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January 7, 1958 

Chicago & Eastern Il l inois 

Danvil le, I I I 

Head-end collision 

Locomotive and caboose 

Diesel-electric unit 206 

Caboose 

12 m p h 

Passenger train 

94 

Dlesel-eleclr lc units 
and 1102 

14 cars 

37 m p. h 

Timetable train orders, and automatic block-signal system; 
yard limits 

Double, 3°02' curve, 0 29 percent descending grade northward 

Clear 

3 19 a m 

19 injured 

Failure properly to control speed of f irst-class train operating 
against current of traffic within yard hml*s 



I N T E R S T A T E C O M M E R C E COMMISSION 

R E P O R T NO 3796 

IN T H E M A T T E R O F MAKING A C C I D E N T I N V E S T I G A T I O N R E P O R T S U N D E R 
T H E A C C I D E N T R E P O R T S A C T OF MAY 6, 1910 

CHICAGO <S EASTERN ILLINOIS RAILROAD COMPANY 

August 1, 1958 

Accident near Danville, 111 , on January 7, 1959, caused by failure properly to control the 
speed of a first-class train operating against the current of traffic within yard limits 

R E P O R T OF T H E COMMISSION 

TUGGLE, Commissioner 

On January 7, 1958, there was a head-end col l is ion between a passenger train and a locomo­
tive with a caboose on the Chicago & Eastern Illinois Railroad near Danville, 111 , which resulted in 
the injury of 9 passengers and 10 train-service employees This accident was investigated m con­
junct ion with a representative of the Illinois Commerce Commission 

1 
* ^ u

U " d f l r ° u t h M l t y a i section 17 (2) ai the Interstate Commerce Act the above-entitled proceeding was 
referred by the Commission to Commissioner Tuqgle for consideration and disposition 
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Locution of Accident and Method of Operation 

This ' accident occurred on the Danville Subdivis ion extending between Brewer and Yard 
Center 111 / 108 5 miles, over which trains moving with the current of traffic are operated by time­
table train orders, and an automdric block-s ignal sys tem supplemented by an intermittent inductive 
automatic train-stop system Trains moving against thehcurient of traffic are opeiated by train 
orders Danville Station, 3 3 mile-; north of B,rewer, is located within yard limits The north and 
south yard limits are located, respect ively , 1 19 miles norttvand 4 81 mites south of the station A 
tram dispatchers ' office and a d iese l -e lec t r ic repair shop are located on the west side ol the i,am 
tracks approximately 1 51 miles south of the station. A lead track connects the lepair shop Hacks 
with the southward mam track The lead-track swi tch , which is facing-pomi foi southbound move­
ments on the southward mam track, is located 1 26 miles sogth of the station Within interlocking 
limits at Walz, 2 6 miles south of Danvil le , a single-track line of the Chicago Milwaukee, St Paul 
and Paci f ic Railroad c rosses the main tracks at grade, Movements over the e r o d i n g are controlled 
from an interlocking station at Walz At Brewer several yard tracks parallel the 'nam tracks on the 
east and west The accident occurred within yard limits on the southward main track 'it a point 
2 25 miles south of the station at Danvil le From the north on the main tracks there ore m s u o e s -
sion, a tangent 1 85 miles in length, ind a 3°02 f curve to the right 516 feet to the point ol accident 
and 1,527 feet southward From the south there are, ah s u c c e s s i o n , a tangent 6 59 miles in length, 
and the curve on which the accident occurred The grade ^ 0 29 percent d f x e n d i n q uoithward at 
the point of accident 

Automatic signal 124-9 and interlocking signal 40, governing southbound movements an the 
southwarc main track, are located, respect ively , 2,693 teet north and 1,418 feet south of the point 
of accident Interlocking dwarf signal 54 governing northbound movements on the southward main 
track through the interlocking, is locaied 2,135 fe^t south of the point of accident These signals 
are of the searchlight type and are continuously lighted Aspects applicable to this investigation, 
and the corresponding indications and names are as follows 

Signal Aspect Indication Name 

124-9 Yel low PROC1 ED PREPARING 1 0 APPROACH 
STOP AT NEXT SIGNAL 
TRAIN FXCEED1NG MEDIUM 
SPEED MUST A r ONCE 
Rl 1)1 ICr TO THAI SPEED 

40 Red STOP STOP 

54 Green PROCEED, SLOW SP1 h D SLOW-CLEAR 
WITHIN IN rERLOCKING 
LIMITS 

The controlling circuits are so arranged tnat when the loute is lined for u northbound move­
ment on the southward main track through Hie interlocking, signal 54 displays a Slow-Clear j s p e c t , 
signal 124-9 displays an Approach aspect, and signal 40 displays a Stop aspect When a southbound 
movement occup ies the interlocking apuroarh circuit ol the southward main track a light becomes 
lighted on the track diagram at Walz Interlocking Station and a bell sounds The north end of the 
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approach circuit is located 2,015 feet north of the point of accident 

This carrier's operating rules read in part as follows 

DEFINITIONS, 

Slow Speed —A speed not exceeding IS miles per hour 

OPERATING RULES. 

