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INTERSTATE COMMERCE COMMISSICN

REPORT OF THE DIRECTOR OF THE BUREAU OF SAFETY IN RE
INVESTIGATION OF AN ACCIDENT WHICH OCCURRED CON THE
PENNSYLVANIA RAILROAD NEAR ENGLEWOOD STATION,
CHICAGO, ILLINOIS, ON DECEMBER 1, 1924

-1
January 14, 1935,

To the Commission.

On December 1, 1924, there was a rear-end collilsion
between two passenger trains on the Pennsylvania Rail-
rcad near Englewood Station, Chicage, I11., which re-
sulted 1n the death of 1 passenger, and the injury of
19 passengers, 2 employees and 1 Pullman porter The
investigationof this accident was made in conjunction
with a representative of the Illinois CommeTrce Commission.

Location and method of operation

This accident occurred on that part of the Chicago
Terminal Division extending between Colehour Junction
and Chicago, a distance of 14.1 miles, which in the vicinity
of the point of accident 1s a four-track line over which
traine are cperated by time-table, train orders, and an
automatic block-signal system. The accident occurred
on track 1, the westbound passenger track, at a point
1,805 feet west of the station at Englewood, approaching
this point from the station the track i1s tangent and the
grade pracitically level.

Immediately weet of the gtation the tracks of the
Pennsylvania Railroad are crosesed by the four-track line
of the Chicago, Rock Island & Pacific Railway, movements
of Pennsylvania trains on track 1 over this crosgsing and
as far as the next block signal being governed by a home
interlocking signal located on the engineman's side of
track 1. This 1s a two-arm signal operating in the upper
quadrant, the top arm 18 a three-position semiautomatic
signal connected with the automatic block-signal system,
the botiom arm cperates conly in the stop and caution
positions, and when i1n the caution position 1t indicates
that a diverging rcute 1s set up, or 1t may be operated
as a calling-on signal, provided the track 1s clear as
far as the limits of the interlocking plant, abocut half
way between the staticn and the point of accident.



The weather was somewhat hazy and frosty at the
time of the sccident, which occurred at about 7.43 a m

Description

Westbound passenger train No 109 consisted of ¢ne
baggage car, one express car one combination car, one
coach, five Pullman sleeping cars and one coach, i1n the
order named, hauled by engine 7049, and was in chargeg of
Conductor Roles and Engineman Baker, The first and last
cars were of wooden construction, while tne others we;
cf all-steel construction. Train No 109 passed Par
Manor, the last open office, 1 mile from Englewood, a
7.31 a.m , 24 minutes late and made a station stop a
Englewood, 1t departed from that point at 7 39 a m
under a clear signal indication and had proceeded but
a short distance when 1t was brought to a stop at about
7 40 a.m. on account of a broken knuckle in the coupler
on the rear end of the fifth car. The train had been
standing for a period variously estimated at from threge
tc eipght minutes, within plain sight of the station at
Englewood, when the rear c¢f the tralm was struck bty
train No 201

Westbound passenger train No 201 consisted of one
baggage car, one comtinaticn car, oné coach, and three
Pullman sleeping cars, all of steel construction, hauled
by engine 9922, and was 1in charge of Conductor Small and
Engineman Rumell It passed Park Manor at 7 38 a.m , nine
minutes late, stopped at Englewood at 7.40 a.m., departed
at about 7.41 a m. under the authority of a hand signal
given by the towerman, both of the arms of the home signal
being in the stop position, and had atiained a speed
variously estimated from 10 to 25 miles anh hour when 1t
collided with the rear of train No. 109.

None of the equipment was derailed with the ex-
ception of the rear truck of the rear car of train No
109, the rear end of this car was telescoped for a dis-
tance of 10 or 12 feet. Only slight damage wasg sustained
by engine 9992, as was also the case with six of the other
cars 1n train No 109, and four of those an train No. 201.

Sumnary of evidence

Brakeman Flanagan, of train No 109, said that after
leaving the station at Englewood he was walking through
the train when he found that that portion of the train
back of the fifth car was being hauled by the safety
chaing. He brought the train toc a stop by an airbrake
application made by means of the conductor's valve
Conductor Roles did not know anythinz was wroag until the
train had been stopped, he then went to the rear of the
train to obtain another knuckle and said that at that time
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rear of the

the flagman was on the ground a short distance from the/
train, having started t0 go back without any whistle signal

to protect the train havaing been sounded by the engineman
When at the rear of his trezin Conductor Roles also saw
train No. 201 standing at the station at Englewood.

