—

1737

INTERSTATE COMMERCE COMMISSION

REPORT OF THE DIRECTOR OF THE BUREAU OF SAFETY IN RE
INVESTIGATION OF AN ACCIDENT WHICH OCCURRED OF THE
CLEVELAND, CINCINNATI, CHICAGO & ST, LOUIS RATLUAY,
NEW YORK CENTRAL LINES, AT KANKAKEE, ILL., ON

SEPTEMBER 30, 1931 ,

November 4, 1931,
To the Cormlgsion:

On BSeptember 30, 1931, there was & derailment of a
passenger train on the Cleveland, Cincimmati, Chicago &
St. Louls Railway, New York Central Lines, at Kanksakee,
I11,, which resulted in the death'of one employee and the
injury of one employee.

Location and method of operation

This accident occurred on the Western Sub-Division of
the Chicago~White ''ater Division, extending between Indi-
anapolis, Ind., and Kankakee, Ill., & distance of 139,2
miles; 1n the immediate vicinity of the point of accident
this is a single~track line, within yard and interlocking
limits, over which trains are operated by time-table, train
orders, special ingtructions, and the home signal of an
interlocking plant. Kankakee is the western terminus of
the Cleveland, Cincinnati, Chicago & S8t. Louls Railway,
hereinafter referred to as the Big Four Railway, through
trains beyond this point being diverted through what 18
known as the Big Four wye track to the tracks of the I1li-
nois Central Railrocad, over which they are operated into
Chicage. The compass dirsction from the Big Four pags
sgngar station to the wye switch is due west, from which
proint the wye track curves sharply to the right o its
Jjunction with the Illinois Central Railroad, which puns
north and south, the time-table direction of the train
invelved in thig accident is westbound on the Big Four
tracks and northbound on the Illinoig Central tracks; for
the purpose of this report the gatter direction will be
used in this report.

This accident accurred at a derail located 1,960
feet north of the Big Four passenger station, on the Big
Four wye; approaching this derail from the south, beginning
at the passenger station, there are 1,334 feet of tangent
track followed by a compeund curyg to thg right 1,118 feet
in length, with a maximum curvature of 8-, The derail 1is
looated on this curve approximately 626 feet from the
south switch, the curvature at that point being 7° 15!,
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The grade feor northbound treins is 0.31 per cent descend-
ing from the station te the point of accident., The track
18 laid with 105~pound rails, 39 feet in length, with an
average of 34 ties to the rail-length, fully tie-plated,
ballasted with washed gravel to a depth of from & %o 8
inches, and 1s well maintained.

The use of the wye track north of the derail is
governed by a home signal of the interlocking plant of the
Illinois Central Railroad, operated from KX tower, This
signal, which 18 of the 3-unit, color-light type, can first
be seen from the cab of a northbound engine, over the top
of a emall garage and through the branohes of some trees
adjacent thereto, from a distance of about 506 feet, and
Zn unobetructed view may be had from & distance of about

B0 feet.

The weather was clear at the time of the accident,
which occurred at 6.13 a. m.

Description

Big Four passenger train No, 35, operated over the
Illinois Central Railroad from the junction at Xankakee to
Chicago as northbound Illinois Central train No. 38, con-
sisted of 1 mai1l car, 1 coach, and 68 Pullman sleeping cars,
all of steel construction, hauled by Big Four engine 6535
and was in charge of Conductor Xennedy and Engineman Cahlil;
this was a Big Four train crew with an Illinois Central
engine crew, the latter having taken charge of the engine
at Kankakee. Thie train left the Blg Four passenger sia-
tion at Kankakee at 6.10 a.m., cn time, entered the Big
Four wye leading to the junction with the Illinois Central
tracks, and was derailed at the derail while traveling at
a speed estimated to have been between 8 and 10 miles per
hour,

The engine and tender were derailed to the left and
came to rest on their 3eft sides, with the forward end of
the englne 105 feet nortg of the point of the derail. The
forward truck of the fi®sgt car was desrailed to the left on
the fill, the rear truck remaining on the track, The en-
glne was considerably damaged and the firet car slightly
damaged., The gmployee killed was the fireman and the
enployee 1njured was the engineman.

