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Januory 7, 1958

Chicage & Eustem Mllinois
Danwille, 111

Head-end collision

Locomotive and caboose

Diesel-electric unit 204

Caboose

12m p h

3796

Passenger train
94

Dlesel-alaciric units 1609
ond 1102

14 cors

37mop. h

Timetohle traln orders, und automatic black-signal system;

yard limits

Double, 3902" curve, 0 29 percent descending grade northward

Clear
39a m

19 injured

Failute properly ta control speed of first-class train operating
against current of traffic within yard hmits



INTERSTATE COMMERCE COMMISSION

REPORT NO 3796

IN THE MATTER OF MAKING ACCIDENT INVESTIGATION RE®ORTS UNDER
THE ACCIDENT REPORTS ACT OF MAY 6, 1910

CHICAGO & EASTERN ILLINOIS RAILROAD COMPANY

August 1, 1958

Accident near Danville, 111, on Japuary 7, 1958, caused by failure properly to control the
speed of a first-class train operating against the current of traffic within yard limits

1
REPORT OF THE COMMISSION
TUGGLE, Commisstoner

On January 7, 1958, there was a head-end collision between a passenger train and a locomo-
tive with a caboose on the Chicago & Eastern Illinois Railroad near Danville, 111 , which resulted in
the wnjury of 9 passengers and 10 train-service employees This acecident was mnvestigated 1n con-
Jun ction with a representative of the Illinois Commerce Comnussion

Under authority of section 17 (2) of the [nterstate Commerce Act the above-entltled proceeding was
refetred by the Commission to Commissioner Tuggle for consideration and disposition
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Location of Accident and Methad of Operation

This' aocident occurred on the Danville Subdivision extending between Brewer and Yord
Center, 111 , 108 5 miles, over which trains moving with the current of traffic are operated by tin.c-
table, train orders, and an auloimdhic block-signul systemn supplemented by an mternnttent wndactive
gqutomatic train-stop system Trains moving aganst the cunient of traffic are opeiated by train
orders Danville Station, 3 3 miles north of Brewer, s located within yatd limits  The vortl and
south yard limits are located, respectively, 1 19 miles north-and 4 81 sriles south ol the slayon A
train dispat hers’ office and a diesel-electric repair shop are localed on the west side of the 1 amn
tracks approxmately 1 51 miles south of the station. A lead track connects the repair shop tiacks
with the southward main track  The ledd-track switch, which 1s facing-point for sonthbound wiove-
ments on the southward main track, 1s located 1 26 miles south of the station  Within interiocking
Limits at Walz, 2 6 miles south of Danville, a single-ttack line of the Chicaro Milwankee, St Paul
and Pacthic Rmlroad crosses the main tracks at grade. Movemernits nver t'ie c1c-sing are conuolled
from an interlocking station al Walz At Brewer several yard tracks parallel the wawn trackes on the
east and west The accident occurred within yard limits on the southword man track 4t a point
2 25 miles south of the station at Danville From the north on the main tracks there are i suce es-
sion, d tangent 1 85 miles in length, nd « 39027 curve to the nght 516 feet 1o the point of uccident
and 1,527 feet southward From the south there arg, an succession, a tangent 6 59 mules 1w length,
und the curye on which the aceident accurred  The qrade o= 0 29 percent de scending noithward at

the point of accident

Automatic sianal 124-9 and interlocking signal 40, governing southbound movenents on the
southwdra man track, are located, respectively, 2,693 leet north and 1,418 feet south of the point
of accident Interloching dwarf signul 54 governing northbound movenents on the southward main
track through the interlocking, 15 located 2,135 feet south of the pomnt of accident These signals
are of the searchlight type and are continucusly lighted  Aspects applicuble to this investigation,
and the corresponding indicaticns and names are as follows

Signal Aspect indication Mame

124-9 Yellow PROCT ED PREPARING 10 APPROACH
STOP AT NEXT SIGNAL
TRAIN F XCEEDING MEDIUM
SPLED MUST AT ONCE
&I DICE TO THAT SPELD

40 Red STol STOR

54 Green PROCELD, SLOWSPTED SLOW-CLE AR
WITHIN INTERLOCKING
LIMITS

The contralling circuits are »o arranged Lhat when the 1oute 15 hined tor u nerthbound move-
ment on the southward main track through rhe interlocking, signul 54 displays a Slow-Clear uspect,
signal 124-9 displuys an Approach aspect, and signal 40 displays a Stop aspect When a sculhbound
movement oot uples the interlocking apwroach circult of the southword iwoin track a hghl becomes
lighted on the track dlagram at Walz Interlocking Statian and a bell sounds  The north end of the
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approach circult 1s located 2,015 feet north of the point of aceident
This carrier’s operating rules read in part as follows
DEFINITICONS,
Slow Epeed —A speed not exceeding 15 milles per hour
COPERATING RULES,

