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REPORT OF THE DIRECTOR OF THE BUREAU OF SAFETY IN RE INVES-
O} TIGATION OF AN ACCIDENT WHIGCH OCCURRED ON THE ILLINCIS
CENTRAL RAILROAD AT CHICAGG, ILL., ON FEBRUARY 4, 1933.

March 5, 1933.

To the Commission:

On February 4, 1933, tnere was a rear-end collision
between a freight train and an express train on the llllnois
Central Raillrecad at Chicago, Ill., resulting in the death of
one employee, and the injury of two emplcyees. This ac-
cident was investigated in conjunction with a representative
of the Commerce Commizsion of the State of Illinois.

Location and method of operation.

This accident occurred on that part of the Chicago Termi-
nal Divisilon extending between Chicago and Hatteson, Ill.,
a distance of 27.93 miles, at the point of accident this 1s
an eight-track line cover wnich trains are operated by time-
table, train orders, and an automatic block-signal system.
The accident occurred at 48th Street, approaching this point
from the south there 1s a 45-minute curve to the left 4,980
feet 1n length, the accident occurring on this curve at a
point about 200 feet from :te ncrthern end. The grade from
51st Street to 47th Street 1s 0.83 per cent descending for
northbound trains, after waich 1t ascends slightly to 43rd
Street. The tracks are mambered, from west to east, 1 to
8, 1nclusive, and the accident occurred on track 4, which
1s the northbouand through passenger track.

The automatic block sigrnal involved, signal 4-62, 15 a
color light signal, located cn a bracket pole just east of
track 4 and rear 5lst Street, about 1,600 feet south of the
point of accident, the indications are red and green, for
stop and proceed, respectively. Uncer the rules and 1in-
structions, when & train comes to a stop i1n clear wsather,
in automatic block sipgnal territory, within tne Chicago

dl. Terminal, flagmen are regquired to go back, properly eguipped,
a distance of only from 30 tc B0 faet. Oaing to a city
ondinance, whistle signals are not given for flagmen to go
out, or recalling them within city limits, the whistle being
socunded only 1in case of emergency, or in acknowiedgment of
stop sighals. The weather was clear at the time of the
accident, which occurred at about 1.43 p.m.



Descraption.

Northeounc freight train extra 1833, snown as the Stock
Yaras Transfer, zn rcute from Wildwooa te the Union Ztock
Yards, consistea of 38 cars anc a caboose, Jauled by enpglrne
1533, and Bas in charge of Conauctol Bros and Enpineman
Ricrdan. Ag the signal at 43rd Street governing Cross-
over movements to the tracks of the Chicago Junciion Rallway,
on which the Union Stcek Yards are locatea, J&s nhot dispiay-
ing & ¢lear 1inulcation, and in order to avoid stopplng on
the incline leading to this railway, extira 1633 was brought
to a stop with 1%s Tear end Just south of 43th Street.
Witnin a few secona after stopping ot thils point, the read
of the train was struck by train second Ng. 10.

Northbouna espress irain seccna Mo. 10 consisted of ©
refrigerator cars, 5 asadhead Pullman sleeping cars, and a
caboose, haulea by engine 1147, and was in caarge cf Con-
ductor Peterson and Engineman Jonnson. This traln passed
si1gral 4-62 1n the stop position and ceollided with extra
1833 wnile traveling at a speed variocusly estimated to have
been between 7 and 30 miles an hour.

Engirne 1147 was purtly derailed and slightly damaped.
The capoose of extra 1333 was demoliished, while the four
rear carg sere damaged, one being practically aestroyed.
Tne employes killed was the conductor of extra 1833, wno
was in the cabocse.

Summary of evidence.

Just belfers extra 1633 was brought toc & stop at 4cth
Street, Flagman Woous was stanaing in the door of the
¢cap0ose, looxing vack, ana saw train second Nc. 10 roundaing
the curve in about the vicanity of 53rd Street. He thought
then that 1% vas nct going to stop at signal 4-63, and gave
1t a slgnal, he got ciff nis oan train just oefore 1t came to
a stop, and ran oack violently waving flag signalc to the
firemwan, tnen crossed to ths engilneman's siae, and had gotten
pack about 10 or 12 car lengtns when thée englne passed him,
at shich tiwe ne stated 1t was working steam anu Travellng
at 2 speed of about 35 miles an hour. Flagman Woocas
further statew the cap windows on engine 1147 were closed,
and he did ncot see anyone in the cab, his flzg signals were
not answered, nor aidi he notice any application of the air

brakes. Flagman Woods also stated ne was locking at
signal 4-62 when the caboose of his train passed 1t, ana
at that tise 1t was displaying a stop indication. The

