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NATIONAL TRANSPORTATION SAFETY BOARD
WASHINGTON, D.C.

RAILROAD ACCIDENT REPORT

Adopted: October 21, 1985

| HEAD-ON COLLISION OF ) ,
CHICAGO SOUTH SHORE AND SOUTH BEND RAILROAD
TRAIN NOS. 123 AND 218 .
GARY, INDIANA
JANUARY 21, 1985 -

SYNOPSIS

About 6:51 p.m., e.s.t., on January 21, 1985, eastbound Chicago, South Shore and
South Bend Railroad (South Shore) train No. 123 and westbound South Shore train No, 218
collided head-on on the eastward main track about 1,490 feet west of the west end of the
Gary Station platform at Gary, Indiana. The eastward main track was being used for
single-track operation for about 3.5 miles between the end of the double track east of
Gary Station and Clark Crossover west of Gary Station because damage caused by cold
weather breaks to the catenary propulsion power system over the westward main track
made the .track unusable by electrically propelled trains. The lead cars of the
self -propelled units of each train were crushed and derailed. Seventy-nine passengers,
6 crewmembers, and 2 off-duty employees were injured in the collision. The South Shore
estimated the damage to be about $2,433,000.

-The National Transportation Safety Board determines that the probable cause of this
accident was the failure of the dispatcher to coordinate the movement of the two trains
properly; the lack of a clear provision in General Notice No. 62 for a meeting of two
opposing trains scheduled to depart Gary Station at the same time; and the mistaken
determination by the crew of eastbound train No. 123 while at Clark Road Station that
there was sufficient time for the train to reach Gary Station and clear the single track
before the scheduled departure of westbound train No. 218.

INVESTIGATION

Events Preceding The Accident

Track Conditions.--The Chieago, South Shore and South Bend Railroad (South Shore)
provides propulsion power for its multiple-unit, electrically powered commuter trains
through a 1,500-volt d.c. catenary system 1/ spanning both main line tracks between
Gary, Indlana, and Chicago, [llinois. On January 19, 1985, a low ambient temperature of
minus 22°F in the Gary area caused several tensile stress breaks in the catenary system
over both tracks between Gary Station and Clark Crossover, which is about 2.7 miles west
of Gary Station. The breaks between those locations made the catenary system unusable
for normal service by electrically propelled trains.

1/ An overhead wiring system from which propulsion power is drawn by means of a
pantograph.
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On January 20, 1985, train orders were used to move eastbound and westbound trains
through the‘area on the eastward main track using diesel-eleectric locomotive units in
shuttle service. By ‘about 4'a.m. on-January 21, 1985; the catenary over most of the
eastward main track had been repaired, and ‘trains were moved on the eastward main
track by electric power  using train orders.- - About 10:15 a.m., the South Shore
Superintendent of Transportation, who is located at Michigan City, Indlana issued General
Notice 'No. 62, which specified that. the eastward main track would be  used for
single-track operation of eastbound and westbound trains under single-track operating
rules between Clark Crossover at milepost (MP) 61.6 and the east end of the double track
at MPp 58 1 wh1ch is about 0.8 mlle east of Gary Statlon A

‘The notice ehmmated the requ1rement for. the train dispatcher to issue a train order
to move each train between the track limits specified in the notice. All the area covered
by the notice was. within Gary yard limits. (See figure 1.) The notice was posted about
10:15 a.m. on January 21, 1985, at the reporting point for traincrews and enginecrews in
Michigan City. .About. the same time,- copies of the notice were forwarded by a train
messenger to be posted at the Randolph Street Statlon in Chicago. ' .

' Also, on- January 21, .1985, the Supermtendent of Transportatlon issued- General
Notice No. 61 specifying a drop pan 2/ area between MP.59.4 and MP 60 on the eastward
main track where the catenary could not be used because of -damage. Automatic wayside
block: signal 591, which governs eastbound train movements on the eastward main track, is
located at MP 59.42, which was within the drop pan limits." Signal 591 was not removed
from service, -and. it would have dlsplayed a stop -and- proceed aspect (see appendlx C,
rule’ 291) as its: most restrictive aspect 1f 4 .

