1468
INTERSTATE GONMZRCE COMMISSION

REPORT OF THE DIRECTOR OF THE BUREAU OF SAFETY IN
RE INVESTIGATION OF AN ACCIDENT "HICH OCCURRED
ON THE ELGIN, JOLIET & EASTERN RAILWAY NEAR
MaTTESON, ILL., ON JANUARY 1, 1929,

March 23, 1929.
To the Qpommission:

On Januvary 1, 1929, there was afrear-end collision between
two freight trains on the Elgin, Joliet & Eastern Ryrlway near
Matteson, Ill., resulting in the death of one employee. This
accident was 1nvestigated 1in conjunction with a representative
0f the Illinois Commerce Commlssion,

E
Location and method of coperation

This accident occurred on that part of the Egstern
Subdivision of the Joliet Divaision extending between East
Joliet, I1l1l., and Porter, Ind., a distance of 56.70 miies,
this is a double-track line serving as a connection between
various eastern and weéstern trunk lines that pass through the
Chicago District, deliveries being handled between these
trunk lines 1in order to avoid delay and congestion that would
be occasioned were the interchanges made 1n Chicapgo. Freight
trains only are operated over this rallway, their movements
being governed by timetable, train orders and an automatic
block-s1gnal system which affords protection at various points
designated 1n the time-table. The accident occurred on the
eastbound main track about 1 mile west of Matteson, at a point
approximately 30 feet west of ths west crossover switch,
this switch establishing the west yard limit under the rules of
this railway. Approaching the point of accident from the west
the track is tangent for a considerable distance, followed by
a 2° curve to the left 1,183.5 feet in length and then 1,993.1
feet of tangent, the accident occurring on this tangent at a
point about 5C feet from 1ts western end. The grade for
eastbound trains 1s slightly descending.

The automatic gsignal involvad, signal 944, 1s of the three-
position, approach-lighting, semaphore type, 1t 1s located
1,270 feet west of the point of accident. Under the rules when
a. train 1s stopped by a stop-and-proceed signal 1t may proceed
in double-track territory at once at slow gpeed, expecting to
find & train 1n the block, broken rail, obstruction or switch
not properly set, The rules further provide that unless
otherwise provided, bleck signals do not supersede the
guper10rity of trains nor dispense with the use or the observance
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of other signale whenever and wherever they may be required.
There 1s also a provision that during fog or storms all trains
and engines will run with caution and a time-table rule that
extras may pass and run shead of second and third class trains
and extras.

Owing to a snow storm at the time of the accident, which
occurred at about 6 a.m., the view was considerably restricted,

Description

Eastbound freight train extra 574 consisted of 80 cars
and a caboose, hauled by engine 574, and was in charge of
Conductor Brown and Engineman Hahney. This train wae brought
to a stop at Matteson at about 5,30 a.m. with the caboose
about 10 or 12 car-lengthe west of the west crossover switch.
After consuming about 25 or 30 minutes in setting out some
cars the train proceedcd and i1ts rear end had reached a point
approximately 30 fest west of the weest crossover awitch,
moving at a low rate of gpeed, when 1t was struck by train No.
40,

Eastbound second-class freight train No. 40 consisted of
74 cars and a caboose, hauled by engine 708, and was 1n
charge of Conductor McKean and Engineman Berglund. Thils train
left Frankfort, 7.53 miles west of Matteson, at 5.40 a.m.,
50 minutes late, passed signal 944, which was displayilng a
5top indication, and collided with the rear end of extra 574
while travelilng at a speed variously estimated by the witnesaes
to have been between 1 and 20 miles per hour.

The caboose of extra 574 was telescoped about half 1ts
length by the car ahedd of 1t and 1ts rear end climbed
the pi1lot of engine 708, the first two cars ahead of the
caboose were derailled, Engine 708 was only slightly damaged,
The employee ki1illed was the conductor of extra 574.

Summary of evidence.

