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INVERSTATE COMMERCE COMMISSION

REPORT OF THF DIRFCTOR OF THE BUREAU OF SAFETY IN RE IN-
TTSTIGATION OF AN ACCIDINT VHICH OCCURRED AT THE
INTERSZOTION OF THE TRACKS OF THE CHICAGO & WESTERN
INDIANA AND PLNNSYLVANIA RATLROADS AT SHICAGRD,. ILI..,
ON DECEMBER &, 1528.

January 31, 1929.
70 the Commiseion:

On Decerber 6, 1328, a Chicazo & Eastern Illinois
pagsenger train moving over the tracks of the Chicago &
Veatern Indiana Rgtlroad wag derailled and then collided
with the side of a Pennoylvania Railrord express train
at the intersection of the tracks of the two last-named
roads at Cnicago, Ill,, resulting 1n the injury of one
employee, This accident was investigated 1in
conjuncilion with a representative of the Illinois Commerce
Jommission,

Location and method of operation

Twle accident occurred on that part of the Chicago
& Vlestern Indisna Railroad exsending between Yard Center
and Chicago, Ill,, a distance of 18 mileg. In the
vicinity of the point of accident {thisg 1s a six-track
line, the tracks pbeing numbered from east to west; tracks
1 and 2 are used by passenger trains and train rovements
over tnes¢ tracks are governed by time-table, traln orders
and an automatlc block-sisnal system. Train movements
over the Pennsylvania crossing are protected by an
interlocking plant, and the derailment occurred within
these 1nterlocking limite on track 1, the northbound maln
track, at a derail located acout 100 feet north of the
home signal, while $he collision occurred about 450 fees
beyond the derail, at W, 2lat Street and Stewart Avenue,
waere the Psannsylvania tracks cross those of the Chicago
& Western Indiana Rnilroad. The distant signal,
located 1,240 feet south of the hone signal, at W. 24th
Street, is a three-position, upper-guadrant semaphorte,
night indications are red, yellow, and green, for stop,
caution, and procced, respectively. The home signal,
located Just south of W, 22Znd Streat, 1s a two-positlion,
upper-quadrant semaphore; nizht indications are red and
green for stop and proceed, respectively.

Aoproaching the point of derailment from the south
the track 1s tangent for over 2 miles, this tangent
continuing for a distance of 348 feet north of the home
81znal. The pgrade for noithbound trainsgs 18 prectically
level to a poaint 2,610 feet south of the home signal and
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it 1s then desgcending, varying from 0.14 to 1.7 per cent,
being 0.8 per cent at #he home sign~1l location. Signal
indications can be engily distinguished and there is
nothing to obstruct the view of the home signal.

Under sgpecial instructions contained in the time-table
111l trrins are reguired to come to a full stop at the

crossing, regardlcss of the poeition of the home signal,

o The weather weos clear and the temperature wae about
14+~ above zero at the time of the accident, which
occurred ot about 8.08 a.m,

Descrintion

Northbound C&LEI passenger train No. 30 consisted
of tvo coaches, nruled by Atlentic~type éngine 225, and
was In charge of Conductor Hunt and Engincéman Compbell,
This train left Yard Center, vhere 1t entered on the
tracks of the C&WI Railroad, at 7.33 a.m., according to
the train sheet, on time, madesgveral stops ¢n route,
passed W. 40th Street ~t 8,06 a.m., two minutes late,
passcd the distant signal in the ceution position and
the home signal in the stop position, ran off the derail
while traveling -t a speed variously c¢stimited to have
been between 12 and 30 miles per hour, and then
continued on the ties nnd over three rallroad crossings
a distance of 450 feet until 1t coliided with a
Pennsylvonia trnin vhich was moving over the crogsing,

Train No. 30 was entirely dersiled, but, with the
exception of the tender, which came to rest on 1ts left
side, the eqguipment remained upright, the tender was
separated from the first car = distance of about 6 feet,
Three cars in the Pennsyvlvanles train, two baggage cars
and a milk car, were deralled but remained upright.