Engine Whistle Signals, 

NOTE—The signal prescribed are Illustrated by " o " for short sounds, (or longer 
sounds 
* * * 

Sound Indication 

(r) — o When running against the current of traffic ( 1 ) approaching ' 
stations, curves, or other points where view may be ob­
scured * * * 

93 •'-Yard limits are designated by special instructions In the time-table 

Within yard limits, the main track may be used clearing first class tains when due to 
leave the last station where time Is shown, but not less than five minutes * * * 

Within yard limits, second class, third class, extra trains and engines must move prepared 
to stop short oi train, obstruction or switch not properly lined 

Within yard limits, when running against the current of traffic, * * * ail trains and engines 
must move prepared to slop short o£ train, obstruction or switch not properly lined 

The maximum authorized speed for passenqer trains is 79 miles per hour 

The locomotives of the trains involved in the accident, the dispatchers' office, and the yard 
office at Brewer are provided with two-way radio equipment for intercommunication 

Description af Accident 

On the day of the accident diesel-electric unit 206, a road-switcher type, headed north and 
with a caboose coupled to the south end, entered the southward main track qt the diesel-electric 
repair shop lead-track switch This movement then proceeded southward, passed signal 124-9, 
which displayed an Approach aspect, and while moving at a speed of 12 miles per hour, as indicated 
by tha tape of the speed-recording device it collided with No 94 at a point 2 25 miles south of the 
station at Danville 

No 94, a northbound first-class passenger train consisted rjl diesel-electric units 1609 and 
1102, coupled in multiple-unit control, 1 baggage car, 1 refrigerator-express car, 6 baggage cars, 
2 mail cars, 1 baggage car, 2 coaches, and 1 sleeping car, in the order named The second car was 
of si eel-under/frame construction, and the other cars were of conventional all-steel construction At 
Cayuga, 14 6 miles south af Brewer, the crew received copies of train order No 14 reading as 
follows' 
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No 94 ring 1609 has right over 
opposing trains on southward 
track Cayuga to Danville 

This train passed Cayuga at 3 01 a rn , 44 minutes late, where it was crossed from the northward 
main track to the southward main track, passed signal 54, which displayed a Slow-Clear aspect , 
passed Walz, the last open office, at 3 18 a m , 46 minutes late, and while moving at a speed of 37 
miles per hour, as indicated by the tape of the speed recording device , it co l l ided with the south­
bound locomotive and caboose 

The north end of the diesel-electr ic unit of the southhound movement stopped with the front 
end 460 feet north of the point of accident The truck at the south end of the unit and the caboose 
were derailed The diesel-e lectr ic unit was heavily damaged and the caboose was demolished The 
d iese l -e lec tnc units and the 1st car of No 94 were derailed to the west The front end of the 1st 
d iese l -e lec tnc unit stopped approximately 280 feet north of the point of accident and 13 feet west 
of the track The rear truck of this unit, the 2nd d i e se l - e l ec tnc unit, and the 1st car stopped on the 
track structure The d iese l -e lec tnc units were heavily damaged, the 1st and 2nd cars were sorre-
what damaged, and the 10th car was slightly damaged 

The engineer, the fireman, the conductor, the front brakeman, and the flagman of the south­
bound movement, and a road foreman of engines who was in the caboose were injured The engineer, 
the fireman, the conductor, and the front brakeman of train No 94 were injured 

The weather was clear at the time of the accident, which occurred about 3 19 a m 

Discussion 

On the day ot the accident an assistant chief train dispatcher, a south-end tram dispatcher, 
and a north-end tram dispatcher were on duty at the dispatchers' office First-class trains oper­
ating between Danville and Evansville, 164 0 miles south of Danville, are under the jurisdiction of 
the south-end train dispatcher Freight trains operating north of Brewer are under the jurisdiction of 
the north-end train dispatcher About 2 40 a n , tne yardmastor at Brewer requested the assistant 
chief train dispatcher to operate No 94 over the southward main track against the current of traffic 
between Cayuga and Danville m order to prevent a delay to a northbound freight train originating at 
Brewer Yard The assistant chief train dispatcher instructed the south-end tram dispatcher to issue 
a tram order ta that effect The south-end train dispatcher then issued tram order No 14 addressed 
to the operators at Cdyuga, Walz, and Danville, the conductor and engineer of No 94, and the yard-
master and engines standing at Brewer The order was made complete at 2 50 a m 