Summary of evidence

Engineman Cahill, of train No. 35, stated that he
relleved the incoming engineman at the Big Four passenger
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station at about 6.05 a.m,, inspected and oiled the

engine, made a terminal test of the air brekee, left at
5.10 a.m., on time, and made running test of the air while
noving at a speed of approximately 15 miles per hour.
During the time this latter test was being made, the engine
passed the point i1n the track where the first view of the
home signal oould be had, and at that point he saw a
vellow indication on the top unit of the home signal and
called this indication to the fireman, who repeated it to
him, After passing the trees and reaching a point where a
clear view of the mignal could have been had, hig attention
wag diverted by the making of the rumning test and looking
back along the train and he was not sure whether he again
looked at the signal indication, being satisfied after see-
ing the yellow indication that the route was lined up for
hig train and could not be changed, At cthat time he did
not think he could be migtaken zbovt t'.> signal indication
but later he said that he might have been. His first in-~
timation of danger was when he noticed that the derail

was open, at which time the engine was within a few feet

of 1t, working steam, and he inmediately applied the air
brakes 1n emeigency.

Brakeman Erown stated that he opened the rear trap door
on the rig:t si1le of the day coach when the running air-
brake tes® was baiag macde, and observed che home signal
over the top of ths enast garage; the midele unit showed &
yellow i1nd.icai.on anc tne imp and bottcr onite displayed read
indications. He did net okserve the suimale agalin, Brake-
man Brown saw fngineman Cahill lookx bacs tovard the rear
of the train atifter t. e runniig eir.-brale test and raise
his hand, and the braleman tonen gave nim an 0K signal. He
could not estirabte the cpeed of the train at the time of
the accident, but he did not believe that 1t exceeded 12
miles per hour at any point.

The statements of Conductor Kennedy and Baggageman
McNutt, brousnt nut nothing additional of importance, The
conductor treought the speed ot {the train was about 10 miles
per Lour at taoc time of the accident, and the baggageman,
who loaked at his watch, stated that the accident occurred
at 6.13 a.m.

Engineman Livingston, incoming engineman who was
relieved Lv Engineman Cahill at the Kenkakee passenger sta-
tion, stated tiatv thn2 mechanical parvs of the engilne were
all right and tn14 th: a1 br %es funciicned properly at
all times beilwecen Irdianzpol.- and Kankskee, and that at
6 a.m., when the tra.n arrived at Kankakee, 1t was broad
daylight and the visibility was gond.
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Big Four Yard Conductor Tewksbury, off duty at the
time, stated that he was at the passenger staticn in an
automobile, leaving there about five minutes before train
No. 35 pulled out. He drove his car to a service station
for gas and then continued on acreoss the Big Four tracks
at Schuyler Ave., about 3860 feet south of the derail. He
saw train No. 35 apvroaching in the vicinity of Indiana
Ave., which 18 between the station and the wye-track switch,
and also noticed a red indication on all three units of the
northbound home signal on the Big Four wye. Conductor
Tewlkksbury said he drives over this crossing three or four
times a day, and, for his own safety, obeserves the signal
on the wye track, and on this cccasion he was positive that
all units of the signal were showing red indications.