Summary of evidence

Engincman Carpbell, of train No, 30, stated that
when 1n the vicinity of W. 28ih Street, At which time the
gpeed of the train was about 45 miles nmer hour, he closed
the throttle, made a service applica*ion of the air brakes
and opered the sanders, Thie anaslication did not seem to
have thc proper effect and he therciore made a second
application, which also was without sny noticeable cffect,
and he sei1d that when in the vicinity of the distant
signal, which he saw displaying a grutlor indication he
moved the brake valve handle to the erorgency positicn,
no relepse having been wede after eicth.r of tle two
previous applications, and nt the rarz 4ire he apmltied
the indcpendent engine brake. Juost vefore rerchin the
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horie 3ignal Fairemnn Qrouch, of his own ~ccoTd, came
over t0 thée ¢nginvmants side of the cab -nd reversed
tie engine, and as the brakes vere pet tnis action

on the part of the fire.an resulted in the driving
wheels becoming locked, the accident occurring
rnecdiately aftervards. Enzinerian Campbell s=1d that
the 21r brake applications did not scem to have the
proper cffect, althougn the apeed vns reduced to a
certain €xtent when the independent bfake was applied.
Engine acn C-npbell further stated that on the southbound
trip with the eame train, made earlicr in the day, the
11T brakes were tested and worked properly en route
wivh the excuption that 1n a couple of instances the
driving ~heels locked, While at Crete, 12.4 milcs south
of Yard Center, prcmaratory to making the return trip
northbound, this being the trip on vbich the accident
occurret, a running test of tlhe air brakes wes made and
they vorked properly at that point =~nd clso at all
other woints en route until jurt Prior to the accident,
w1th the exception that t ¢t o poilnts tac train ran

by o station for a short distance, due to an error of
Jucdgrient on the part of the engincéman. It further
appesred from Tngincman Campbell's stateéments that he
was taoroughly faiilinr with the rceguircrent that all
trains ceme to a stop at the crossing regardless of the
position of the ho i signal; that the ra1l secred to

be all right as far as braking conditions were conccerned;
tn~t he felt he nad taken proper precautions to bring
the trzin to a stop, and that in his opinion the air
brakes failed to apply properly on the train, although
nc vas unable to give any exwlrnaticn for their failure.

According to the statements of Ingineman Campbell
he went off duty on the cay before the -~ccident at 2.45
P.ile, had one drink of liguor, alone, at about 5 p.r.,
ate supper at 6.15 p.m., then read the paper, vent to
bed at B.45 p.m., slept well, got up at 3.45 ~.m,, and
went on duty ot 4.30 a,.n. Ingineman C-ripbell
euphatically denied having had anything intoxicating
between the drink he had at about 5 p.m., and the time
of the accident, saying that he 1s not in the habit of
drirking and that 1t was unusual for him to i1ndulge
but that on this occasion he felt he wanted a little
before supper, and he said tast waille on duty he was on
tnc alert and that Lis mind functiloned as usual.
Angineman Cn.pbell also said that he was considerably
shaken up as a result of the collision and swallowed a
chew of snuff, which made him sick. He then went back
11to one of the coaches to rest and shortly thercafter
tae ci1ty police removed him to a hogpital and he was
exariaed by Dr, C, A, Donovan, a surgeon 1n the police
departuent of the 71ty of Caicego, and also by Dr. 7. H.
Bohart, chief surgeon of the Cwicago & Bastern Illinois
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Rv. The diagnosis of 7w, Ponovan read "Acute
alcchclisr and bruises of 14ft thigh."  The repoet

of Tr., Bohart was to the sffcct that he arrived at the
hogpital pricir to the arrival c¢f the police surgeon

ano at that tirme IZnginemen Carmpbell was 1n the
recelving room, gitting cdown with his head in his hands,
Dr. Bchart reported that the enginecman talked 1n a
rather maudlin manner, appeared hazy 1n his conversation,
and w-lked the length of the room unsteadily. After

the arrivel of Dr. Donovan the engineman wWas removed

to a private roow where some of hig stowmch contents
were reacved, wnich Dy. Bohart had analyzed, the
an~lysig disclosing the presence of alcohol i1n a mnute
guartity, and 1n a letter fo the general manager of the
C&CT Rr1ilroad written on the day of the accident,