Flagman Bentz said that when the train came to a
stop he was riding inside of the door on the rear of
the last car, he at once descended to the grcund, had
some conversation with the conductor concerning the broken
knuckle, and then continued on his way back to protect
the train, and he said that while walking back he could
clearly see train No. 201 standing at the station. Ac-
cording to his statements he went back as far as the
gastern end of a viaduct over B83nd street, or about 365
feet from the rear of his train, and then pegan to glve
stop signals as soon as he saw the engine of train No 201
pass over the Rock Island crossing ag 1t was leaving the
station. His stop signals apparently were not cbserved
by the engineman of train N¢ 201 and he said that he then
ran westward toward tne rear of hie own train until he
had recrossed the viaduct, all the time trying to attract
the engineman's attention, and finally throwing his flag
at the cab of the engine as 1t passed, he noticed the
brakes being applied on the cars just before the accident
occurred.

Paragraph 8, of the specisl instructicons in the
time~table, cnanges rule 99 of the book of rules, and
reads 1n part as follows:

"When a train stops under circumstances
in which 1t may be overtaken by another train,
the flapgman must go back i1mmediately with flag-
man's signals a sufficient distance to insure
full protection, placing two torpedoes, and when
necessary, in addition, displaying lighted fusses "

Flagman Bentz d1d not use any torpedoes, saying that when
he finally realized the engineman was not going to stop
he was then engaged 1n running acrogs the viaduct ahead
of the train and did not have time to use torpedoes.
Flagman Bentz further stated that he had noted a little
steam leaking from the steam chest on the engine of train
No. 201 but said 1t was not enough to obscure his view
of the cab window and that at no time did he see anything
of the engineman.

The calling-on signal at Englewood was found to be
out of order when train No. 201 was ready to depart, and
the towerman finally gave the fireman a hand signal to %
Proceed As soon as this signal had been communicated
to the enpineman the train departed, the engineman clearly
understanding that this hand signal only constituted
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permiesion to move his train over the Rock Island cross-
ing and that 1t had no bearing on the question of whether
or not the block was occupied. ZEngincman Rumell said
tnat after starting the train he was unable to see beyond
the front end of the engine on account of an excessive
amount of leaking steam, that he 41d not sese Flagman
Bentz at any time although riding with his head out of
the cab window, and that he did not see the rear cof

train No 109 until 1t was only 300 feet distant, and

he expressed the opinion thet he would not have seen

1t at th-t time 1f he had not shut off steam in order

to get a view of the track around the curve The speed
of his train at the timc of shutting off steam was about
15 or 20 miles an hour, and he at once applied the brakes,
opened the sanders, and then reversed the engine, appar-
ently locking the driving wheels. Immediately after the
accident he looked back and he sz1d he saw Flagman Bentz
stanfing just back of the tender of his engine Engine-
rman Rumell felt he had not boonproperly flagged and that
1f the flagman had used torpedoes the accident would not
have occurred. The statemente of the fireman brought out
no additional facts of importsnce other than to verify
the engineman's statement about the view being obscured
by leaking stean.

Investigation developed that engine 9892 was taken
out of service on November 10, 1924, and place? in the
shops at Logansport for heavy running repairs on November
11, the engine being taken out of the shops on November
18. The next trip of this engine was in freight ser-
vice, and the work report made out when the engine re-
turned to Logangport on November 21, indicated that the
only steam leak was a35601nt between the engine and
tender. On November the engine was used on a through
passenger run between Columbus, 0., and Chicago, being
kept 1n this service until November 27, and examination
of the work reports for November 32, 24 and 26, made out
at Chicago, showed that on November 28, the only front
end steam leak was at the left front cylinder cock, no
other front end leaks were reported on any of those
dates. On November 27, the engine was taken from this
run and assigned to Engineman Rumell, between Logensport
and Chicago. On arraving at Chicago on Novembe? 28 he
reported no steam leaks; on arriving at Loganspert on
November 29 he reported that the right valve head was
leaking steam and the work report showed that this was
tightened; no mention of this lesk was made in the work
report at the end of the next trip, nor were any other
steam leaks reported when the enginc returned to Chicago
on November 29. Assistant Road Foreman of Engines
DeWitt rode on the engimr when 1t was operated from
Chicago to Logansport on XNovember 30, the day prior to
the acecident, and a2t a point where a stop was made to
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take on coal he examined the front end of the engine
and found geveral leaks, he did not consider them
serious enough to obscure the vision of the engineman
but told Engilneman Rumell to report them on his arraval
at Logansport. These leaks were shown on the work
report as follows: Superheater velve, right valve stem,
right back cylinder cock, and the release valve on the
forward end of the right cylinder Engineman Rumell
sal1d the leaks which he so reported had not been re-
paired when he took the engine out of Logansport on the
morning of the accident and that they seemed to become
worse as the train proceeded This condition was not so
extreme when the engine was stanfing, but ne sa:d that
when he begsn to work steam 1n starting the trzin 1% was
imposeilble to see ahead until the train had attained a
speed sufficient to ceuse the steam to be blown to one
s1de; he estimated this speed at 20 or 30 miles an hour.
He also stated trnat he had been unable to see anything
immediately after shutting off steam vhen moving at a
speed of B0 or 65 miles an hour  He thought, however,
that the condition of the engine was not sufficiently
dangerous to prevent his operating 1t into the terminal.