Engine Whistle Signals,

NOTE --The sglgnal preacribed are lllustraied by o' far ghort aounda, ''--!' for longer
soynds
R

Sound Indicatlon
(¢} — o When running against the current of traffic (1) approaching '/

&tations, curves, or other polnts where view may be ob-
Beured o+ o+

93 ~Yard limits are designated by special instrucilona in the time-table

Within yard lm{te, the mcin track may be used clearing first class frains when due 1o
leave the lgat statlon where time ls shown, but notl less than five minutes * * ¥

Within yard limits, second class, third class, extra trains end engines mual move prepared
to stap aharl of traln, abstructior or switch not properly lined

Within yard limits, when running agminst the current of traffic, * * * all trains ond engines
must move prepared tc stop short of train, ohstructlon or awitch not properly lined

The maximum quthorized speed for passenger trains 1s 79 miles per hour

Tha locometives of the trains 1nvolved 1n the accident, the dispatchers? office, and the yard
office at Brewer are provided with two-way radic equipment for intercommunication

Description at Accident

On the day of the accident diesel-electric unit 206, a road-switcher type, headed north and
with a caboaose coupled to the south end, entered the southward main track qt the diesel-electne
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 the tape of the speed-tecording device 1t collided with Na 94 at a point 2 25 milss south of the
slation at Danville

Nc 94, g northbound {irst-class passenger train consisted af diesel-electric units 1609 and
1102, coupled in multiple-umit zontrel, 1 baggage car, 1 refrigerator-express car, 6 bagqgage cars,
2 mail cars, 1 baggage car, 2 coaches, and 1 sleeping car, 1n the order nained The second car was
of steel-underframe construction, and the other cars were of conventional all-steel construction At
Cayuga, 14 6 miues south of Brewer, the crew received copies of train order No 14 reading as
follows:*



3796
7

No 94 Eng 609 has right over
opposing trains on southward
track Cayuga to Danville

This train passed Cayuga at 301 @ m, 44 minutes late, where 1t was crossed from the northward
mmn track to the southward main track, passed signal 54, which displayed a SlowClear aspect,
passed Walz, the last open office, at 3 18 @ m , 46 minutes late, dnd while moving at a speed of 37
miles per hour, as indicated by the tape of the speed recording device, 1t collided with the south-
bound locometive and caboose

The north end of the diesel-electric unit of the southbound movement stopped with the front
end 460 feet north of the point of gccident  The truck at the south end of the unit and the caboose
were derailed The diesel-electric unit was heavily damaged and the caboose was demolished The
diesel-electric units and the 1st car of No 94 were derailed to the west The front end of the 1=t
diesel-electric umt stopped approxamately 280 feet north of the point of accident and 13 feet west
of the track The rear truck of this unit, the 2nd diesel-electric unit, and the 1st car stopped on the
track structure The diesel-electric units were heavily dainaged, the Ist and 2nd curs were some-
what damaged, and the 10th car was slightly damaged

The endineer, the fireman, the conducter, the front brakeman, and the flagmon of the south-
pound movement, and a road foreman of engines who wuas 1n the caboose were 1njured The englneer,
the fireman, the conducter, and the front brakeman of train No 94 were injured

The wedther was clear at the time of the accident, which occurred gbout 3 19a m
Discussion

{On the day ot the accident an assistant chief train disoateher, a south-end tramn dispatcher,
and @ north-end train dispatcher were on duty at the dispatchers’ office First-class trdins oper-
ating between Danville and Evansville, 164 0 wiles south of Danville, are under the jurnisdiction of
the south-end train dispatcher Freight trains operating north of Brewer are under the jurisdiction of
the north-end train dispatcher Abcout 2 40 u 1, the yardinaster ut Brewer requested the assistant
chief train dispatcher to operate No 94 over the scuthward main track against the current of traffic
between Cayuga and Danville 1n order to prevent a delay to a northbound freight train oniginating at
Brewer Yard The aossistant chiet train dispatcher instructed the scuth-end train dispatcher to 185ue
a train order to that effect The south-end train dispatcher then 1ssued train order o 14 addressed
to the operators at Cdyuga, Walz, and Danville, the conductor and engiheer of No 94, and the yard-
master and engines stahding at Brewer The nrder was made complete at 2 50 a m