Engineman Hahney, Fireman Johnson, Head Brakeman Shreffer
and Flagman Cooper, of extra 574, all of whou were riding on
the engine at the time of the accident, were unaware of anys
thing wrong until the air brakes applied i1n emergency from the
rear, at rhich time they estimated the speed of their train to
have been between3 and 5 miles per hour. Engineman Hahney
sald he did not whistle out a flag when his train was brought
to a stop at Matteson, before setting out the cars, as he
thought the rear end of the caboose was inside of the yard
limits. Flagman Cooper stated that he was in the caboose
when his train was brought to a stop at Mattesop, and that
the caboose was about 10 or 12 car-lengthe west of the west
crogsover switch, just outside of yard limits. According to
the statlements of the flagman, Conductor Brown said that
g1ther he or the flagman would have to go ~head, as



i

1 customary 1n order to sgsl-: vith the work at Chicago
Heights, and he 10ld the conduvctor to stay in the caboose
and that he would go, to the best of his recollection no
conversation was had between himz=21lf and the conductor

about the fact that the caboose was outside ¢of yard limits
and that 1t was necessary to afford flag protection. Flag-
man Cooper did not see the conductor leave the caboose prior
to the time he sgtarted ahcad,

Engineman Bergiund, °. tr .n No. 40, stated that helper
engine 718 assisted his Tr-in [from Egst Joliet to Frankfort,
the helpér engine wag at-2xa ¢ Tis own engine and nothing
unusual occurred. At F.ankfo-it the helper engine was cut
off and after the train departzd from this point a speed of
about 25 miles per hour was attained, although subsequently
the speed was reduced somewhet on account of the snow storm
which restricted his view. Wrhen about five car-lengths from
signal 944 Engineman Berglund obs.rved that a stop indication
was digplayed and moved the brake-valve handle around with
the intention of bringing the .rain to a stop by means of a
service alr-brake applicatior but on receiving a warning of
the caboose ahead, shouted from the fireman'g side of the cab,
he moved the brake-valve handle to the emergency position,
and he said that at the time be thought he would be able to
bring the train safely to a stc. Engineman Berglund
estimated the specd of his train to have been about 1D miles
peTr hour when he pesged the signal and about 1 mile per hour
when the caboose was struck. He had not encountered any
fusees or torpedoeg. It farther appeared from the statements
of Engineman Berglund that hic engine was equipped with a
clear vigion windew and wind sheeld and that there was a
curtain or awning over the windos; he had moved the wind shileld
around, as the snow was sticking to the glass and blowing
1in his face, and then he had moved ahead on his seat box and
opened the inside window &2 that ithe frame would protect his
eyes and better enmble hair to see ahead. Engineman Berglund
gave as bils reason for nct haviag the train under full control,
s0 thot he could have brow ht it to a stop at eignal 944,
the fact that 1t was snci: 7 hard, preventing him from seeéing
ahead but a very short dir-ance, and the further fact that he
misjudged the location ¢ the s gnal to a certaln extent,
although he said he was famili r with the territory and fully
aware 0f the location of the signal. Fireman Mjtchsll stated
that he was putting in a fire when the engineman called the
stop 1indication displayed by signal 944 and that he answsred
the englneman without having seen the indication displayed.
Head Brakeman Hgrtnett said he was riding on the left side
of the engine watching for tue indication of signal 944 but
1t was snowing so hard that 1t cut hig face to look out, he
did not see the indiecation d.,played by the signal but he did
see the markers on the caboose ahead when 1t was about 10 or
12 car-lengtils distant and at once callea 2 warning to the



Ny

pglneman. In other respects the statements of Fireman
ﬁl%chell and Head Brakeman Hartneti corroborated in substance
those of Engineman Berglund as to what transpired just prior
to the accident. Conductor McKean and Flagman Boyle were
riding in the cabocse and were unaware of anything wrong until
the accident occurred. With the exception of Flagman Boyle,
who estimated the speed of the train to have been about 20
miles per hour at the time of the accident, thesge employees
estimted the speed to have been from 15 to 20 miles per hour
in the vicinity of signal 944 and from 1 to 5 miles per hour
at the time of the accident.

