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INTERSTATE COI'MERCE CCIZ'ISSION

REPORT OF THE DIRECTOR OF THT EURZILU CF SaFXITY IN
RE INVESTIGATION OF AN ACC1LIYNT Wrild OCCURRED
ON THE CHICAGO, ROCK ISLAND & PACL-1L AND
PENNSYLVANIA RAILROADS AT BIVIRLY HILLS, WEST
91lst STREET, CHICAGO, TLL,, ON AUGUST 29, 1926.

Cctober 26, 1936.
To the Cormalssion: .

On August 29, 1928, there +as a side collision
between a Chicago, Rock Ielaxd 4 Pacific Railwey passen-—
ger train and a Fenasylvania Railroad freight train at
the intersection of the trecks of these railroads at
Beverly Hills, Vest 9lst Street, Chicago, I11l., result-
ing in the death of 2 employees and the injury of 18
pascengers ~.ud 4 employees. Thig accidsnt vas 1avesti-
geted in conjunction with a renresentative of the
Mllinois Cormnerce Comigsion.

Location and method of operation

At the point of aecident both roads are double-
track lines over which traine are operated by time-table,
train orders, and a manual block-signal system. e ling
of the Chicago, Rock Islaand & Pacific Rairlway extends
north and south, while that of the Pennsylvenia Railroad
extends northwest and southeast, crossiag the tracks of
the Chicago, Rock Island & Poeific Railvay at an angle
of about 23°, The croesing 1s protected by an inbter—
locking plant, the tower being loceted 1n the nortawest
angle of the intersection, Thig interlocking plant, of
the mechanical type, 18 operated by the Chicago, Rock
Igland & Pacific Railway; the machine is a l2-lever Saxby
and Farmer machine.

Approaching the point of accident on the Pennsyl-
vanie Rallroad from the northwest, which by time-table
diTection 1e west, the line 1g,.tangent for more than
one~half mile, followed by a 1 30' curve to the right
772.8 feet 1n length, and then 158 feet of tangent to
the croesing, this tangent extending for a considersble
distance beyond. The grade 1s practically level. There
18 a block office located beside the tracks of the
Penngylvania Railroad at a point 743 feet west of the
crossing; the home interlocking signal governing moverentr
on the Pennsylvania Railrecad over the crossing 1s located
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766 feet west of the croceiae, vhile the deraal, ~hich
15 of the "arton 1ift type, 15 lncited 51 feet east of
the signal, A link-type dedecctor Lei, 42 feet 2 1oches
1n length, overlaps the derail o dictance of acout 3 feely
an approaching train encounters the detector ber 46

feet before rerching the derail. With & wheel of a
train on the detector bar the dersil point and hcne
signal can not be changed. The line of the Chic~io,
Rock Island & Paa fic Railway 1s tangent for sbout |
rmile south of the crossing while the grace 1s descending
ror northbound trains, varying fror 0,75 to 0,86 Der
cent. The hore signal on the Chicego, Rock Island &
Pacific Railway 1s located 3383 fcet south of the cross-—
ing and the derail i1s located oboat 50 feet north of

the signal,

The wether was clear ot tne time of the accideat,
vhich ceccurrcd at obeout 10.357 p.m.

Descrmtica

Pennsylvania eastbourd frerght train extra 7083
congisted of four cars, hauled >y eagine 7983, and wes
1n charge of Conductor Gaumer z.ad Engiaeran Schrecrten—
ghaust. It deparicd from 7l1ct Street Yard at 10.4%
pP.Mm., en route to deliver ¢he four cars to a trara that
wee stalled, oa account of 1 disabled engine, and also
to exchange eagines, 1t stopved *t the block office
near the crogeiny at about 10.52 or 10,53 p.m, Treceived
orders, and departed ghortly afteruw-rds, parced the Lone
signal, which wns digplaying a stop indicatlon, ea-
countered the derail, vhich feiled to perforr 1ts Hrover
function, and while moving over the crossing at a sheed
estimated to have been about 10 miles sn hour the engine
was struck a glancing blow on the right eide by the
engine of the Chicazo, Rock Island & Pacific traina.