Crews of fre1ght trains cperating out of Brewer Yard obtrin locomotives and cabooses for the
trdins in the vicimity of the diesei-electric repair shop Movements consisting of locomoetives and
cabooses operaling on the main tracks between the repair shop leod track and Brewer Yard are gov-
erned by the operatind rules of the cartiter pertaining to movements withih yard limits  On the day
of the accldent d crew was called to report for duty at 3 00 a. m to overate an extra northbound
freight train from Brewer Yard  Diesel-elecirlc unt 206 was dssigned to this train The road fore-
man of engines who decompanied the crew of diesel-electric unit 206 entered the dispatchers’ oifice
gbout 2 55 a m dnd had brief conversations with the dispatchers  The conductor of the crew en-
tered the discdtchers’ office about 300 a m to check the reqister for ovetdue first-class south-
bound trains He greeted each of the dispatchers None of the disbatchers informed either the road
foreman of engines or the conductor that No 94 was authotized to cperate over the scuthward main
track
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Diesel-electric unit 206 coupled to the caboose entered the southward main track from the
diesel-electric repair shop lead track about 316 @ m  The brake-pipe hose between the diesel-
electric umt and the caboose were coupled A white light was displayed at the scuth end of the
caboose As the movement was approaching the point where the accident occurred the engineunien
were 1n the control compartment of the diesel-electric unit, the conductor and the road foreman were
i the caboose and the rront brakeran and the flagnan 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 nto view the [ireman observed that it displayed a Stop aspect  He
called the ndication to the engineer and the engineer then made an independert brak: application
The fireman cbserved No 94 approaching at that time but because of curvature of the track he was
not aware that 1t was occupylng the southward main track He informed the engineer that Mo G4
was approaching The fireman sad that he became aware that No 94 was occupying the southward
main track when 1t was approximately 1U0 feet distant and that ne unmediately bruced himself The
englneer sald that when he ohserved the fireman’s actions he made o further independent brake app-
lication He smd he then operated the reverse lever, opened the throttle, and reieased the brakes
10 an attempt to stop the movemeni The flagman scud that he observed No 94 approaciing when it
was approximately 150 feat distant and trat he immediately called a warning  The train crew and
the road foreman alighted before the collision occurred

As No 94 was approaching the point where the occident occurred the enginemen were 1n the
control compartment of the 1st die el-electric unit, the canductor and the front brakeman were 1n the
12th car, and the flagman was in the 13th car  The brakes or this train had been tested and had
functioned properiy when used en route The headlight was lignted brightly and the oscillating white
headl:ght was lighted The whistle signm indicating movement agmnst the current of tratfic was
sounded frequently between Cayuga and the poimnt of accident  The engineer said that he 1mitiated
a service brake applicatior as the traun wa, dpmoac hing the south yard-lumit sign and that the speed
of the train was reduced tc about 30 mile~ per hour He said he again initiated @ service brake app-
licatien as the train was approaching signal 54 and that the speed of the train was between 20 miles
per hour and 25 miles per hour when 1t enters1 the curve on which the accident occurred Both the
engineer and the fireman said that thev observed the sout! bound n oven ent when 1t was approximately
300 feet distant The engineer inmediately imitiated an energency brake application  The first the
other members of the crew hecane aware ol anytlhing teing wrong was when the brakes became
applied 1n emergency The conductor said that as the train was approdching tle point where the
accident occurred he thought 1t was being operated 1n such manner thal 1t could be stepped short of
an obstruction

After receiving train order No |4, the operator at Walz lined the route for movement of Ne
94 through the interlocking on the southward man, track  Shortly after, he became engaged 1n ob-
tatning fuel for the furnuce He said that when he eturned the ncrth-end telephone was ringing He
observed that the indicator light for indicating eccupancy of the interlocking approach circuit of the
scuthward nain track by a southbound movewient was lighted He answered the telephone unmedi-
ately  The north-end train dispatcher inquired about the location of No 94 and the operatar in-
tormed hun thai the *ramn was moving through the interlocking and that a southbound mowement was
approaching the interlocking on the southward main track The collision occurred 1minediately after-
ward

The nerth-erd tramm dispatcher said that when the road foreman and the conduclor of the
southbound rmovement were 1n the dispatchers’ office he was unaware that No 94 had been author-
tzed to operate over the southward main track He said that shortly alter the south-end tram dis-
patcher informed him of the arrangements for the movement of No 94 he attempted to inform the crew
of the southbound movement by use of radic but was unable to reach them He then telephoned the
operator at Walz
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£ xamintiion of the tapes removed from the speed-iecording devices af diesel-electric units
1806 and 1102 after me Jecident occurred disclosed tnat the speed of No 94 was reduced hron i~
vroxinately 65 nules oer hour to 40 mules per hour 1n the vicliuty of the south yard-linut sign by @
service brake appacmon  The =peed of the trawn then decreased gradually fron 40 wiles per hour
to 37 miles per ho w tmioughout o distarice of 2 2 rules to the pownt of accident It 15 evident that
the tram was opercte 1 at excessive sveed tnrough the :nierlecking and that 1t was not heing aperate

i such manner tguat t could be stopped short of a trawn or obstruction, as reguired by tne rul »=, when
the collis1on oceurred

Cause

This ac:iden: was zaused by tailure properly to control the speed of & first-class train
operating aga.nst the current of traffie within yard limits

Dated at Washingtor, D ¢, this tirst
day of August, 1958

By the Commissioner, Commissioner Tuggie
aq

(SFAL) HAROLD D McCOY

Secretary
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