In connection with the condition of the air brakes on
train No. 40, Engineman Berglund stated that after the
helper engine was cut off at Frankfort nothing was said to him
by Head Brakeman Hartnett, nor did he have any conversation
with any one, as to the condition of the air brakes, the air
was pumped up until the gauge registercd 85 pounds pressure and
Engineman Berglund deemed this sufficient. As the air brakes
were sticking on cars at the rear of the traln 1t was necessary
to make four or five attempts before the train was finally
started. Head Brakeman Hartnett stated that he rode the
helper engine between East Joliet and Frankfort and as the
train was being brought to a stop at the latter point he heard
Engineman Williams, of helper engine 718, the lead engine,
remark about the air not working properly. Head Brakeman
Hartnett therefore told Engineman Williams that he would
notify Engilneman Berglund as to this condition, but on boarding
engine 708, instead of notifying Engineman Berglund that the
air was not working properly, Head Brakeman Hartnett merely
asked the engineman as to how the air was at that time; the
alr was then being pumped up and he was informed by the
engineman that 1t was all right but that 1t was pumping up
rather slowly. Fireman Mitchell heard no conversation between
the engineman and head brakeman at Frankfort relative to
the air brakes and noticed nothing wrong with them, although
trouble was experienced in getting the train started; he did not
pay any attention to the air gauge. Conductor M¥cKean said
that he looked at the caboose air gauge on departing from East
Joliet and alsc from Frankfort and that a pressure of 65 pounds
wae registcred, No alr-brake test was made at Epst Joliet,
the air merely being pumped up after the helper engine coupled
to the train and then brakes were Whmtled off, no application
having been made before the train departed, Conductor McKean
made no i1nepection between those two points but said that the
alr brakes took hold well and that the stop at Frankfort wae
made all right, although 1t was a little rough. After the
helper engine wag cut off trouble was experienced 1n g ting
the traln started, due to the fact that the air brakes .cr-
sticking on some of the rear cars. Conductor lMcKean cut out
the air brakes on the third car ahead of the caboose on account
of a crack in the pipe, and he said that the air brakes had
also been cut out on about the thirty-first car ahead of the
cabooee, by whom he did not know, OConductor McKean felt no
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alr brake application mzde just prior to the accident but

¢1d notice that the speed of the train was being reduced.
Immediately after the accident he looked at tre caboose

gauge but there was no air pressure registered, and on his
way toward the head end of the train he noticed that the
pistons on the cars were out and that there was no air in

the train line. Flagman Boyle ncard the air trakes apply
and said the speed of the train was decrcasing pricr to the
accident, but in his estimation 1t was not reduced materially.
Engineman Williams, of helper engine 718, stated that he
brought the train to a stop at Frankfort by means of a service
air-brake application, the stop was made in the usual distance
and at about the usual place but 1n making a stop the train
vould sometimes surge ahead, indicating that something might
be wrong, and merely as a matter of precaution he remarked
that 1t might be advisable to look over the air. The pump
kept up the air pressure, which reglstered between 68 and 70
pounds between East Joliet and Frankfort. Air Brake Super-
visor Wilson stated that all trains arc reguired to have the
air brakes tested and 100% operative on departing from East
Joliet or any other terminal, the tests being made by air-
brake 1nspectors with the yard testing plant, and no one

has authority to handle any car with defective air-brake
equipment, 1t being ruquired that all cars in the train shall
have the air cut in and working properly.

Conclusions

This accident was caused by the failure of Engineman
Berglund, of train No. 40, properly to observe and obey the
stop indication of signal 944, and by the failure of Conductoer
Brown, of extra 574, properly to protect the rear of his train.

Engineman Berglund did not use the precautions regulred
under the circumstances, but opcrated his train in a blinding
snow storm at a speed which, while probably not excessive
under normal conditions was still too high to enable him to
obey the rules and signals governing the movement of his
traimn. Had signal 944 been approached under full control,
a8 was necegsary in view of the existing weather conditions,
Engineman Berglund could have brought his train to a stop
in time to avert the accident, even though he might have
misjudged the exact location of the signal,

Whether or not Conductor Brown, of extra 574, was
depending upon the stop indication displayed by signal 944
for protection 1s not known, as he was killed in the accident;
the rules, however, provide that block signals do not
diepense with the use or the observance of other signals
whenever and whercver they may be reguired, and had Conductor
Brown propcrly protected his train by flag this accident
could have been prevented.
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A11 of the employeecs invmlved were experienced men.
At the time of the accident the crews of extra 574 and train
¥o. 40 had becn on duty 32 and 22 nours, or less,

respectively, prior to which * ey had been off duty for
periods ranging from 12 hour to & days.

Resgpeci;fully submitted,

LTS P. BORLAND,

Director.