Chicago, Rock Island & Pacific northbound pascen-
ger train No. 182 consisted of three ali-strecl sulurvan
passenger coaches, hailed by engine 1537, and wvas 1n
charge of Conductor Postwailer and Enginernan Kauffraa,
It departed from 95th Street station at 10.55 p.n.,
€n time, and while making a ctation stop at 9lst street
collided with extra 7082 while traveling at a speed
estimated to have been between 3 and 10 rmiles an aour,

Both engines were derailed; Penneylvania eaglae
7082 remained upright and wes only sliphtly danaged,
while Chicago, Rock Island & Pacific engine 1337 cone
to rest on 1ts left side, gquite bedly damaged, with
many of the aprurtenances stripped from i1ts right s:de.
The employees ¥1lled were the engineman and fairemaa of
the Chlcago, Rock Island & Pacific train.
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Surrrary of ev:dence

On arrival at the blocl olfice extra 7083 was
brought to a stoy, at vhich ti-e, acrording to Ei1mlne-
nan Sehreckenghaust and Fire an Xllne, the interloclking
signal wes displaying a ¢leaT indication, A ¢learaace
card and train order were received and these eunployees
ge1d that when the train started, z2bout a winute or
two after first stopning, a c¢lear indication was still
displayed at the interlocking signal, and coatraued to
be displayed until the engine was within fron & to 5
car-lengths of the signal, —1th vhich statenent Concuctor
Gaurmer agreed; afler this noint had been Teached they
did not pay any rore attention to the signal indication.
On reaching a point about 230 or 35 feet from the crose-
1ng, traveling at a speed of ebout 10 or 12 miles aan
hour, Engineman Schreckenghaust noticed the Chicago,
Rock Igland & Pacific trzin appreoachiag the crossiag and
irmediately aphlied the air brakes 1n eliergency, wut 1t
wes too late to avert the accident. Engilnenan Scarecken~
ghaust adinitted that he did not obeerve the interlocking
signal vhile passing 1t, th.t there w-o nothing to
obscure his view of the sipganl, such as smoke, fog,
steam, etc., and that after calling tie position of the
signal, immediately after departing from the olock
office, he engaged Conductor Gaumer in coaversation
relative to the work to be nerforred and noticed aotning
unusual while pacring over the derail. After the acci-
cent these emnloyees observed that the deraill was
damaged; the engiaeman and fireien also noticed that
the 1nterlocking signal was displaying a stop indication,
and the engirneman stated that 1f the derarl and signal
were pet againgt his train it rmust have been done before
his engine reached the detector bar. Flagman Murphy,
who was riding on top of the rear car at the time of
the accident, there being no caboose, stated that the
interlocking signal was displaying a proceed ipdicetion
when the train first stopped at Beverly Junctiba tower,
but that he did not notice the signal after departing
from the tower, nor did he notice an air-brake applica-
tion irmediately before the accident. The statements of
Head Brakeman lfatthews brought out nothing additional
of importance.

None of the surviving members of the crew of train
Vo, 182, the Chicago, Rock Ilsland & Pacific train, had
ary knowledge of anything wrong before the accident oc-
curred, Conductor Postrerler stated that the air broakes

._—Qgphls train worked properly ca route, no trouble being

cXperienced 1n making various stops. He 2lso gald

that before Engine-an Xauffrian died the engineman 11—
formed him that the signals were clear for his train.
Brekeman Ditmars stated that after the accident he ob-
served that the route was properly lined for the Chicago,
Hock Island & Pacific traain.
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Torerman Brown, stationed at the interlocking
tower, steted that he lired the route over the crosc-
1ng for the Teansylvar-ia train at abeoat 10,53 D.r.,
but cn cbaerving that troin stso at the Penasrlvalla
block office he changed the route, lining it for clhe
Chicago, Rock Island & Pacific trnin, he was of the
oninion that the Pennsylvania trainw as stopred at the
time he changed $ ¢ route, and ras unible to accouat
for the fact that 1t was not derailed when 1% eacounter-
ed the Aerall east of the signal. Towerran Brovn
gatimated the sreed of the Pennsslvenia train to have
been about 20 miler 3n hour at the tive of the accidext.

