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INTERSTATE COMMERCE CQMMISSION

e e

REPORT OF THE DIRECTOR OF THE BUREAU OF SAFETY IN RE INVIST-
IGATION OF AN ACCIDENT WHICH OCCURRED ON THE CIHICAGO &
WESTERN INDIANA RAILROAD AT CdICAGO. ILL , ON JUNE 15,
1933,

July 17, 1923.

To the Commission:

On Junz 15, 1323, there was a rear-end c¢ollasion
between two Cnesapeake & Ohio freigot trains on the tracks of
the Chicago % Testern Indiana Railroad at Chicago, 111 ,
which resulted in the death of one ewnplovee and tae injury of
four employees This 1nvestigation was made i1n conjunction
with a repressntative of the Ll1lincis Cormerce Commission.

Lonation and metood of operation

The Chicago & Western Indisna Failroad 1s 2 terminal
company, its tracss being used by passenger anc freight trains
of warious rairlroads entering Chicago and in making inter-
change deliveries to other rallrcads in the Chicago district.
The Chesapeake & Ohio Railway 1s a ctenant line and operates
over the tracks of the terminzl company between Hammwond, Ind ,
and Chicago, I1l.; under special 1astructions contained in the
time-table of the ChLesapeake & Ohio Raillvay, trains are gov-
erned by the time-table and book of rules of the Chicago &
Western Indiana Railroad between Hawmmond and Chicago.

The accident occurred on that part of trhe Chicago &
Testern Inailana Rallroad externding between Dearborn Street
Station Chicapgce, and South Hammond, Ind , a distance of 23,3
miles, over ~fhich traias are ¢perated by time-table and traiag
orders, nc block-sigral system being 171 uss on tae freight
tracks of this laine Between 68th Street aad Pullwan Junc-
tion, a distance of approximately 11 8 miles, there are four
tracks, fwo of wnich are used for passenger traffic and two
tracks for freigant traffic, but between 80th Street and State
Street the passenger and freight tracks are not adjacent, 30
that the freight tracks in the vicinity of the point of acci-
dent formr practically a double~track line. The tracks of the
Chicago & Testern Indiara Hailroad are parallelled on the
east by two tracks of tne Belt Railway of Chicago, and on the
west by the tracks of the Dalton branch of the Chicago &
Western Indiana Railroad, so that the exact location of the
rear of a train on any of toese tracxs, standing at Vincenaes
Avenue, the peoint of accident, can not be easily determined
from an approaching train. All trains are rejuirea to stop
at BOth Street, Jjust north of Vincennes Averue, and proceed
oenly on hand signal



.

Approaching the point of sccident from the south,
beginning a2t 87+h Street, vuners 1s a %angent 1,400 feet 1n
length, %asn a curve of 3° to the rigat, 1,100 feet 1n length,
followed by a tangent 2,000 feet long, the acclient occurring
on the 3-degree curve about 250 feet from 1ts nortnern end,
the grade 1s 0.3 per cent ascending Sor about 1,100 feet t0O
the point of acecidsnt 80l1d concrete supports of an overhead
bridge 1,530 feet soust of the point of aczidsnt restrict cthe
view until after the bridgze 1s passsd. Tne weather was cloudy
at the time of the accident, which occurred at about 3.55 p.m.

Descraiption.

Northhound Chesapeake & Ohio freighkt train extra 3239
consisted of 48 cars and a caboose, hauled by eagine 329, and
was 1n charge of Conductcr Ctewart and Enginerman Patton. It
arrived at the junction at 8Jth Streelv at 3.14 p m , and
while standing at this point, with 1ts rear end just south of
Vincennes Avenue, 1t e sutuck by extra 498

Nerthhound Chesapeake & Ohio freight train extra
428 comsisted of 11 zars and a cabocse, hauled Yy sngine 438,
and was in charge of Conductor Glessner and Engineman Bammond.
This train left Pullman Jurction, apnhrcximately 11.7 miles
south of tae point of accident, at 3 29 p. o , and struck the
rear erd of extrz 339 while running at a speed estimated to
have been about 30 wmiles an hour

The cabooss and the two rear cars of extra 339 were
destroyed Engine 498 camne to rest %o tas left of the track
on 1ts side, badly damaged; the tendsr was als?2 derailed and
lay at right angles tc and close aga-zast the boiler head, two
cars of tals train were also slightly wamaged The employee
killed was tre engilasuman of extra 4933

Suarary of evidence.