Dr. Bohart snid he felt satisfied Engineman Campbell
nad besr drinking,

Fireran Crouch said the engineran shut off steam
1in the vicinity of W. 28th Street and that twe brake-pipe |
reductions were mnde, he did not know &t what points
thegse rcductions were mace bhut sgaid that at sore noint
betvieen W, 28th and W. 22nd Streets he noticed that the
gauge shiowed between 50 and 70 pounds brake-pipe pregsure.
Fireuan Crouch was unable to say how fast the train had
been lloving en route but he cstimated the speed to
have been about 12 or .5 miles per hour when the train
left the derail, at whaich timc the draiving wheels were
gliding, He had noticed nothing unusual about the
condition of Engineman Campbell prior to the occurrence
of the accident.

Conductor Hunt, of train No. 30, stated that he
conversced with Engineman Campbell at Crete and also at
W, 95rd Strect but noticed nothing unusual about hig
condition, ané he felt sure that the engineman had not
been drinking. Conductor Hunt noticed nothing wrong 1in
reTart to the cpeed of the train or the .anner in which
1t was hardled prior to the accident, and he considered
that all tre otopa en route were made with reasonable
acocuracy, althoush at two points the train ran by the
station to a slight extent, and on this point he stated
that more difficulty was experienced 1n making stons
on this run with an Atlantic-type engine than with other
tynes of engines. He thought the air brakea were
applied jusi before the derailment occurred, althouzh
he did not pay particalar attention i1n this connection;
immediately after the acczdent he obgerved that the
brakes were set throughout the train. Brakeman
Robilnson wae riding 1n the Tear coach with the conductor
whon approaching the point of accident and estimated the
specd of the train to have been between 25 and 30 miles
per hour at the time 1t wag derailed, he felt no
application of the air brakes prior to the amccident.
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dsgistant Loverwan Lovett, on duty at the inccrlocking
tower, cotimnted the speed of train No. 30 to have
bcen about 25 or 30 miles per hour at the time of the
derailaent.

Ixzmination of the cguipment made by officials of
the railroad within less than one hour after the
accident digclosed that the independent brake valve
weg applied, with the automatic »rake valve in the
cuergency position, the reveérse lever in back motion, =znd
all aagle cocks omeéen, there was also sand on the rail
aouth of the derail. Apparéntly no exariznation was nade
of the hose connection between the tender and first car
1n the train imacediately aftcr the accident, the air
hose had parted at this point due to the fact that the
tencer brdke away from the car.

Teste of the air brake eguiprment failed to disclose
any defect except thot the crarzing port to the pressure
chamber of the locorotive equapment was partly obstructed.
There 1s a remote possibillity that 1ce had formed in the
n0ge connection between the tender and first car in the
train but nothingz definite on this point was developed.

Conclasions.

Tris accidenl was caused by the failure of Engineman
Crnpbell, of train No. 30, properly to observe and obey
signal indications,

