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CHICAGO MILWAUKEE, T PAUL A\D PA CIFIC
RAT LRU:&L COMPANY

Accident at Milwauvkee, Wis., on March 7, 1949, caussd by
faililure To ooerate the west~bound *train in accordance

with instructions governing movements over station
tracks. .

¢~

Attt o

1
REPORT OF THE COMMISSICN

PATT RSON Commisgioner:

On March 7, 1249, there was a head-end collision
betwesn two 0a8sedq s treins on the Chicago, Milwaukee,
St. Paul and Pacific Railroad at Milwaukee, Wis., which
resulted in the injury of 34 passengers, 8 dining-cer
employeesg, & train porters and. 1 train-service employee,

1 B
Under authorityv.of section 17 (2) of the Interstate Com-
merce Act the above~entitled proceeding was referred by the

Commission to Commissfoner Patterson for uon31qeﬂatlon and
OlSpOSlt‘OH




o Lake, lsg
f_;\_)g I 600.1'.'['1.»
’ Ry .’ Tt 2 n
’ Sy o Yashington Ste
*® 1ol mio
g ¥ (Point of accident)
111 lwaukee, Vise
Eastward limits =
"""" # station traecks 5
\ ) . ?3
J v L4
Ground~throw et _ : S9
nechanisrs a1 i : gm,_{:
. o B : ~ .
Point of accident-® ---%--- N e U g
Vlest switches z---- SRS R Y en .
. e ; * 10 .Lte o ] 1 P42 ft. ; S3 o
Visual incdicator --»v---: -2 ! : , ; Z 3 .A
. ) I JBLLY =
N IREER o
o ‘ s w9
o 20 B 55
. i y ] -
[N PR o g
206 £L. \,,\'S\w_""c\sigo : L RRe € &
U\ e . o § o
QAT :
L. ‘(';ﬂé"ef EERY . ' 0
. . Y\
“‘S :“\TA—JD % o O‘b\\:\

‘NTL‘f“

------------ Ti 4 . : .

T & gip, 10L l;\azrw«-—-—-- Uestward main track
2 Ol ts——- Fastward mein track
= : e

o 3

& }

E‘K_?—“‘" Menorince
. oy

e

1
{
!
H
!

|
|
|

1dlwaukee, 1/is,

farch 7, 1949

1

4



Location of Accident and Method of Cperation

This accident occurred on that part of the Nllwaukee
Terminal Division extending between Milwaukee and Lake, Wis,,
"7.1-miles, From the east this is a double-track line to_
the:.east. limit of the station tracks at Milwauvkee. The

east 1imit,is 1,298 feet east of the center-line of the
station.- :On the double~track line, trains moving with the

- current of traffic are opereted by signal indications. From
north to séuth these tracks are designated as westward and
eastward. At Milwaukee station there eare eight station
tracks designated from north to south, successively, as station
tracks Nos., 1 to 8. Between points 385 feot and 1, 062 feet
cast of the center-line of the station thes uP.CﬂS converge
into two staticn tracks, which extend eaStward to the east
limit, where they Jjoin the main tracks, A double crossover
conncets the two staticon tracks at their ebvt limit., The
west and efst switches of these crossovers arz, respectively,
1,026 feet and 1,298 fest east of the center-line of the
station, These crossovers are designated as crossovers 1 and
2. EaSt bound movements:from sta tion trecks Nos, 1, 2 and 3
to the eastward main track are mads through crossover 1 and
west~bound movements from the westward main track to station
tracks Nog. 4, 5, 8, 7 and 8 are made through crossover 2,
Two ground- throw*mec ianisms for operating these crossovers
are looat d neorth of the station tracks and 101 feet east _
of the west switches of the crossovers. The station master
authorizes movements in either direction on the station
tracks. &11 switches leading to these tracks are hand-
operated by a switchtender, Operation over the station
‘treacks 1s by timetable spacial instructions, which provide
that - all trains entering or leaving the statlion tracks will
proceed only on hand signals. from the switchtender. The
accident occurred at a point 6 feet east of the west switch
of- crossover 1 and 1,102 feet east of the center-line of the
statlon., From the center—-line of the station, station track
~No, 3 1s tengent 372 fezt, then there are, in succession,

