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SIT-IMARY 

Railroad: 

Date: 

Location: 

Kind of accident 

Trains involved: 

Train numbers: 

Engine numbers: 

Consist: 

Speed: 

Operation: 

Track: 

T,Teather: 

Time: 

Casualties: 

Cause: 

Re commendation: 

Chicago & Eastern Illinois 

January 1, 1944 

G-oreville, 111. 

Head-end collision 

Freight 

Extra 2001 Nortn 

941, 2001 

61 cars, caboose 

5 m. p. h. 

Freight 

Extra 1917 South 

1917 

67 cars, caboose 

15 m. p. h. 

Tine table and train orders 

Single; tangent; 0.S7 percent 
descending gradhe southward 

Clear 

2: 30 a. m. 

2 killed; 1 injured 

Failure to deliver meet order 

That the Chicago & Eastern Illinois 
Railroad Company establisn an ade
quate block system on the line on 
which this accident occurred 



- 3 -

INTERSTATE COMMERCE COMMISSION 

INVESTIGATION NO. 2756 

IN THE MATTER OF MAKING ACCIDENT INVESTIGATION REPORTS 
UNDER THE ACCIDENT REPORTS ACT OF MAY 6, 1910. 

THE CHICAGO & EASTERN ILLI"OIS RAILROAD COMPANY 

February 3, 1944. 

Accident near Goreville, 111., on January 1, 1944, caused 
by failure to deliver a meet order. 

1 
REPORT OF THE COMMISSION 

PATTERSON, Chairman: 

On January 1, 1944, there was a head-end collision 
between two freight trains on the Chicago & Eastern Illinois 
Railroad near Goreville, 111., which resulted in the death 
of two employees and tne injury of one employee. 

lTJnder authority of section 17 (2) of the Interstate Com
merce Act the above-entitled proceeding was referred, by the 
Commission to Chairman Patterson for consideration and dis
position . 
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Location of Accident and Method of Operation 

Tnis accident occurred'on tnat part of the railroad desig
nated as the Salem District and extending between Findlay Jet. 
and Thebes, 111., 192.5 miles. This was' a single-track line 
over which trains were operated by timetable and train orders. 
There was no block system in use. The accident occurred 2.7 
miles soutn of G-ereville and 2.0 miles north'of Omar. From 
the north there were, in succession, a tangent 1,651 feet, a 
3°59'40" curve to the left 2,215 feet and a tangent 121 feet 
to the point of accident. From tne south there was a compound 
curve to the left 3,385 feet having a maximum curvature of 
4°29'40" which was followed by a tangent 1,293 feet to this 
eoint. Throughout a distance of 1.3 miles immediately north 
of this point and a considerable distance southward the grade 
for south-bound trains varied between 0.45 and 0.98 Percent 
descending. 

The train-order signal at Gkoreville was of the three-
indication, semaphore type, and was electrically lighted. It 
was mounted on a mast in front of the station. The night 
aspects and corresponding indications were as follows: 

Aspect Indication 

Green Proceed. 

Yellow Proceed with caution. 

Red Stop. 

DEFINITIONS 
•H- * * 
Fixed Signal—A signal of fixed location indi

cating a condition affecting the movement of a 
train or engine. 

* * # 

Operating rules read in part as follows: 

207. To transmit a train order, the signal "31" 
or the signal "19" followed by the direction must 
be given to each office addressed, tne number of 
copies being stated, if more or less than tnree, 
thus: 1131 north, copy 5," or "19 south, co^y 7." 

208a. A train order must not be sent to a superior 
train or to a train that is to be restricted at 
tne meeting point if it can be avoided. Tfaen an 
order is so sent, the fact will be stated in the 
order and. special precautions must be 'taken to 
insure safety. '-Then the weather or other conditions 
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are such that the signal is obscured from view,, 
tne operator will place one torned.o on the rail 
in each direction a sufficient distance from 
the signal to enable train to stop, and at night 
or during fog or storm, in addition to the tor
pedoes, will display a burning fusee. 

208b. Clearance card blank A will be issued to 1 

the conductor and enginemen of each train re
ceiving train orders * * *; this form must be 
carefully filled out to show the numbers of all ' 
train orders form !'31" or "19" * * * for delivery 
to the train addressed, operator to preserve and 
file, tne lowest copy. # * * -If there are any 
orders form "31" the train dispatcher must check 
all orders by numbers before authorizing delivery. 
•K- •» 
210. When a "31" train order has been trans
mitted, operators must, unless otherwise directed, 
repeat it at once from the manifold copy in the 
succession in which the several offices have been 
addressed., and then write the time of repetition 
on tne order. * * «• 

* * * those to whom the order is addressed, 
except enginemen, will then sign it, and the oper
ator will send their signature ©receded, by tne 
number of the order to the train dispatcher. The 
response "complete" and. the time, witn the initials 
of "the train dispatcher w i n then be given by the 
train dispatcher. Each operator receiving this re
sponse will then write on each copy the word. 11 com
plete," the time, and his last name in full, and 
tnen deliver a copy to eacn person addressed, except 
enginemen, wnicn they wi_.i compare while the oper
ator reads tne ord,er elo.id. Tne copy for eacn 
engineman must be delivered, to him personally by 
tne conductor, and the engineman will read it 
aloud to him and understand it before acting thereon. 