(a) - a traln were occupymg the eastward main track at Gary Statlon,
-(b) ‘_ a traln were between 31gna1 591 and Gary Stat1on,

| (¢) a switeh on the eastward maln track between 51gnal 591 and Gary Stat1on
- were open, :

(d) the inside switeh ]ust east of Gary Statlon leadmg from the ADD track
to either the eastward or westward main tracks were aligned to permit a
train. movement from the ADD-track to the eastward main track (the
switeh normally is allgned from the ADD track to the westward main
track) SRR .

(e) the.eastward main track sthch leadlng to the ADD track (through the
: 1ns1de sw1tch) e1ther was unlocked or was open, :

() a broken rail was in the s1gnal block or .

(g) there wasa malfunctlonmg s1gnal

Train No. 213 -~At 12: 40pm on January 21 1985 a crew. consisting of a
conductor, an engineer, and a collector/brakemarn- reported at Michigan City for their

assignment. The crewmembers compared the time shown on their watches with the time
shown on the standard clock at Shops and on each others watches when they reported for

2/ Usually a damaged section of the catenary system that requires the engineer to lower
the pantographs whlle passing beneath that sectlon
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work. .They said that the. times shoWn on their watches were "acceptable" in both
instances. The crew deadheaded 3/ to Randolph ‘Street Station where they arrived about
2:10 p.m. 'The crew was assngned to operate train No. 213 to Gary. At 2:57 p.m., the
dispatcher issued clearance card No. 210 to the conductor of train No. 213 speclfymg no
train orders. At 3:15 p.m., after a satisfactory brake test, train No. 213, consisting of.
three multiple-unit electrlc cars, departed Randolph Street Station for Gary The crew
was aware of General Notice Nos. 61 and 62 :

The trip toward Gary was un‘remarkable until the train passed Clark Crossover and
the engineer could see automatic wayside signal 593 located west of Gary Station at
MP 60.17. 4/ Signal 593 was displaying an approach aspect (see appendix C, rule 285),
which indicated to. the engineer that he must reduce the speed of his train to 30 mph and
be prepared to stop at the next signal, signal 591, because it could be displaying a
stop-and-proceed aspect. The engineer said that he reduced the train's speed to 30 mph
to comply with the speed requirement of the approach aspect and at the same time he
radioed .the dispatcher about the approachsignal aspect. He said that the dispatcher
asked him for the block (signal) number, that he told the dispatcher the number, and that
the dispatcher said "okay." ‘ :

When the engineer of train No. 213 was able to see signal 591, he said that it was
displaying a stop-and-proceed (red) aspeet. The engineer said that about the time he saw
signal 591, he was between MP 59.4 and MP 60 and dropped the train's pantographs in
compliance with the drop pan order specified in General Notice No. 61. The train's
forward momentum was sufficient to carry it beyond the drop pan area, where the
pantograph could be raised again to draw power. If the engineer had stopped the train in
the drop pan area, the train would have had to be towed from that point because the
pantographs could not be used to draw propulsion power from the damaged catenary. The
engineer said that he called the dispatecher and said, "I've got a 591 red, it's right in the
- pan drop, stop and proceed what should I do?" He said that the dlspatcher replied, "Well,
you sure. . . can't stop. You are in the middle of a pan drop. You will be dead, so what
are you telhng me? You can't stop, you are going to have to whistle and proceed " The
engineer of train. No. 213 said that after this communication with the dispatcher he
slowed the coasting train's speed to about 20 to 25 mph, blew two blasts on the whistle as
the train approached signal 591, and continued past the signal. After clearing the drop
pan area, he raised the train's pantographs and proceeded into Gary Station where the
train arrived at 4:05 p.m. The engineer said that later during the tour of duty, while in
Chicago, he told the conductor about his conversation with the dispatcher concerning the
stop and proceed: aspect dlsplayed by signal 591.

