m e i -p, as 
trams Nos. 54 and 56 were running on the westboune' truck. 
Osborne then offered to go do TO and see if everyturns was 
all right and said he would orve a "-igh s Agn." Operator 
3 _jrgis assented to tins arrangement ana returned to the 
o:"uce ana thic© his tram-oiaer signal clear to see if the 
meicatoi v 3ulc lespond, but it wo aid not co so, a little 
later r.r cleared tru tram-order s^enal again m d s m c e 'Ir. 
0<borne had gone down anu looked at the sv-itah^s ne was 
satisfied that the m a m line was properly lined up and that 
one of the inside switches w a s the one which .ss wrong. 

.'hen he icturned to the office he tele tiu dispatcher 
that the extra would clear fo* train l\o. 54 end if tram 
ICo. 54 had not passed to.ver A-68 ht had better let t-uem 
come on the n ht truck, out the dispatcher replied that 
it hud already passed the tower. In tn^ reentime he 
r ceivcd fui "oil n^ht" rand signal fro^ JVI . Osoorne. 
Truir To. 54 paired his tower at 5.^4 a.m. on tie '^ot-
bound track, pr,d he did not unoiF of the accident until 
so.,e om told \±r ,i fei, . mutun later. ^s fai as no could 
re.^/bei he die. ot ^ enticn anything abo t the ciospcver 
svitches +o Hr. Osoorne but t^ld hi^ that tidin; hoe, 54 
f.nrJ 56 were '-omg or tne westbound trac v ano to inn down 



end see if th<_ main line switches were lined up. Operator 
Sturgis stated that he should have gone down himself to 
examine the switcues instead of sending Mi- Osboine, hut 
IT. Osborne nad been around there a lon^ time and he 
thought he understood wnat Wcis wanted. He did not at any 
time tell him to throw any switches, but asked him to see 
if the m a m line switch was lined uu. In some way Iv'.r. 
Osborne must have misunderstood him, however, as ne lined 
it for the crossover instead of leaving it set for the 
main track. He stated that switching crews frequently 
go away and leave their switches unlocked when they ex
pect to be right back and no other trains are due. 

H. L. Osborne stated that at the present time 
he is employed by the Ajax Rubber Company and m addition 
he is employed by the e x p r e s s company as watchman for an 
express car which arrives at Sturtevant about 3.15 a.m. 
and he remainc watering the cai until about 5.30 a.m. 
He had been employed by the railroad company m various 
capacities around Sturtevant station for about three years. 
He stated th^t on the dcy of the accident at about 5.15 
a.m. ne was sitting m the telegraph office reading a 
paper when ne heard Operator Sturgis talking over tne tele -
phone and from tup conversation he understood that a t r a m 
was coming on tne westbound track. .after finishing tie 
conversation Stuigis threw the train-order signal to the 
stop position and then raid m an excited manner, "Hurley, 
will you go clown and see if the crossovers axe lined up." 
He replied that he would and that he would give Sturgis a 
"i-igh sign. '' Both t.xen i rent out on the platform ana Mr. 
Osborne hurried down the westbound track until he came to 
the first switch. Freight Conduotoi Kennedy ttas standing 
near the east switch, and he told Kennedy, "Tney want the 
crossovers lined up," and at the some time tnrew the 
svitcn leading from the westbound m a m track to the east-
bound and he saw Kennedy stoop down and throY/ the switch 
on tne eastbound track. Osborne tnen went back to the 
depot and sat do'm a few minutes reading a paper, and later 
left the premises before the accident occurred. He stated 
that he gamed the impression from Operator Sturgis, and 
from the fact that Operator Sturgis threw the tram-order 
signal against tram No. 54, that it was the intention to 
cross t r a m No. 54 back from the westbound track to tne 
eastbound track and that was the reason for his throwing 
the switch, although he admitted Sturgis only told him tI 
see if the crossover was lined up. The lock of the \;< : c 
switch was m tht, hasp but not locked. He stated ne 1 -> 
rot been m the habit of throwing switches, and that ha mrs 
not nad a switch key since he left the employ of t_x com
pany. 
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Conductor Kennedy stated th^t en the night of 
the accident he was conductor on tne t r a m known as the 
Racine night patrol. Just prior to the accident his 
engine with five cars had crossed over fr^m the westbound 
n a m to the eastbound main, using the crossover involved 
m this accident, afteiwarns the switch on the e a s t D o u n d 
m a m was closed and locked by Railroad Policeman Potter, 
"while Brakemail Donnegan closed -I he switch on the westbound 
track, but he is not sure whether, it was locked. He nad 
vast given his men permission to eat lunch when he saw 
Osborne running down the tiack. Thinking Osborne had some 
message for him he shouted to him anu asked what he wanted, 
whereupon Osborne replied that tiam No. 54 was coming on 
the westbound track and they want to cross them back over 
here. Osborne then opened the switch on the westbound 
m a m track while he, Kennedy, opened the switcn on the 
eastbound track; he remained m the vicinity until he saw 
train \To. 54 approaching. 'Then train So. reached the 
coal shed he noticed they were running at a h i g h rate of 
speed and he attempted to reach the switch and close it 
ahead of the tram but did not succeed. He stated that ^ 
be knew that Orborn^ had workea around the station and 
watched the express car and tnat at the time Osborne told 
him they wantea to cross t r a m ho. 54 back on the rignt 
track tne operator was standing on the platform, so ne 
taought the operator had sent Osborne down theie and that 
it was all right. Conuuctor Kennedy stated that the 
,swi tch targets are rather low but he things they could be 
seen from the station. He also stated that it is tne 
practice to lock the switches when they are not being used. 