Inginemnn Campbellrrintained that he took proper
prccautionsg to bring his train to a stop 1n obedience to
the cauvion indication displayed by the distant signal
and the stop 1ndication cdisplayed by the home signal, as
well as the requirement that all trains come to sfull
stop at the crossing regardless of the position of the
2isnale, and he attrabuted his failure to stop to the
Tact that the air brakes did not apvuly properly on the
train, The weight of evidence, however, dots net support
such a contention, Aside fron the difficulty expcerienced
1in naking stops with an Atlantic-+type engine with 79-inch
driving wheels, and a lizht train of only two cars, 1t
appears that the brakes operated properly oan the southbound
trip, that they orerated proncrly in uakinzg several
stops en route on the northbound trip, the last such stop
having been made adbout five minutes prior to the occurrence
0¥ toe accident, and that acsording to the engineman'sg
ovn atatement, they hnd cperated properly up to the ftinc
of the accident. Not ornly dees 1t further appear from
tMe enzineman's statements that fthe brakes on the congine
werc setv at the time the firerman reversed the engine,
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but the conductor examipsd the brakes imaediately afiter
the accident and found them set on the cars in the

train, while officiale reaching the scene within a
comparatively few minutes found all anzglé cocks open,
with the brake valvse handle 1n the emgrgency position,
Subsequent tests failed to disclose anything which

would affect the operation of the trakes with the
exception of the partial obstruction of the charging poit
previously referred to; tris condition could have slowed
up the action of the locowotive automatic brake 1n
gervice application but 1t would have had no effect

on an emergency application of the automatic brake or on
the application of the independent brake. Under these
circumstances, with the air brakes in the same condition
a8 they had been throughout the southbound and northbound
trips, 1t seems 1ncredible that an experienced engineman
in full possession of hig faculties could have misjudged
speed and distance to such an extent as +t0 cause an
accident of this kind, and 1t 1s believed therefore that
the engineman wae not in full possession of his faculties
and that this condition resulted in his failure 10
operate his train in accordance with signal indications.
It 1s extremely doubtful, however, that Ingineman
Campbell was under the influence of intoxicating liquor.
Deoctor Bohart said that analysis of the stomach conlents
discloged the presence of alcohol in minute quantity,
while Doctor Donovan in his report stated that Engineman
Campbell was suffering from acute alcoholism., Sy,ch a
dilasnosls geems 1nconsistent when consideration 18 glven
to the fact that (1) Ingineman Cympbell operated train
No«. 31 from 40th Street southward to Yard Center on the
Chicago and Western Indiana tracks and thence to Crete on
the Chicago and Egstern Illinois tracks, a distance of
26.6 rmiles, with a total of 10 gcheduled stops and one
flaz stop en route, that (2) after a layover at Crete

of seven minuves, according to the time-table schedule,
he started northward with thc same equipment via the same
route and made 13 scheduled stops, the last one having been
at 47th Street abhout five minutes prior to the ocourrence
of the accident; taad (3) Conductor Hunt stated that 1wm-
medliately after the accident the engineman was in a dazed
condition and did not know what he waos talking atout but
that he hod not been drinking, that (4) Engineman Campbell
was able aftervirds to describe what took place after his
reroval to th: noepital and that {5) Doctor Boharf sald
the engineran 1mproved rapildly during the one and one-half
hours that Doctor Bohart was at tbe hospital and seemed
%0 e 1n possassion of his faculties when the doctor
departed. That something was wrong with Engineman
Campbell 1s obvious 1n view of the fact that he ran his
train off the derail and tnen continued on the ties a
distance of 450 feet and over three railroad crossings to
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the point vhere 1t c@tBidpd w2trn the Pannsylvanis twaln,
out on the record as ¥4 #Wfands 1t 1s telieved that any
atterpt 10 explain why Zpxincman Cqupbell failed to
ooey saignal 1ndications g a matter of wmere conjecture.

A1l of the employees involved are .wen of long
experience with good records. Engineman Caripbcll enterca
the service of this reilroad as fireman on February 1,
1904, and was promoted to engineman on Ngvember 5,1908.
The enginec crew had been on duty 3 hours and 38 minutes
and the train crew 2 hours and 53 minutes at the time
of the accident, prior to which they had been off duty
13 houra and 45 minutes and 2 hours and 40 minutes,
respectively.

Rgsepectfully submitted,

W. P. BORLAND,

Director.