Erginewan Patton, of extra 323, sald that after
stopping a1s train at 80th Street, on aczount of a train
ahead, hs could see the cabooss of his train and saw the
flagran go back a distance of what appeared to be two or
three car lengtus, after which he paid no further attention
t0 the fliagman He also said that he always approached this
vicinity under ccntrol, prspared t0 stop, as 1t 18 not un-
usual to find a train waiting at the swiiches at this point.

Conductor Stewart, of extra 328, said that upon the
arrival of hisg train at 80th Street he went anead to attend to
an overheated journal, but before leaving the caboose he in-
structed the flagman to protect the rear end, and he saw the
flagman take a red flag and g0 back about 5 or 10 ecar lengths,
from which point he said a ciear view of the track could be
had for about three-fourths of a mile. He was at about the
middie of the traia at the time of the ¢ollision, and did not
5€e Or hear extra 496 approaching
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Flagman Hart, of extra 329, said that when extra 3239
stopped, Conjuctor Stewart started ansad, out vefcre deing so
instructed ham to provect the rear of ths train He said he
went bacs abcocut 4 car lenzgths, from which point be saw extra
498 when 1% appesred at tae overhead bridge, a distance of
about 1,50C feet south ol *the poirt of accicent He at once
started to give stop signals, at the szame time proceeding south-
ward, and had reached a point about 13 car lengths from the
capccse, on the right side of the track, wnen engine 498
rassed him, s%111 working steam, ani collided witn the caboocse
cf extra 329  After the collision Flagman Hart said that he
w18 nearly cpposite the caboose of extra 488,

Fireman Boswortn, of extra 488, said that shortly
after leavirg Pullzan Junction he sav a Pennsylivania train
running on a track parallel to that on whicn extra 339 was
running; although tae spesd of the two trains was higner than
customary, notring was sald and be did not know whether or
not they were rTacing He estimated the speed cf the tra:in
approaching tae cverhead bridze south of the point of accident
10 nave been apout 25 or 30 miles an hcur, and as he was
Tiding on tke outside of the curve he did not know of the
train an2ad uncil tne brakes were applied and the engineman
called to the other employses in the engine cab to "unlcad",
the collision occuring imsealately afterwards.

Conducter Glessner, of extra 495, who was riding cn
the engine, stated that after leaving Burnside, a station 0.8
¢f a mile nortn of Pullmar Junction, there was a Pennsylvania
freight trzin on tae right, running parailel to extra 498, and
al though he di1 not concider that tne tso traics were racing,
the engines were about orpcsite and running =0 fast that at
B7th Street “e stepped across the cab ani tolid Fngineman
Hammond to slow down, as the speed of his train =2pprcaching
the curve mas sucn tkat ne felt scme uncertaianty as to whether
1%t could remain on the track, out all the eangineman did was to
turn and lcok at him Shortly after passing the overhead
tridge at 87tn Street he lcoked ahead and savT s caboose around
the curve and also a flagmen, but was not able to say where
ihe flagman stood with relation tc the cabcocose. The caboose
was about 15 car lengtas distant, and he jumred when about 6
car lengths from the caboose, being tesvorarily stunned and
sustaining minor injurles. When he rega.rsd ccnsciousness he
saw Flagman Hart approaching from tne south He stated that
his train was moving at a speed of abtou’t 20 miles an aour at
the time of the collision.