2l0a. A "31" order may be delivered by the oper
ator to the engineman on a freignt train. In this 
Case the engineman instead of tne conductor will 
si^n tne order and the operator will deliver con-
due Gor's copy to rear of train. _ ' • 

220. Train orders once in effect continue so 
until fulfilled, superseded, annulled, * * *. A 
train order tnat is not to be delivered must not 
be "filed" but must be annulled by tne train 
dispatcner, * * * 
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221. Where a fixed signal is used at a train order 
office it shall indicate stop at all times when • 
there is an operator on duty, except: 

(a) When changed to proceed to allow a 
train to pass; there being no train' 
orders * * * for any train in that 
di-rection. 

* * # 

when the fixed signal is used as a train order 
signal only, the caution or diagonal position indi
cates "19" orders and tne "stop" or horizontal po
sition indicates "31" orders * •«• * 

• » ( • # # 

The maximum authorized speed for the north-bound train was 
35 miles per hour, and for the south-bound train, 40 miles per 
hour. 

Description of Accident 

At Thebes, 48.7 miles south of G-oreville, the crew of 
Extra 2001 North, a north-bound freight train, received copies 
of train order No.'222, Form 19, reading in part as follows: 

Engine 2001 run extra Thebes to Salem 
Yard meet * * * Extra 1917 South at Omar. * * * 

At Cypress, 16 miles south of G-oreville and the last open office 
south of G-oreville, the crew received copies of train order No. 
106, Form 19, reading in part as follows: 

Extra 2001 North meet No 185 * * * at Omar 
and meet Extra 1917 South at G-oreville instead 
of Omar. * * * ,Extra 2001 take siding at Goreville. 

Extra 1917 South gets this at Goreville. * * * 

Extra 2001 Nortn,- consisting of engines 941 and 2001, 61 cars 
and a caboose, in the order named, departed from Cypress at 1:45 
a. m., and while moving at an estimated speed of 5 miles per 
nour it collided with Extra 1917 South 2.7 miles soutn of 
Goreville. 

At T 7est Frankfort, 24.3 miles nortn of Goreville and the 
last open office nortn of Goreville, the crew of Extra 1917 
South, a soutn-bound freight train, received copies of train 
order No. 222, Form 31. Tnis train, consisting of engine 1917, 
67 cars and a caboose, passed Goreville, where the crew should 
nave received copies of train order No. 106 requiring their 
train to meet Extra 2001 South at Goreville, at 2;27 a. m., and 
wnile moving at an estimated speed of 15 miles per hour it 
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collided witn Extra 2001 North. 

Engine' 941 was derailed and practically demolished. The 
first, second, fifth, sixth and seventh cars of Extra 2001 were 
derailed and considerably damaged. Engine 1917 was derailed 
and slightly damaged. The fiftn, sixth and seventh cars of 
Extra 1917 were 'derailed and slightly damaged. 

It was clear at the time of tne accident, whicn occurred 
about 2:30 a. m. 

A conductor deadneading on engine 941 and the fireman of 
engine 941 were killed. The fireman of Extra 1917 South was 
inj ured. 

During the 31-'day period preceding the day of the accident 
the average daily movement in the vicinity of the point of 
accident was 28.58 trains. 

Discussion 

The rules governing operation on this line provide that 
train orders must not be sent to a train wnich is to be re
stricted at the meeting or waiting point, if it can be avoided. 
When an order is so sent, tne fact must be stated in the order 
and special precautions taken to insure safety. The fixed sig
nal at a train-order office must display stop for all trains 
wnen the operator is on duty, except wnen changed to display 
proceed to permit a train to pass, provided no train order has 
been sent for delivery to any train moving in tne same direc
tion, or when the signal is displayed to Indicate caution for 
the delivery of form 19 train orders. When a form 31 train 
order nas been received for delivery to a freight train, the 
operator must procure the signature of the conductor or the 
engineer, and send the number of the order and the signature 
to the train dispatcher. The response "complete" and the time, 
witn the initials of the dispatcher, will then be given by the 
dispatcher. The operator will then write the word "complete," 
the time and nis last name in full on the order, and then deliv 
a clearance form and copies of the order to the engineer and 
the conductor. Train orders remain in effect until fulfilled, 
superseded or annulled. In the territory wnere this accident 
occurred, the telegraph is used for the dispatching of trains. 