Superintendent of Signals and Telegravh Laatz,
of the Penasylvania Hallroad, stated that he i1nsnccied
the derail after the accident. It shored i1ndications
of having been Tui over while i1n normal position, the
point rail beiag curved nd twisted, and marked Lve
entire length on the gauge side, apparently by a wvheed
flange. The angle bars were twisted and the bolt in
the angle bar on the tollower-rail end was broken,
vhile a >wece adout 2 feet loag was broken off t:e end
0f the folleear rail nert to the point rail, liarks on
the base and head of the stock ra1l indicated that the
point rail hed beea forced tight agniist the stock
re1l the entire length of the point rail, the spoikes
and tres i1ndicated thot the etock rai1l had been Husghed
cutwvard =bout 3/4 inch et a woint 4 feet from the est
end of the derail, There wvere 2lso marks on toy of
the point rail apparently made oy vheel flanges. Tae
lifting rall was barely marked on top and on the gauge
side. The taz1l clips on the 1ifting ead rerc bent, in-
dicating that the rail had been cubjected to aax outuard
rolling pressure. The operating rod, from the s itch
adjusirent to the escapement crank on the suiter and
lock rcwment, was bent slightly cownwerd indicating
that 1t hacd been under more than norral coOrpressiod,
Ingpection and test of the interlocking machine by
officials of both roads indicated that the mechanical
1o§i1ng was in good condition and had not been tarpered
11th.

Conclusians

This accident wes caused priuvarily by the Tailure
of Enginerman Schreckenghaust, of Peaaeylvania extra 70823,
properly to observe and obey the indication of the inter—
locking signal governing train roverncnts over the cross-
1ng.

Under the interlocking rules of the Penasylvaala
Railroad, if a signal, nermitting a train to proceed, 1s
changed to a stop signal before 1t 18 reached, the cto»
mist “e rade at once. Enginenan Schreckenghaust dintted
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that he engaged Ccnductor Gpurer, who was riding on the
engine, 1n conversation slhortly after deonarting fro. the
block office and that he J1d not observe the 1aterlocking
signal while pasclag 1t or aen 12thin a few coi-leagths
of 1t. A:itcr the accadeat the signal was found 1: toe
ctop mosition, oné as 1t could not have been cazazed
rftervards, 1t 1s clear thet 11t must heve been 12 the
stop position vhen pacsed by extra 7082, Had Enclaeran
Schreckenghaust been maintaining a proper lookout ke
could have seen this stopn 1cdication kefore his eghgine
passed 1t and the collasion »robably would have Seen
rrevented.

The 1nterlocking rules of tile Cricago, Rock Island
& Pacific Railuny reauire that, vhen necessary Lo change
any route for which the signals Lave been cleared for
an approaching train or engine, the signals may be
placed i1n the normal position, but the drails, swiiches,
or movable Doint frogs riust not be changed until the
train or engine for which the signals were first clesred
hag stopped, and under tue i1nterlocking rules of the
Penngylvanria Railroad 1%t 18 required that, 1f necessary
to change any route for which tae signals have been
cleared for an aposrcaching train or engine, swWitclhes rust
not be changed or signals cleared for any confliclting
route until the train or engine, for which the =icanals
were first cleared, has stopped. Toweran Brown main-—
trined that he was of the oninion that the Pennsylvania
trean was stopped at the time he changed the route.
Vhether or not he changed the route at that time or just
after the trairn departed from the junction tower the fact
sgr4ins that the route was changed immediately prior to
the collision., Had Torerman Brown not changed the
rcute practically in front ot the Penagylvanra trein the
collisaion probably would not have cceurred.

Insnection of the derail afiter the aceidént dis-
closed that 1t hizd “eea Tua over while in normal, or
derailing, nosition. Failure ol the lifting rail to
raise the engine vheels over the south runiing reil Her-
mitted the flanges to remain on tre rauge side of the
rail, thereby crowding the left rheels agaicst the point
rarl with such force that theyO~pound point rail, not
being fastened securely at any vpoint, was unable,to with-
stand the -ressure exerted againet 1t and consequently
gave way, the wheels continuing on the securely splked
and well maintained 100-pound running rail. Marke on
the left front driving wheel 1ndrcated thet this vas the
vheel which beat and twisted the point rail., The weight
of the engine, which was 591,200 pounds, engine aad tend-
er loaded, apparently contributed to the failure c¢f the
derail to function thereby raising a doubt as to rhether
or not this type of derail can be denended upon to func-
tion wroperly under simlar circumstancec. Had tae ce-
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Ta1l functioned pHronerly ihe ceollirion vould aot have
ccecurred.

¥one of tl.e erployvees 1avclved had beea on duty

1n violation of aay of the provisiorns of the hours of
service lawag.

Regpectfully subratted,

%. F. BORLALD,

Director.