I. C. Operator-leverman Kepley, on duty at KX tower,
stated that Big Four train No. 3% and I.C. train No. 10
are due out of their respective passenger stations at the
same time, and he has standing instructions to give prece-
dence to the train that arrives first, if both are of the
same class, On the morning of the accident he was watch-
ing both trains and when I.C. train No. 10 started from
the station firet, he lined the route for it to move from
track 2 to track 3 and gave it the signal, a-d after this
move 11t would have been impossible to give a signal indi-
cation for a Big Four train to move northbound through the
wye to track 3. The last train using the wye track prior
to the derailment passed at about 4.12 a.m. and he then
restored the signal indicatien to normal and opened the
dergil and did not change 1t again. He was unable to
estimate the speed of train No. 35 coming around the wye
but noticed that it was coming faster than usual and it
appeared to him that the englneman worked steam all the way
to the derail. He was pretty sure about this because he
had been watching them approaching Schuyler Ave, aad noted
that they were not coasting along, as they usually did
looking for the signal, He estimated that with the route
lined for a Big Four movement through the wye, 1t would
take a minute and a half to change the line-up so az to
allow a north-bound movement from I.C. track 2 to track 3;
thia would include 50 seconds necesgsary to run the time
release, As near as he could remember, the engine of train
No. 10 was on track 3, crossing over from track 2, vhen the
engine of train No. 35 turned over, and he fixed the time
of the accident as 6.13 a.m.

Chief Signal Inspector Buttridge, of the I.C. R.R.,
stated that he arriyed at the scene of the accident about
7.30 a.m. and made an inspection of the track and the inter-
locking plant. He found that all three lights of the home
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s1gnal were showing red, with the derail in normal or
derailing position, and that the wires in the trunking

had been cubt into and damaged due to the accident., He
then went to the tower and examined the machine and seale.
The switch seals were broken and the signal maintainer in-
formed him that 1t had been necessary to bhreak them in
order to move trains, due %o the track cirecuit being
Camaged on account of the accident. Asgsuming that train
Ko. 35 had a yellow indication cn the top or middle unit
of the signal i1n guestion and that the operatsr wished to
restore the line-up to normal and open the derail, he sald
the operation would take appreximately one minute and that
train No. 35 could not receive a yellow indication on the
top unit of this signal and at the same time find the
derail open, provided he had kept moving at a spced of 10
diles per hour or faster after first viewing the signal
from a point 500 feet away. He further stated that with
a northbound train on the circuit of the plant north of
the home signal on the I.{. main track as was the case
with I.C. train No. 10, and with a line-up to cross from
track 2 to track 3, and with train Wo. 35 on the wye at
Schuyler Ave., 1t weuld have been impossible for the op-
erator to have given train No. 35 a yellow indication on
the top or middle unit unless he had "plugked" the machine,
and in order to de tnis 1t would have taken time and the
seals would have to be b_o%en, and his inspection showed
that the plant had not bteen tampered with in any way. He
also stated that 1t 18 not possible to display a high yel-
low indication on the home signal of the Big Four wye and
a. green indication in the middle unit of the home signal
over track 2 on the I.C. main line, for a movement from
track 2 to track 3, at the same time. When he made his
inspection, nothing had been disturbed that would interfere
with his forming a conclusion as to the cause of the acci-
¢ent, and as a result of his inspection he satisfied him-
self that the accident was caused by train No. 35 Tunaing
through the derail 1n derailing position.

I. C. Signal Maintainer Lyons stated that he arraved
at the scene nf the accident at about 6.20 a.m., and i1m-
nediately inspected the plant and interlocking machine.
rorne of the seals was broken, but on account of the de-
railment certain electrical connections were damaged, inter-
fering with the proper functioning of some of the 1nter-
locking features of the plant, and in order to permit trainsg
to operate over the crossovers and main tracks of the I.C.
R.R. he breke some of the seals on the machine. He broke
them about 6.30 a.m. gnd 1t was his opinion they had been
oa the machine about a month. He further stated that 1f
1.C. train No. 10 had a green indication on the middle
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vnit of the home signal over track 2, to permit a cross-
over movemeat from track 2 to track 3, 1% would have
been 1mpossible for the operator at the same time to have
g£iven a high yellow indication on the home signal located
on the Big Four wye for the movement of train Wo. 35.

Engineman Burns, of I.C. train No. 10, stated that
he pulled out of the I.C. passenger station at 86.10 a.m.
and that the vigibility was good. Approaching the home
signal on the Illinois Central tracks, he recelved a green
indication on the middle unit of the northbound signal over
track 2 when his engine had reached a point between 300
aad 500 feet 1n advance of that signal, indicating that
the route was lined for him to cross from track 2 to track
3. He estimated the speed of his train at 15 miles per
hour and sald he had reached a point very near the X. & 8.
crossing, or beyond the home signal governing his own train,
when he observed train No. 35 moving very slowly on the
Big Four wye and while he was watching 1t the engine scemed
to hesitate and then turned over on its left side. He
applied the brakes on his train, stopped, went to the I.C.
roundhouse and notified them of the accident.

