
1310 

INTERSTATE CO rtERCE COI'MSSIOF 
REPOPT O F THE DIRECTOR OF 1 3 EUFEAU OF SAFETY IH RE' I N ­
VESTIGATION* OF AH ACCIDEHT "* HTCH OCCURRED AT THE IHTER-
SECTICH OF IHJ TRACES OF THE HE7 YORE, CHICAGO AHD 
ST. LOUIS RAILRO. D AHD THE PHY "SYL^AH11 RAILROAD 

HEA~ TOPT IHD , OH UVH.HEER IG 193s. 

Decenter 13, 1926. 
To tne Co.n'ission. 

On "overber 16, 1926, there was a side oolligioii 
between a passenger train on tne "ew York, Chicago and 
St Louis Railroad aid a fr.ighc tram of the Pennsylvania 
Railroad at tne intersection of the tracks of tne two 
railroads near Ho: t *~\ yne, ir,d. , which resulted m mc 
injury of mree emoloyess. 

Location anc1 : et lod of operation 
This accident occuired at tne intersection of 

tne oouble-trac"1. line of tne Cnicmo D i v m o i of tne Hew 
York, Cucago and St. Louis ^eilro^d with ^ sm~le-Lraok 
Itie of the Pennsylvania Rail roc d Tne Chicago Division 
of the first-named road extends between Cnicago, 111., 
and Fort -a.yne, Ind. , a distance of 153.1 miles, and 
tram ^overrents are governed by time-table, train orders, 
and an automatic block-si0nal system. On this line there 
is also an automatic tram-coxitrol system m service, the 
territory covered exbcnoin_ from tne outskirts of Chicago 
and terminating ab signal 373, wnich is located just west 
of m e point of accident, Tne automatic signals involved 
are signrls 374 and 373, located aproximately 5,000 and 
400 feet, respectively, ;vest of tne crossing. These 
signals arc so controlled as to ooerate m two positions 
only, caution and stop, and the track circuits control­
ling signal 373 arc looped around the Pennsylvania cross­
ing. 

Arjroacln^ the crossing on the line of the 
Hew York, Cnicago and St. Louis Railroad mere is a, curve 
to the riGht of 3° 02 1 mich is 986 feet in lengtn, fol­
lowed by about 1,775 feet of tangent track extending to 
tho crossing and for some diat nc~ beyond. The grade is 
Q..661 jc r cent de seeming for a snort distance. 

There is no interlocking plant at tho crossing, 
train movements h e m governed by a board, on \ m e n there 
are two red imts, mounted on a m m t located immediately 
Cast of tne crossing. 'Hhen m tho horizontal oosit ion 
tnis DOarcl or target indicates that trams on the Hew 
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Yorl:, Cucago and. St. Louis R ilroc d , ny proceed, and 
uncn in ths vortical position it ruthori^es Pennsylvania 
Lrams zo use th.1 clossing. In idcition, on tne Hew York 
Chicago and St. Louis R-ilro-'d chare is a stoo board a 
short distance west of the crossing, while there is also 
a rule m tne time-table wnich requires all oastoound 
trains to stop clear of the crossover located immediately 
\ eat of the crossing and then to proceed only on signal 
from the switch tender. 

The weather was misty at the tune of the accident, 
ivjica occurred at 7.47 or 7.48 p.m. 

Description 
Eastbound passenger train Ho, 4 of the Hew 

York, Chicago and St. Louis P-ilroed consisted o: two re­
frigerator cars, tnrec baggage cars, two coaches, one 
Pullman sleep in.- car and one dining car, hauled by engine 
163, nnd in cnarge of Conductor E. J. Harper and 
Engineman Vicory. According to the tram sheet t m s 
tram passed Hndley, tne last open office, 4 miles from the 
oomt of -ccidont, at 7.44 p.m., and mortly afterwards 
it collided with a Pennsylvania freight trim which was 
occupying tne crossing. 

Engine 133 ronnaoc upright and was not derail­
ed. The rear truck of th^ tender was derailed, 1 hile the 
first refrigerator car was overturned, slight damage i.rs 
sustained by the second refrigerator car. Three of the 
cars m tne- Pennsylvania freight trair and the forward 
truck of -notner car w^rc derailed. 

Summary of evidence 
Sr.: m e man Vicory, of tram Ho. 4, stated that 

signal 374 was dmplaym^ a caution indication as his 
tram approached it, to estimated the speed of his cram 
was then about 60 miles per hour. He stated that he oper­
ated the forestalling feature of the automatic train-
control device, and at the signal location made a 10 or 13-
pound brake-pipe reduction, tne brakes applied prooerly, 
and speed was reduced to about 25 miles per hour. On 
reaching the begnning of the curve he made another brake-
pipe leduction of S or 10 pounds, but tms second applica­
tion did not nave any apparent effect on the speed of the 
tram. After roandm; che curve nc saw the freight tram 
on the cropsir." vi ,n tn? crossing r-igral m tne stop 
position, in nil e automatic signal 373 was mi the caution 
position, and wnen about cignt car-lengths distant from 
signal 373 ne placec3 the Drake v-ilve m the emergency posi-
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tion, ho did not tnmk ho obtained an emergency effect, 
but thought tno speed of tho trim had boon reduced to 
about 3 or 4 miles an hour by ttn. time tno collision oc­
curred. Enginenm Vicory -Iso s^id that he did not 
release the brakes at any time after making tno first 
brcke-pipe reduction 17ncn he y m a shod what ne con­
sidered to have beo_ t n o cause of tn^ accident, Engine man 
Vicory replied tn^t it was due to mis judgment of soeed, 
together i ltn tne cnnaitien of the rails, adding tnat he 
must have misjudged tno speed all the way up to the oomt 
where he moved tne brake-valve handle to the emergency 
no sit ion, but he also aa.vor.cod the tneory that his failure 
properly to control tho speed of tne train might have been 
duo to tno fact that there was an uneven place m tne track 
on tne curve approaching the point of accident, and the 
sway of the eiv ino while passm; tnat oomt may have 
caused his nand, vnich was restm 5 on tne brake valve, to 
j ovo tne crake-valve nandle from lao to noldmg position, 
thus resulting m tno release of tne tram crakes without 
a brake-pipe exn-ust whicn would nave warned m m of what 
wms taking Dlrce. According to his statements the air 
brakes had worked properly when making all of the various 
stops en route from Chicago to tne point of accident. 