a 14°30' curve to the.rlght 666 feet and a tangent 42 feet
to the point of accident and 335 feet eastward. From the
enst there are, in successlon, a 12°30' curve to the left
185 feet in ]enqth a tnn@qnt 117 feet, a.12° curve to the
right 220 feet and the tangnnt on whlch the accident oecurred,.
From the east the grade iz 1.00 percent descending 200 - feet
0.54 percent descending 500 feet and then it is 1evel 258
feet to the peint of accident.
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The automatic block-signdl system for west-bound

movements extends to a signel bridge located 209 feet west

f the point of accident. The automvtio block-signel system
for east-YBound movements beging at the same location. Inter-
locking signal 10L, at Menominee drawbridge interlocking, and
_'automatlc signal 84-9 govern west-bound movements, end are
‘locuted, respectively, 1,720 feet and 731 feet east of the
point. of accident. Intarlocking signal 10L ig a two-arm,
color-light signal, which displays three aspects. Automatic
signal 84-9 1is a co¢or-“ight sighal, which displays two
~aspects. Automatic signal 85-2, governing east-bound movemtnts
“is. mounted on & signal bridge looeted 202 feet west of the
point of accident. It is a color-light si%nal “which dlsplays
two aspects. Thesé signals are continucusly 1ichted ‘' The
involved aspects and oorresoondinv indioafwons "nd names of
theqe si@nals are as follows: -

w'81@nal ' Asoect S Indication - Name,_
85-2 " Yellow - Pwoceed prmpured to Approach
and _ ' stop at mext signal.

84-0 - - " Train exceeding
: ' ' © medium speed nmust
at once reduce to -

that speed.
10L - Yellow- - Proceed prepared to .  Approach
. over- stop at mext signal., =
red ~~  Train exceedlng

medium speed’ nust
ﬁt once: reduoe to

. thPt qpeed
85&2_ . REQ'QVer'“._Stop, ‘then Droceed - Stop and
and. . number plate  at restricted = ~ proceed
84-9 ' .. . .. speed, o o

.. The. contrOLTing 01rcu1t of eastwerd signal 85 2 is so arranged
that when the block of that signal is’ unoccupjed and the’
switches of crossover 1 are reversed it will indicate Apnroach.
The block of signal 85-2 extends through crossover 1 to the
eastrard main track and to the next eastward signal. The
~controlling circuit of westward signel 84-9 1s so arrangsd
that when the block of that signal is unoccupiéd, crossover
.2 is in either the normal or the reverse position, and signal
10L indicates either Approach or Clear, signal 84-9 will
indicate Approach. The bldck of qlgnal 84~-9 extends to
eastward signal 85-2, and to signal 85-4 when the switches
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of -crossover 2 are reversed - Visual indicators ake provided.
‘at points 206 feet and 10 feet west of the west sw1tckes

of the crocssovers. . .Each of thesé indicators shows. track -
occupancy, of t%e”Wfstvavd main urack west of 51gn81 84-9

when that signal 1s indicating Stop and proceed. When
'signals 10L and 84-92 display an aspect to proceed, these
‘indicators show track occupancy of the westward mein track

west of signzl 84-7, the approach signal to. 1n+erlockina signal
10L. A tbiCDhone 18 provided in the switchtender's booth for.
r6001V1ng 1nstruoulons oonce“nln@ the movement of trains,

‘This carr ier's. opereblng rules read in. Dart as follo"s.
" DEFINITIONS

leed Slanal ~~4 81@na1 of fTixed 1ocablon 1nd10cu1nv
a COﬂdlt”ON affec ing the ﬂovement of a train or cnglne.

Note°~-The'de¢1nition of a "Fixed Slgnal” covers suoh
signals as * ¥ % Plock, interlocking, * * * and other
means for disrlaying 1ddvoe Jons that govern tpe movempnt
of a train or engine. -

Restricted Speed.--Proceed preparsd to stop short of
train, obstruction, or anything that may redquire the-
speed of = train to be reduced,

Medium Speed.--A speed not exceeéiﬁv thlrtv (30)
miles per hour,

34. All members of train and engine crews must,
when practicable, communicate to each other by its
name, tle indication of each signal affecting the
movement of thblr traln or engine‘

-Tlmetable spe01al instruotlons read in part as followsi’