Crews of freight trams operating out of Brewer Yard obtain locomotives and cabooses for the 
trains in the vicinity of the d iese l -e lec tnc repair shop Movements consisting of locomotives and 
cabooses operating <5n the rnain tracks between the repair shop lead track and Brewer Yard are gov­
erned by the operating rules of the carrier pertaining to movements within yard limits On the day 
of the accident a drew was called to repott for duty at 3 00 ai m to ooerate an extra northbound 
freight train from Brewer Yard Diesel-electric unit 206 was assumed to this train The road fore­
man of engines who accompanied the crew of diesel-ele-ctrlc unit 206 entered the dispatchers ' office 
about 2 55 a m and had brief conversations with the dispatchers The conductor of the cre<v en­
tered the discdtchers ' office about 3 00 a m to check the register for overdue first-class south­
bound trams He greeted each of the dispatchers None of the dispatchers informed either the road 
foreman of engines or the conductor that No Q 4 was authorised to operate Over the southward main 
track 
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Diese l -e lec tnc unit 206 coupled to the caboose entered the southward main track from the 
d iese l -e lec tnc repair shop lead track about 3 16 a m The brake-pipe hose between the d iese l -
e l ec tnc unit and the caboof e were coupled A white light was displayed at the south end of the 
caboose As the movement was approaching the point where the accident occurred the enginemen 
were in the control compartment of the d iese l -e lec tnc unit, the conductor and the road foreman were 
in the caboose and the iront brakeman and the flagman were on the platform at the south end of the 
caboose Signal 124-9 displayed an Approach aspect and the fireman called the indication to the 
engineer When signal 40 came into view the fireman observed that it displayed a Stop aspect He 
called the indication to the engineer and the engineer then made an independent braks application 
The fireman observed No 94 approaching at that time but because of curvature of the track he was 
not aware that it was occupying the southward main track He informed the engineer that No 94 
•was approaching The fireman said that he became aware that No 94 was occupying the southward 
main track when it was approximately 100 feet distant and that he immediately braced himself The 
engineer said that when he observed the fireman's actions he made a further independent brake app­
lication He said he then operated the reverse lever, opened the throttle, and released the brakes 
in an attempt to stop the movement The flagman said that he observed No 94 approaching when it 
was approximately 150 feet distant and trat he immediately cal led a warning The train crew and 
the road foreman alighted before the col l is ion occurred 

As No 94 was approaching the point where the accident occurred the enginemen were in the 
control compartment of the 1st die el-electric unit, the conductor and the front brakeman were m the 
12th car, and the flagman was in the 13th car The brakes or this train had been tested and had 
functioned properly when used en route The headlight was hgnted brightly and the oscil lat ing white 
headlight was lighted The whistle signal indicating movement against the current of traffic was 
sounded frequently between Cayuga and the point ol accident The engineer said that he initiated 
a service brake application as the train wa > appioac hing the south yard-limit sign and that the speed 
of the train was reduced tc about 30 mile1- per hour He said he again initiated a service brake app­
lication as the train was approaching signal 54 and that the speed of the train was between 20 miles 
Der hour and 25 miles per hour when it pnlorel the curve on which the accident occurred Both the 
engineer and the fireman said that thev observed the soutJ bound n ovenent when it was approximately 
300 feet distant The engineer immediately initiated an emergency brake application The first the 
other members of the crew became aware of anything \ emg wrong was when the brakes became 
applied in emergency The conductor said that as the train was approaching the point where the 
accident occurred he thought it was being operated in such manner that it could be stopped short of 
an obstruction 

Aftei receiving train order No 14, the operator at Wal7 lined the route for movement of No 
94 through the interlocking on the southward mam track Shortly after, he became engaged in ob­
taining fuel for the furnace He said thaf when he leturned the north-end telephone was ringing He 
observed that the indicator light for indicating occupancy of the interlocking approach circuit of the 
southward nam track by a southbound movement was lighted He answered the telephone immedi­
ately The north-end train dispatcher inquired about the location of No 94 and the operator in­
formed him that the *ram was moving through the interlocking and that a southbound movement was 
approaching the interlocking on the southward main track The col l is ion occurred immediately after­
ward 

The north-end train dispatcher *aid that when the road foreman and the conductor of the 
southbound novement were in the dispatchers ' off ice he was unaware that No 94 had been author­
ized to operate over the southward main track He said that shortly after the south-end train dis­
patcher informed him of the arrangements for the movement ol No 94 he attempted to inform the crew 
of the southbound movement by use of radio but was unable to reach them He then telephoned the 
operator at Walz 
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Dated at Washington, D C , this first 
day of August, 1958 

By the Commissioner, Commissioner Tuggle 

(SFAL) HAROLD D McCOY 

Secretary 

E: xamimtion of the tapes removed from the speed-recording devices of dic-^el-electric urmt 
1509 and 1102 aftei me accident occurred d i sc losed mat the speed of No 94 was reduced iron jp~ 
proxirr ately 65 miles o f r hour to 40 miles per hour in the vicinity of the south yard-hunt sign by a 
service brake a p p a c man The tpeed of the train then decreased gradually iron 40 mile:: per hour 
to 3 7 miles pet hi w tmoughoiit a distance of 2 2 miles to the point of accident It is evident that 
the train was o p t i c t e l at exces s ive speed tnrough the interlocking and that it was not heing o p i a t e i 
in such manner tout t could be stopped short of a tram or obstruction, as required by tne ml t , when 
the col l is ion occurred 

Cause 

This aci idem was caused by failure properly to control the speed of c f irst-class tram 
operatma agamst ifie current of traffic within yard limits 
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