Flagman Pitman, of extra 498, stated that an air-
brake test was made before leaving tane yara at State Line, at
which time all of the brakes were operative, and taey 2180
worhed properly en route He stated that he felt no brake
application Just prior toc the collision



~4-

Tne enginenan of tae Pennsylvaala freighs train
which was rumminz on the adjacent ftrack szid his train left
the Ill:ncis Central crossing at Burrnside ahzad of extra 4©8,
and that he increased tne speed to about 35 wiles an hour by
the tige tne svera=2ad oridge south of ftae pount of accident,
TS reicied, ae tnen made an alr-9broke applicatlon and Was
passed by extra 4S3. Just after passing the overaead bridge
he oaw tue rear end of extra 329 and waen r.ot more than 1C oc
15 car lengths from 1t s a flagman et cff the caboose He
stopred his train scort of tne poiav of accident, ana as there
was no ohstructioa to tns vies of tne eaZinewrn of extra 498
he thought tnat enzinezzn had tne sane opporiunity of seeing
the traic anead and stopping wrthout coillidang with 1t. The
head braseman of the Pennsylvanla tralg was riding on the
front and of the ea,ine, and 25 extra 498 passed ain he said
he sar tne fireran of 41s traln giving signals tc the engpine-
ran of extra 4885, no attentioca reing paid to these signals.
The conductor of tne Penasylvania train, whe 7as riding 1in
the first car, sald extra 488 overtock nts train avout 10 or
13 car lengtns froa taoe caboose of extra 3892, at aocout tals
tiwe he san tue flagwman zet off tas cavoose, and tae conductor
at once gave stop s1.nals to the eagine.an ¢f extra 423 and
alsc called to his, but without resuvlts.

Ez2ction Foreran Sweeney, of the Chicago & Testern
Indiana Railread, w#as o3 the Dalton Branch tracks, and said
he saw tne Tlagman of extra 329 asoout 200 feet souts of the
caD00se, walking tomard extra 428, giviag stop signzls.  Agent
Dusman, of the Bzlt Failway of Chicazo, stationed 2t 874a
Strest, estiuated *ue sneed of extra 498 when passing nis
office t0 have beern about 50 miles an hour.

Conclusicns.

This aczirdert —as caussl =7 Sae fallure of Engineisan
Hammcon 1, ¢f extra 488, %0 malustain a prorer lookclt and o
operate his ¢rain unler preoper contrel approaching a point at
which 21l trains are re,uired to stcp.

’._I

The aviierce clearly 1andicates taas extra 438 'mas
being oneratad at ar unrcasonzble mats ¢t spzeld, and 1t 1s
Delieved Engineman Hamaond was so fully cccupred 1N Tacing
with thne Pennsylvania train that he neg.ectsd to waintain a
proper looxkcut of the track anead. Tne firziaan, together
with another employee not 3 wmewper of cne ¢rew, was riding on
the left si1de of the englne and could not see tne track ahead
on account of the curvs Conduc tor Glessner was 1n position
to know tnz exlsting situation; he coasidered i1t sufficiently
dangerous to tell the englneman to reduce speed, ana the
conditions vere such that wnen tns enziinesan failled to heed
this warning he snould have taken mcre effective steps towmard
bringing the train to a stop, 2t any rate after scelng the
flagaan and tbe train anead. It appears taat all the



conductor daid was to tell the engineman to reduce speed, with-
cut there being any compliance on tne part of the engineman or
even any indicaticn that he understocd what the conductor had
sai1d. For his failure to take any efficient action, Conductor
Glessner must share in tne responsibility for the occurrence
¢f this accident

The flagging rule of tne Chicago & Western Indiana
Railroad rejuires a flagman 3o go back a sufficient distance
to i1nsure full protection. Wiile the exact location of the
flagman wnen extra 495 approached 15 not clearly established
in the testimony, 1t 15 appareat from his own testimony that
he went back out a short distance, although he had about 41
minutes at his aisposal. Had ne gone back a distance of aoout
20 car lengths he would have been at the northern end of tae
straight track, and not only could he have been seen a much
greater distance, but any difficulty in determining on which
track he was flagging would have be:n eliminated.

All of tpne employees inwvolived were experlenced men.
At the tire of the acecident the crew of extra 328 had peen on
duty about 4 hours, after about 163 hours of f duty; the srew

of extra 498 had been on duty about 1% hours, after from 16
to 18 hours off duty

Respectfully submitted,

7. P. Borland,

Director.