Tne crew of each train held copies of train orders author
izing the movement of Extra 20 nl North from Thebes to Salem 
Yard and Extra 1917 South from Salem Yard to Thebes and estab-
lisning Omar as the meeting point for tnese trains. Later, 
train order No. 106 changing the meeting Point for'tnese trains 
to Goreville instead, of Omar was issued. The crew of Extra 
2001 North received copies of order No. 106 at Cypress. The 
order was sent to the operator at G-oreville for delivery to 
Extra 1917 South, but it was not delivered to the crew of that 
train when it passed that station. This resulted in a lap of 
autnority of tne trains involved, as the crew of Extra 2001 
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Forth held an order authorizing its train to proceed to Goreville 
to meet Extra 1917 South at that station, and the crew of the 
latter train neid an order authorizing its train to proceed to 
Oqar, about 5 miles south of Goreville, to meet Extra 2001 North. 
Tnese trains collided about 3 miles south of Goreville. Because 
of vegetation adjacent to the track and track curvature in this 
vicinity, the members of the crew on the engine of each train 
were unable to see the otner train more than a few hundred feet. 
Action to stop tneir respective trains was taken by the en
gineers, but tne distance was not sufficient to avert the 
collision. 

In addition to changing the meeting point between Extra 
2001 North and Extra 1917 South from Omar to Goreville, train 
order No. 106 established Omar as the meeting point between No. 
185, a south-bound tnlrd-class train, and Extra 2001 North. 
Tne order was addressed to No. 185, Extra 1917 South and the 
operator at Goreville on form 31, and it Included the instruc
tion that Extra 1917 would receive the order at Goreville. The 
operator at Goreville copied the order when it was being sent 
by the dispa.tcner and repeated it correctly, but he made only 
tnree instead of five copies of the order. The dispatcher said 
that he instructed tne operator to make five conies. The oper
ator said that he did not hear the instruction. No. 185 had 
stopped at Goreville and the crew was waiting for delivery of 
tne order while the operator was cooying it. T«Jhen the order 
was completed the operator delivered two copies to tne crew of 
No. 185, then placed the third, copy on a hook underneatn his 
d.esk. Soon afterward, the dispatcner sent another train ord.er 
to the operator at Goreville for delivery to a north-bound 
train and, while this order was being sent, the operator neard 
a south-bound train aeeroacning. He informed the dispatcher 
that the train was approacninn, but the dispatcher did not call 
his attention to order No. 106. The operator nad. no orders 
add.ressed to any otner south-bound train, and he changed the 
indication of the train-order signal to display proceed. He 
reported, the time the train passed, to the dispatcher, tnen the 
dispatcher informed him that order No. 106 snould nave been 
delivered to the crew of that train. Tne dispatcher said that 
Extra 1917 South had passed the last open office north of Gore
ville before ne was informed that Extra 2001 North was ready 
to depart from Cypress and, to avoid delay to Extra 2001 North, 
it was necessary for him to send order No. 106 to Goreville 
for delivery to Extra 1917. He nad previously been informed 
by the cnief dispatcher that the operator at Goreville was a 
new and. inexperienced employee but, because this operator had 
copied and delivered, several train orders prior to the time 
order No. 106 was sent, without making errors, he did. not tnink 
it was necessary to take precautionary action to insure the 
delivery of ord.er No. 106. The operator said tnat ne could re
ceive messages by telegraph witnout difficulty but, because of 
his inexperience, he was nervous wnen copying train orders. 
It was necessary for him to read, train orders, after he had 
copied and repeated them, to enable him to understand the 
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provisions of the orders. After he delivered conies of order 
No. 106 to the crew of No. 185, he was engaged in performing 
other duties and did not read 'the order until after Extra 19"17 
had passed. 

The investigation disclosed tnat the train rules examiner 
had examined tnis operator during February, 1943, at which time 
tne operator was 16 years 9 montns of age. Because he was not 
sufficiently conversant with-the rules to permit him to perform 
service involving the nandling of train orders, the rules 
examiner disqualified him. Prior to the night of tne accident, 
tne only railroad service ne had performed was as agent from 
December 13 to 25, 1943, at a non-train-order office on this 
line. Because of shortage of operators, the cnief dispatcher 
had instructed this employee to perform service as operator at 
Goreville beginning December 26, although the employee had not 
been qualified by the rules examiner and nad not previously 
performed service involving the nandling of train orders. 

The book of operating rules of this carrier contains 
manual-block rules which provide for blocking of opposing move
ments, but tnese rules were not in effect in the territory 
involved. If an adequate block system had been in use in tnis 
territory, these ooposing trains would not have been permitted 
to occupy the same block simultaneously, and the accident would 
not have occurred. 

Cause 
It is found that tnis -accident was caused by failure to 

deliver a meet order. 
Recommendation 

It is recommended that the Chicago 8- Eastern Illinois 
Railroad Company establish an adequate block system on tne 
line on which tnis accident occurred. 

Dated at Washington, D. C, this -third 
day of February, 1944. 
By the Commission, Chairman Patterson. 

(SEAL) 
W. P. EARTEL, 

Secretary. 