first knowledge any of tne other members of the crew of
extra 1633 had of anytning wrong was when the accident
occurrea.
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Fireman Broomfield, of train second No. 10, said he got
on his seat box i1n the viciniwzy of 56th or 57th Street, and
called the signal at 54%n Street as digplaying a clear in-
dication. There wnas & trein on track 3 at tne 53rd
Street station ana on notifying the engineman, the latter
applied tne alr brakes, but the fireman then said the trsin

was movling and the engineman released the brakes. Wken
about at 53rd Street the fireman called signal 4-52 as dis—
playing a Clear indicatieon and then put in a faire. The

engineman then san the signal when about 10 car lengths
distant, and he also said 1t was displaylng a clear indi-
cation, at about the time the engine passed 1t he asked

the fireman about the indication of the signal at 47th
Street, and on again looking out the fireman saw tne rear end
of extra 1633 and called to the engineman that tnere was

& train ahead. Engineman Johnson thought the fireman
meant the preceding train was at 47th Street and bhad made

a brake-pipe reduction of about 7 cor 8 pounds when the
fireman called again, and the engineman placed the brake
valve 1n the emergency position and reversed the engine.

The engineman and fireman jumpea when asout four car

lengths from the caboose, &t which time the speed, ac-
cording to their estimates, was between 13 and 15 miles &an
hour. Shortly after the acciaent, Engineman Johnson went
back toc signal 4-63 and it sas then displaying & stop lnai-
cation. Fireman Broomfield further stated he was positive
he haa not confused signal 4-62 with tne signal for track

6, about 300 feet south of signal 4-63. He also stated
that after notifying the engineman that there was a train
ahead he saw the flagran, apparently two or three car lengths
from the caboose, wnils Engineman Johnson estimated this
distance to have beern about one car length. Tne state-
ments of the various members of tas ¢rew of train second

No. 10 were to the effect that the air brakes had worked
properly at all points en route.

Air Brake Engineer Streeter stated that ne arrived at
the scene of accident at about 3.30 p.m., and ot that time
the air brakes on engine 1147 ana 1ts tender wers still
applied, ths piston travel on the engine being 33 inches,
while on the tender 1t was about 65 or 7 inches, indicating
that the engine ana tender brakes were in gooc condition
and had not leaked off during this period. A tast was
made of the air brakes or the cars in train second Fo. 10,
subsequent to the accident, and they worked properly tarough-
out the train. He expressed tane opinion that owing to the
previous service agplication, made just prior to the ac~
cident, apparently only a heavy service application was ob-
tained at tae time the brake valve was movea 10 the emergency
POsition.



Signal ILngilneer Morgan stated that irmediately after
the accident signal 4-o7 wag tested and vcrked properly.

Tests disclosed tnat with an englane of the zame T¥pe
as engine 1147, a clear view can o8 ocotainsd of sigral 4-63
from %tae engluneman's siae of a northboura englne Ior &
distance cf 850 fset, +hile Tfrom the fireman s side 11 can
be seen for a,600 feet.

Conclusionsg.

Thais accicent was causea by failure properly to cbserve
and obey automatic blosk-signal indicationy? fer which Engine-
man Jonnson znd Fireman Eroomfield are resporsible.

Firerman Broomfiela was posliive that signal 4-62 was
displaying a clear indication whea he opserved i%d. Engine-
man Johnson, ot one point zn his testimony, sala ne tdok ths
fireman's word for 1t to & certain extent, but he also stated
he saw the signal ano was positive 1t was displaying a clear
indication when his engine passea it. On going pack to
look at 1t after the accident, however, he found it to pe
displaying a stop indication, the flagman of extra 1633 also
stated that 1t was aisplaying a stop indicaticn wisn the rear
of the extra passed 1tT. Unaer these circumstances, and 1in
view of the fact that examineation and test failed to dis-
close anything wroug with the opsratiocn of slms signal, 1%
1s believed that 1t was displaying a stop 1ncication &% the
time train gseccnd No. 10 approaciaea, anu tnat for soie
reason this lnailcation was not properly observea by the
ENgLnE CISW.

The occurrence ¢f this wtciuent in broad daylight, unaer
favorable weather conaitions, an. with zn automacic block-
slgna. system in use, involvirg %hs failure of an experisnced
englne crew, cnce more alrects actention to the necessity
for automatic train control. The use of such & device un-~
doubtedly would have prevented this accident.

Both memters cf the enguine crew of train second do. 10
were experienced men. Tne fireman had a clear record, but
attention 1s callea to the fact “hat tne enginsemal had been
disciplined on geveral occasicns for Tresponsivllity in con-
nec¢tion with collisions, anue for other serious 1nfracticns
of operating rules. The mempoers of the twmo crews haa been
on dquty from 33 %o 45 hours, after off-duty perious of froa
8% to 16 hours.

Respectfully submitted,
W. P. DBORLAND,

Director.