X-8 All trains and engines;entering and leaving
Union Depot, Milwaukee, will proceed only on hand
signale from switchte nders at Second and Fifth Str ets,

In the vicinity of the point of accident the maximum
authorized speed Tor the trains involved'is 12 miles per hour, °

"

Descrfption'of,Accident'

No. 6, an eesst-bound first-class possenger train, consisted
of Dleselmmlectrlo units 17A and 17B, coupled in multiple-unit
control, one mail car, two baggage ca;s, five coaches, one
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tap-lounge car, one dining car and two parlor cars, in tae
order named, All cars were of ligntweight steel construction,
This train departed from Milwaukee on station track No, 3

at 1:42 p, m., 17 minutes late, and stopped at signal 85-2,
‘whicn indicated Stop~and-proceed, The switchtender gave

a nand proceed signal, and the trein proceeded eastward and
stopped at a point 6 feet east of the west switch of crossover
1, wnerée it immediately was struck by No, 21,

No, 21, a west-bound first-class passenger traln,
consisted of steam engine 105, one baggage car, four coaches,
one dining car and one parlor car, in the order named, All
cars wvere of lightweight steel constructlion. This train
passed Lake at 1:35 p, m,, on time, passed Washington Street,
the last open office, 1.1 miles east of Milwaukee station, at
1:40 p., m,, passed signal 10L, which indicated Clear, passed
signal 84-9, which indicated Stop~and-proceed, and while
moving at a speed of 20 miles per hour, as indicated by the
tape of the speed recorder witn wnich the engine was equipped,
1t collided with No. 6.

The rear truck of the first cér end tne front truck of
the second cer of No, 6 were derailed, and the front of Diesel-
electric unit 17A was slightly demaged, The engine of No., 21
was sligntly damaged, '

Tne fireman of:No. & wes injured,

Tne weatner was clear at tne time of tne accident,
wnlcn occurred at 1:44 p. m,

Discussion

A west-bound train may not enter a station treck and
an east~bound train may not depart from a station track at
Milwaukee except when authorized by a~ procesd hand signal
given by tne switchtender wno nns charge cf the nand-operated -
station-track switcnes east of thne statlion, After a train
receives @ nand signal to proceed, tihe spced is restricted
to not exceeding 12 miles per hour betwesn the station and
a point 470 feet east of the east crossover switches, No,
6 1s.scneduled to leave Milwaukee at 1:25 p. m, and No, 21
is scneduled to arrive at Milweukee at 1:50 p. m, In order
to expedite station work at Milwaukee 1t 1s a practice to _
route No, 6 to station track Yo, 3 and No, 21 to station track
No, 4, Under tnis procedure 1t is necessary fer Fo, 6 to
use crossover 1 in moving to the enstward maln track, and




for No, 21 to use crossover 2 'in moving to station track No,

4, Unless changed by the stationmaster, this procedure is
fpllowed dally. The operator at lMenominee can cause automatic
signal 84-9 to indicate Stop-and-proceed by the operation of

a toggle switch located in the tower, but he does not hold a
west-bound train at either signal 10L or 84-9 unless instructed
to do se. . '

The investigation disclosed that the operator at
Menominee was informed that No, 21 had passed Lake at 1:35
m. He immediately called thHe switchtender at the east
end of the .station tracks at Milwaukee to relay that informa-
tien and, in turn, he was informed by the switchtender
that No. 6 had_arrived at the statlion at Milwaukee. The
omerator said the switchtender told him that No, 21 was %o
be routed to station track No. 4, and it was his undevstaﬂding
that No., 21 would enter station track MNo. 4 before No, 6
- departed from statlon track Mo, 3. The operator at Menominee
was not instructed to hold Mo, 21, therefore, he reversed the
control lever which caused sigﬂeW 8/—“ to indlc%te Apnproach
and signel 1OL to indicate Procsed. mhe switchtender recelved
no instruction concerning the movement of either train. o, 8
arrived on station treck No, 3 at 1:37 p. m. After the station
work was completed and a brake- test was made, this train de-
parted eastward at 1:42 p. m., 17 minutes lete, The engineer and
the fireman were in the control compartment at the front of
the first Diesel-electric unit. Signal 85-2 indicated Stop-
and-proceed, and the train stopped, with the engine immediately
wegt of the slgnel Immediately after the train stopped the . |
switchtender operated the switches of crossover 1 for No, 5 to -
oroceed to the eastward main track., He did not look at
the indicator to -determine whether a west-bound train was .
approaching. Then- signel 8&-2 indicated Aperoach and the
+ swltchtender gave a hand signal to the engineer to proceed.
The train was sterted and had atteinsd an estimated speed
. of 3 mlles per hour when the enginemen observed No. 21 -
~approaching on the westward main track, The engineer of |
"No. 8 realized that No. 21 was moving at a speed too high
to be stopped short of their train. He then closed the
throttle and_pleced the brake vqlvehvp_the emerﬁency position,