Brakeman Donnegan stated that on tht ni~nt of 
the accident he was working with Conductor Kennedy, before 
his engine passed through the crossover he unlocked and 
opened the switch, and he remained tch until the 
engine h:d pat sod, when he closed the sv^tch ana ̂  g a m 
locked it. He stated that it is always tne practice to 
lock main line switches when not using them unless a "'an 
remains at the switch. 

Conductor Elliott, of train To. o4, stated that 
at tower A-G8 his t r a m was stopped and he was given an 
order giving them ngx.it o v e r tie westbunn"* tr-ok from 
tower H-S8 to Rtnney, leavmr tae toffer he roJe in the 
last car, as tne tidin a^piOcChed Sturtevant there was 
no lruicatj-on b^t ta.t they " tre to cortmue en tact 
track until they reached Ranney, tie first indication of 
anything wrong Wa'- wnen he felt the jai of tie derailment, 
wnen ne reached the cros.-ovei switches after tne accident 
he found them both set for a crossover .vovemcnt and 
neitnei switch was looked, he eetmated the speed of his 
t r a m at tne time of derailment to have been about 5C 
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milec per hour. He stated that the air brakes were 
working on all tne cars m his train and that they were 
tested before leaving Hil.va.ukee and were working properly. 

Conclusions 

This accident was caused by u. train entering a 
crossover at excessive speed, tne crossover, due to a 
misunderstanding, having been improperly lined up for a 
crossover movement. For this Operator Sturgis is respon
sible. 

Upon receiot of t r a m oi'er No. 12$ directing train 
No. 54 to run over the opposite track from tower .4.-68 to 
Ranney, Operator Sturgis should have communicated the in
formation to ell employees at nie station who 'iugLt 
have occasion to use the m a m line s~vitches, it wuc also 
his d ity to see that all switches were properly set; 
instead, of doing this, however, he delegated the duty to 
an ex-employee, Mr. Osborne, v,no misunderstood the situa
tion and thought that t r a m No. oA was to be crossed back 
to the eastbound track at Stuitevant ard arranged the 
crossover switches acoordmr-ly. 

It also appears that Operator Stargis Lad some 
warning that all switches w^rc not properly set, because 
of the faiime of tee indicator lamp to liert. This 
srould have led rum to .'lace his tram-order signal m the 
stop position and ascertain positively just w m c h switch 
was open. Had he done thi^ he would have discovered the 
open crossover switches and the accident could have been 
averted. 

From the facts that after the accident both 
switches were found unlocked, and that at least the switch 
on the westbounl main track was unlocked at the time 
Osborne tnrew it, it is apparent that m a m line switches 
are not always locked when not actually m use. Had the 
switch thrown by Osborne been locked he could not have 
opened it and m the delay which would have resulted m 
having it unlocked and thrown, the misunderstanding on 
Osborne 1 3 part might have been discovered. 

General rule 924 of che book of operating rales 
of the Chicago, Milwaukee and St. Paul Railway Company is 
as follows: 
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Director. 

Tiains moving against the current of traffic 
on double brack must approach all crossovers under 
control ane prepaied to stop if necessaiy. 

The officials of this company stated that their 
interpretation of this r^le anr" tht 11 instructions to the 
erployees are to the effect t„at it apclies only at cross
overs where crossover movements axe to be made, and in-
q u n y among employees disclosed thit this is the general 
understanding and practice. "under this interpretation oi 
the rule and the instructions given to tneir employees, 
there was no duty resting upon Engmeman Brock to approach 
this crossover prepared to stop and it is duubtful if at 
the speed at which the t r a m was moving there was suffici
ent distance, after he discovered tne open switch, m which 
to materially reduce the speed of tne t r a m before enter
ing the crossover. 

Superintendent Ryan assumed charge oi this division 
m A p u l , 1937; he stated that rule No. 924 had been m 
effect for many years prior to that time, and that since 
he nad been an off Leer on thi~ division there had been 
no change either m the rule or m the application of it. 
It is apparent that the practice followed under this rule, 
which was sanctioned by tne interpretation placed upon 
it by officials, did not conform to the clear and explicit 
requirements of the rule; the interpretation of the rule, 
together with instructions given employees with respect 
tncieto, actually resulted m a modification of the rale 
although no change m the rale as printed in the rule booit 
was made. The resalt was teat the rule did not corres
pond with the authorized and existing practice, which 
condition should be corrected. 

All the employees involved were experienced men and 
none of them ha a. been on duty m violation cf any of the 
provisions of the hours of service law. 

Respectfully submitted, 

W. P. BORLAND 