The d1spatcher later demed that he had a conversatlon about 51gnal 591 with the
engineer of train No. 213, and he said that he did not authorize the engineer of train
No. 213 to pass signal 591 withouit- stoppmg The normal operating procedure for a train
coming upon a signal displaying a stop-and-proceed aspect is for the engineer to stop the
train, blow two blasts on the whistle, and then proceed past the signal at restricted
speed. 5/ The dispatcher. took -no exception to the. arrival of train No. 213 at the Gary
Station. A trouble report maintained.by the dispatcher and/or the telephone switchboard
operator had no entry 1ndlcat1ng a falled 51gnal for either s1gnal 593 or 31gna1 591 on
January 21, 1985. C . : :

3/ A crew in pay status but not operating a train in an assigned position.

4/ Signal numbers do not correspond- with milepost indicators.

5/ Definition--Proceed prepared to stop short of train or obstructlon expecting to find
broken rail or open switeh, .or. anythmg that may require the speed of a. traln to be
reduced, not to’ exceed fltteen (15) miles’ per hour.
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After train No. 213 arrived at Gary Station, the equipment was moved onto the ADD
track 6/ to clear the eastward main track, and a fourth car was added. About 4:10 p.m.,
the conductor telephoned the dispatcher to report the arrival of train No. 213 at Gary and
to obtain a clearance card for the crew's next assignment, train No. 216, scheduled to
depart Gary at 4:45 p.m. for Chicago. At 4:10 p.m.; the dispatcher issued clearance card
No. 215 to westbound train No. 216 to the conductor specifying "no train orders." About
4:35 p.m., the equipment for train No. 216 was moved from the ADD track onto the
eastward main track at the station platform and after passengers boarded, the train
departed Gary on schedule at 4:45 p.m. The required brake tests were performed at Gary
with acceptable results.

Eastbound train No. 115 en route from Chicago was scheduled to depart Gary
Station for Michigan City, at 4:45 p.m., the same departure time as train No. 216. The
crewmembers of train No. 216 did not discuss the location of train No. 115 among
themselves or with the dispatcher. The crewmembers said .later that train No. 115 was
usually 5 to 7 minutes late and that train No. 216, because of its westward direction, was
the superior train. 7/ However, after train No. 216 left Gary -Station, and was near
MP 61, the engineer radioed the engineer of train No. 115 to inquire about the train's
location. At that time train No. 115 was west of Clark Crossover and did not arrive at
Clark Crossover until after train No. 216 had crossed to the westward main track. Train
No. 216 arrived in Randolph Street Station at 5:35 p.m. The crew's next assignment was
to operate eastbound train No. 123 to Michigan City.

The Accident

Train No. 123.--At 5:47 p.m., the dispatcher issued clearance card No. 219 to the
conductor of train No. 123 specifying "no train orders." The crew was aware that General
Notice Nos. 61 and 62 were still in effect. At 5:58 p.m., train No. 123 departed Randolph
Street Station, after a reportedly satisfactory brake test, with the crew operating the
same four-car set of equipment they had operated inbound as train No. 216. En route to
Gary, train No. 123 was delayed several minutes at Kensington Interlocking while moving
~ from the Illinois Central Gulf Railroad (ICG) onto the South Shore track because of signal
trouble at the Kensington Interlocking. Also, when train No. 123 arrived at State Line
Interlocking, the engineer radioed the dispatcher that he had a stop signal. The dispatcher
contacted the operator at the State Line Interlocking, who changed the signal to proceed,
and the train proceeded toward Gary.

Just east of Kensington Interlocking, it is customary for the engineer of a South
Shore train to radio the South Shore dispatcher when the train has entered onto the South
Shore track. The dispatcher recorded the time the engineer of train No. 123 reported
onto the South Shore track as 6:25 p.m. The dispatcher later stated that this reporting
time is not significant in figuring a train's running time, 8/ because of variations in the
reporting and recording of these times. According to the dispatcher the time only serves
to-let the dispatcher know that the train is on the South Shore line.

6/ A storage track located just east of the Gary Station and between the two main tracks
used to store equipment. (See figure 1.)

7/ Rule S-71, South Shore Timetable No. 5, effective 4:01 a.m., Sunday, October 31,
1982, reads "westward trains are superior to eastward trains of the same class."

8/ The train's schedule specifies the time a train should require between stations. In
most instances a train can run between two stations in less time than is shown in the
schedule. If a train is late, the dispatcher can calculate the time a train can be expected
to arrive at a station by knowing the actual running time versus the scheduled running
time.












































































