No, 21 passed Lake at 1:35 p. m., on time. The ‘brakes
-of this train hed been tested and had functioned properly
where used en routse When ;this train was approaching 51gnal
84-7 the engineer mede a service brake-pipe reduction, and-
" the speed of the train was reduced from 40 miles per hour
to 20 miles per hour, The ¢éngineer and the fireman were
-maintaining a lookout ‘ahead frowmw thelr regpective pos¢tions
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in the cab of uhe englne. In erlodklng 81gna1 10L 1ndloated
Clear. The engineer said tna signel 24-C indicated Approach
until the engine passed it, znd the fireman’ Suld that it
indicated Approahn until bls view of the signal ‘was oostructed
by the front of the engine. The operator at Menominee, however,
sald that the signal indicated ADDPO&CH until, the engine

of No, 21 was about 100 feet: east of ‘the 51vnal then the
aspect changed to 1ndic“te btop—and~hroceed The engineer .
said he . gaw Ko. & 2% a distance of about 200 feet, and

about the same time he observed that” the east sw;toh of
crossover 2. wes -not properly lined: for movement of No. 21

to station trackx No. 4, Then ¥He saw the szucntpqoer giving -
stop signals, ‘and . he - ‘immediately pleced the brake valve in
emergency pOSlthﬂ. The fireman saild he did not see the
switchtender cr the. p031tion of ‘the ‘¢rossover switch before

the collision occurred.- Throughout the 470 feet immediately
east of the point of accident the maximum’ qu*horlzed speed

was 12 miles per hour, Eowgver, " the tope of the speed -
recorder with which the: engine of Wo.-21 was equipped 1ndloated
that a Speed of 20 miles per hour was mgintailned throughout

a distance of about 4,000 feet immecliately east of the point
of -accident, and ther ‘was. no appérent reduction in speed
before the coll*sLon occurred, This. indicntes that the brakes
of No, 21 were applied:at a-point not rore: “than 1OO feet east
of the point of collision,  The view of the point of accident
from the cab of_a west bound enginé is resurlcted to 405 feet
by structures north of the wethurd main track. The flagman, -
who was in the last. car, sal@ that the train ‘movéd about

50 feet from the time’ the brakes. were'apnlled in emergency

to the time the .cellision occurred, Thke oonducuor estimated
that the brokes were applled in emergoency a“out 80 feet east: -
of the point of accident. " The: switohuend@r E 1d that No._6._
we.s stopped when the ecollisicn occurred; ‘He obsnrvad that

the engine of No. 21 was working steam 2s 1t apprroached the :
point where the accidént occurr ed ‘and hé said that he thought
the brakes of No. 21 were not anpllad Until-immediately before
the collision-occurred. The engingsr of No. 21 said that

1t was an unusual occurrence to be stopped by the switchtender
at the east end of the station tracks, becauge west~bound )
trains usually are stopped at .signal 0L while an east=bound
train i1s proceeding uhrough crossover ‘1 to the cagtward main
track., The fireman saild that he mever had been on a nwst_mound
train which was stopped between signel 84-9 and the doubl '
crossover while an east-bound train was Uroceedlng tprough
crossover 1 to. the eastward maln urﬂck; :
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It is found that thig accident was caused by failure
.to operate the west-bound train in accordance with instructions
goeverning movements over station tracks.

Dated at Washington, D. C., this twenty-seventh
day of April, 1949. '

By the Commission, Commissioner Patterson,

( SEAL) W. P. BA&RTEL,

Secretary.