Fireman Hickman said h& called the indication 
of the distant signal, which was acknowledged by the 
engmeman, and tnat after rounding the curve ne savJ the 
crossing signal m tno vertical ne sit ion,, indicating that 
nis tram shoild bo brought to a stop, while no cmld also 
see the cars of tn^ Pennsylvania freight tram on the 
crossing. Ho also stated that when the engmeman saw 
the frcipht tram on tne crossing he made an emergency 
application of the air brakes which reduced tno speed of 
tho tram to about 2 0 miles an tour just before the cross­
ing was reached. 

Conductor E. J.Baroer said tne brakes hod 
been awplied beforo tne train reasoned tho curve and he 
thougnt they ^ere afterwards released. Shortly before 
the crossing was re ache a he felt tne bra.kcs apply m 
emergency, at mich time tho speed 'was about 2Q miles an 
nour. Hi a statements were practically corroborated by 
those of Brakeman E. S. Harper and Flagman Emory, except 
tnat the flagman did not 'mo1 whet nor or not tne brakes 
were released after tne first application. 

Track supervisor Parkhurst, who was riding 
on tra.m yo, 4, said the train roundea the curve at a rate 
of speed which ,as much nighcr tnan usual and tnat the 
first application of the air brakes wmch he noticed was 
made wnen one tram vas rapproacouig the crossing, although 
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he said other applications might have been made without 
attracting nis attention. After tne accident he heard 
the engineman tell some one that he had supposed ne was 
approacning signal 373 and that when he discovered his 
tram was approacning the crossing it v.as too late to 
stop Engmeman Vicory, However, said tnat he did not 
remember making any such statement, and in this connection 
it is to be noted that he had been employed as an engine-
man for a period of 23 years and had been assigned to 
tram Ho. 4 since January 1, 1926, and there ivas nothing 
to indicate tnat he was not familiar with the signal 
locations. 

After the accident inspection of the brake 
valve on engine 163 disclosed that it was m mod condi-
t ion. 

Conclusions 
This accident was caused by tne failure of 

Engmeman Vicory, after having operated the forestalling 
feature of the automatic train-control device, properly 
to control the soeed of his train and to bring it to a 
stop at points wnere stops were reauired by rule and by 
the stop indication of the signal governing movements over 
the crossing. 

Under tne rules m effect on tnis road the 
caution indication wnicn Engmeman Vicory received at 
signal 374 authorized him to moceed to tne next signal 
prepared to stop and at a soeed not exceeding 25 miles 
per hour. According to Engmeman Vicory 1 s own statement 
the speed of his tram when passing signal 374 was about 
60 miles per hour and it was not reduced to the prescribed 
rate of 25 miles per hour until about the time he reached 
the beginning of the curve, approximately naif m y through 
the block. Engineman Vicory said he then made a further 
orake-pipe reduction but tnat tnis was without effect. 
Otner member? of tne tram crew felt no further applica­
tion of tne brakes until the emergency application was made 
just a few seconds before the collision occurred. 

Engineman Vicory offered two possible explan­
ations for m s failure to properly control the speed of 
nis tram, first, that he underestimated the rate of speed 
both at tne time he made the first application at signal 
374 and as ne approached the crossing, and, secondly, that 
he may inadvertently, because of the staying of his engine 
when passing over a. rougn point m the track, have moved. 
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the brake valve from lap to holding position, which would 
cause tne tram brakes to release without his knowledge. 
Either of these explanations is plausible, but neither 
of then relieves Tngmeman Vicory of full responsibility 
for his fmlure properly to control his tfam. 

Tlest of the point of the accident there is an 
automatic tram-control device in service. Had this ue-
vice been allowed to function, an autoratic application 
of tne brakes would have occurred at the track element 
located a short distance î est of signal 374 and the tram 
\vculd undoubtedly nave been stopped before reaching signal 
373, end then -era in No. 4 would probably have approached 
tne crossing ^t lo» speed, under full control, and the 
accident i ould have been urevanxed. However, the engine-
man forestalled the operation of the automatic tram-
control dlevice, vihich v,as an acknowledgement on his part 
that he had ooserved the caution indication of the auto­
matic block signal, and it was than incumbent upon him 
to control the speed of his tram ?s required by signal 
indications and by the rules of the railroad company. His 
failure to do GO, tor wnich tnere appear to be no mitiga­
ting circumstmces, isas tne direct cause of tins accident. 

The employees involved viere experienced men 
and at tne tine of the accident none of them nad. been on 
duty in violation of the provisions of tne hours of service 
law. 

Respectfully submitted, 

TV. P. BORLAFD, 
Director. 
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