. The engine house records showed that the work of
repriring the various leaXs reported by Engineman Rumell
on November 30 was assigned to Mechanic Hagan, and his
work slip indicated thathhe cylinder cock was tightened,
the release valve ground in, the superheater valve Te-
newed, and the valve stem packing tightened and oiled
Gang Foreman Wermes inspected this work and said that
1t was completed in a setisfactory manner, although no
test was made to determine the effectiveness of the
repalrs Gang Foreman Wermes also said that Engineman
Rumell made no complaint concerning the condition of the
engine when he took 1t from the engine house for the
trip on which the accident occurred. Towerman (Clark, on
duty at Englewood, said there was always more or less
smcke and steam around the engines and that he did not
ray particular attention to the matter when train No 301
departed from that point im=ediately prior to the acci-
dent.

After the accident engine 9993 was tested for the
purpcse of ascertaining the extent of the steam leaks
but no excessive leaxs were found Before making these
tests, however, 1t had been necessary to repair the engine
to some extent and 1% 1s possible that in making these
repairs the sgource of some of the leakage complained of
by Engineman Rumell was eliminated.
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Conclusions

This accident was caveed by the feilure of Fngine-
man Rumell, of train Wo 201, propecrly to obsy signal
indications.

Cn account oI the fact thet the bottom arr of the
slgnal at Englewood could nct be moved to the caution
pogition, bteins out of orler 1t was necessary for the
towerman to give a hand signal to proceer ingineman
Rumell thorouzhly understocd thet this hand signal only
governed the movement of hig trein over L€ crogsing,
1t having no beering on the condition of tre block,
Enginemnan Rumcll showld neve owmerated his train at slow
speed prepared to stop short of a train or obstruction,
but ke ckaimed that on account of excessive steam leakage
he was unable to see far erouth aheal of the engine to
observe tze rear of trein No 109 in time %o stop. The
investigntion, however ¢idé not Fevelep thet there had
beon any excessive luakage prior to the trip on which
the zcoident occurred, nor was enytaing discovered which
would support the statements oi tne engineman and fireman
concerning the leakage irmmediatcly »nrior to the occurrence
of the sccident, and 1t 1= believed that Engineman Rumell's
failure to observe the rear of ftrain No 109 in time to
stop was due more to the fact that he was not maintaining
a pioper lookouvt than 1t wes to escaping steanm

Unccr the rulcs flaemen are reguired to go back a
sufficient distance end then put down two torvedoes The
estimates varied considerably s to how far back Flagman
Eentz went for the purposc of protecting his train, but
under the circumstances »f thils case, with the following
train standaing at a stetion approximately 1,800 feet dis-
tant, in caylight, 1t does not apovear that 1t was neces-—
sary for the fiagman to go bach e grest Aistance 1in order
to comply vith the reouirement of tnhne rule that he go
back "a sufficient distance. Undcr tac rule the use of
torpedoes is mndatory when the {lasman has gone back the
sufficiens cistance, but here again the circumstances of
the case nake 1t a matter of zore doubt as to when or
where they ghoulc have beecn put ‘own, and 23 to whether
sufficient responsiovility cen »e attached %o the flagnan
for his failure to use torpedocss to meke this failure
even a contributory ceuse of {tae zccicent

All tre employees 1nvolve~ werc expsrienced men. At
the time of the accident the crew of train Ko 201 had
been on Futy from 3 to 4 hours, after periofs off duty
varying from 14 to 50 houzrs, the crew of traih No. 108
had been on duty abecut 4 aocurs, after from 15 to 28 hours
off duty

Respectfully submitted,
W P. BORLAND,
Director.