I. C. Train Dispatcher Dougan, on duty at the time of
the accident, corroborated the statement of Operator Xepley
covering instructions issued concerning the movement of
trains through the plant in the order of their approach,
1f of the same clags. Dispatcher Dougan also said that the
normal mevement of train No. 10 was via track 3, while
train No. 35 normally moved from the wye to track 3 and
thence to track 2, on which latter track 1t proceeded
toward Chicago.

Big Four Road Foreman of Engines licHenry stated that
he inspected engine 8535 at 10.55 a.m. as it lay turned
over on the fill and found the independent brake valve 1n
running position, the automatic brake valve 1in the emer-
gency position, the reverse lever in 50% cut off, and the
throttle one i1nch and three-quarters open in the guadrant.
He said that he had noticed in looking at a red signal
which is out of focus, that 1t has a yellow appearance and
in looking at the red signal indications of the home signal
on the Big Four wye, while standing on the ground south
of thie eignal and looking through the trees, the aigh red
signal indication appeared to him to be a sort of a dirty
yellow. This observation was made subseguent to the acci-
dent,

&
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» Ccnolusions

This accident was causged by the failure of FEngineman
Cah11l, of train No. 35, properly to observe and cbey sig-
nal indications.

The evidence is conclusive that the route through the
interlocking plant was lined up for the movement of north-
bound I.C. train No. 10 via track 2 to track 3, this being
the normal movement for that train. The normal movement
for Big Four train No. 35 was through the Big Four uye,
connecting at i1ts northern end with I.C. track 3 and thence
to track 2, and the evidence 1s also conclusive that this
route was not lined for this train and that the signals so
indicated, all three units of the home signal on the wye
track displaying red lights. These were the usual 7ove-
ments of these trains through the interlocking plant each
morning, with the exception that about half the time train
No. 35 would arrive and pass through the plant firsi, and
under these circumstances there was nothing unusual or con-
fusing with respect to the movement of train No. 35 on the
worning of the acclident. Engineman Cahill had been on
this run several years and was thoroughly f-miliar with the
location of the signals, derail, and method >f operation;
on the morning of the accident, however, he looked through
the branches of some trees, thought he saw a yellow signal
indication on the top unit of the home signal, and did not
again look at the signal when 1t came withain plain view at
a distance of about 450 feet. This would have beean a suffi-
cient distance to enable him to stop the train before reach-
ing the derail had he been paying proper atiention to signal
indicaticns.

While Engineman Cahill could have had a clear view of
the home signal at a distance sufficient to enabls him to
stop his train, the investigation developed a situation
which would seem to be 1in need of correction., As previous-
ly stated, the first view of the signal i1s had through the
branches of trees and over the roof of a garage, and it was
at this point that Engineman Cahill thought he saw a yellow
indication displayed on the teop unit of the signal; Brake-
man Brown from approximately the same positinn thought he
saw & yellow indication on the middle unit, while Road
Foreman of Engines McHenry, standing on the ground subse-
quent to the accident and leoking through the trees, said
the red indicatinsn of the top unit seemed to have a dairty
yellow colar. The Commission's inspectors, making observa-
tions under light conditions similar to those prevailing
at the time of the accident, found that the red light die-
played by the tep unit, when obgerved from the approximate
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location i1ndicated by Engineman Cahill in his statement,
was dim and 1ts color difficult to determine. It is
appreciated that :wovements around this wye track are
essentially slow-speed movements, but on the other hand,
1t 18 believed that such changes should be made as will
make it certaln that the indications displayed by this
home signal can be observed clearly and correctly.

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

Respectfully submitted,
W. P. BORLAND,

Director.



