ITERSTATE COMMEZRTE COIRMISSION

IAVESTIGATICI 1I'C, 3120
CHICAGO, BURLINCLON & QUINCY RATILROAD JOIPAYNY
AI'D
ILLIVCIS CENTRAL RATLROAD COMPANY

IEPCRT II" RE ACCIDENT
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Railroads: Chicero, Burlington : Illinois Ceatral
& Quincy
Date: August 6, 1947
Location: Liteifield, I11.
Kind of accident: Side collision
“raing involved: Freignt . Pasgenrer
Train numberg: Fxtra 8106 North P22
Engine numbers: 6106 : Diesgel-electric
tnits 4004-
40C3
Congists: 70 cors, canocse : 7 cars
Estimated speeds: 15 m. p. h. : 30 m. p. .
Operation: Interlocking
Tracl:: ‘ Single; tangent; : Single; tangzent;
leovel level
Weather: Clear
Time: 10:15 o, 7.
Casuaities: 42 injiured
Causc: Failnre to operate the Illinols

Cent=al train in accordance with
interlociting sicnal incdications
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JIVESYIGATION NO. 3120

IN THE ITATTER OF MAXKING ACCIDENT INVESTIGATICN REPCRTIS
ULDER THE ACCITENT FPEPORTS ACT Cr lMaY 3, 1910,

HICAGO, BURLINGION & QUILNCY RAILRCAD COMPANY

AN
TLLINOIS CENTRAL RATLROCAD CONPANY

Cctober 8, 1947

Accident ncar Litchfield, I1l., on Aucust 6, 1047, causcd
by failure to operate the Illinois Central train in

accordance rith interlocking sigaal indications.

1

il s,

On Aucust 6, 1947, therc was a side collision between
a freight train of the Chicago, Burlington & Quincy Haillroad
and a peassenger train of the Illinois Central Railrecad necr
Latehfield, I11., which resu’ted ia the injury of 29
pasgsengers, 1 railvay-mail clerk, 8 dining-car employeec,

2 coach attendants and 2 train-scrvicze emplovecs., This
accldent was investigated in conlunction with represesatatives
of the Illinois Commcrce Commisclon.

1
‘ Under autlority of section 17 {2) of the Inte
mcrce Act the avove-entitled procceding was ref
Commission to Commigsioner Patterson fo: consid
dil apnsition,
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Location of Lccident nnd licthod of Opecration

This accident occurrcd 1.19 miles sovth of the station
at leCbileld I11., at the ;huOfSqulOW of a lins of the
Chicago, Pur"+nguon & RJuincy Rellroad and a line of the
Illinois Central Railroad. The crossing is located on that
port of the Beardstown Division of the u.m,& Q. ex uending
between Centralie end Concord, Ill., 120.22 milecs, and on
that part of the Sprlngfield Division of the I.C. extending
between Glen and Clinten, I13., 127.8 miles, and it is 55,78
niles north of Ceatralia and 39.21 miles north of Glen. n
the vicinity of the crossing botn are sincle-track lines.

On the C.B,& Q. trcins are opernted by timetable, train orders
and a menual-tlock system, Cn the I.C., trarns are operated
by timcteble, train orders and an automatic block-signal
system. The croseing is nrotected by irnterlocking s1PdLJs.
The main tracks intersect at an angle of a0°06', at a po;nt
15 feet south of the tower, wiich is located in the northwe
angle of the crossing. The C,3.& Q. main track extends sou
and north, and the I.C, main track extends southvest and
northeast., A double-track line of tae Wabash Raillroad
varallels the I.C. main tra on the west From the sonth
on the C.B,& Q. there ere ucceegsion, a tanzent about
4,000 feet in length, a 2 curve to the right 589 feet and
a tangent €1 feet to the
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of accicent snd 121 feet
northwvard. The grade 1 cticallv lcovel., From the
south on the I.C. therc is a 1°22'EC" curve to tne left
1,103 feet in length, ond then a Sanwent 1.5 miles to *the
01ouo¢ng and 571 feet northward. The grade is practically
level.
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On the C.3.& Q., approach signal 4CA and home siTnal
40, ove“nlﬂg north-bound movements, are, respectively,
5,150 feet and 839 feet south of the crossing. Trese
signals are of the one-arm, tvo —ﬁOSlt on, lower cuadrant,
semaphore type, On the I.C., aprroacr signal D2392 and
hiome signal AL, coverning northwbound movrments, are,
fesoncuLvely, 1.99 miles and 405 Teet south of the crossing.
Trege signals are of the four-indication, oolo¢ -llgnt type.
The Ditnuls on both lines are oontlnuouclv liznted, and the
invalved day aspects and correspeoncing indications and names
are as follows:

Sienal Asoeet Indication Nane
40A 60 derrees Proceecd Clear-Distant-
Signal

40 60 degrecs Proceed Clcar-Si~nal
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D2392 Yellotr Proceed; - Anproach.
vreparing
to stop at
next signal
Train exceed—
ing medium .
speeC. must at
once reduce to
that sneed.

AL Red-over- Stop. Stop.
red

The interlocking machine is of the electro-mechanical
type, and concigts of 31 vorking levers in a 41 lever frame,
Time and indication locizing are provided in conjunction with
the C.B.& Q. home sicnals, and approacn and indication locking
are provicded in conjunction with the I.C, home signals. Time
releases in connection with apnroacn and indication locking
are provided. An audible annunciator is actuated to indicate
approaching movements on the C.B.& Q. vhen a north-bound
train enters the circuit 1,22 miles south of the tower,
Audible ancé visible annunciators are actuated to indicate
approaching movements on the I.C, ~hen a north-bound train
enters the circult <.03 miles south of the tower.

A gplit siritch-point derail is located on the I.C. main
track at a point 350 feet south of the centerline of the
crossing.

Overating rules of the I.C. read in part as follows:

DEFINITION
% % %
Fixed Signal.——A sicnal of fixed loceation

indicating a condition affecting tihie movement of
& train or engine.

Note.~~The definition of a "Fixed Signal"
covers such sic na;s ag ¥ ¥ ¥ 1nte““oc&1ng,
sernaphore, * ¥

e

, AL
¢

b

Medium Speed.--a speed not exceeding thirty
miles per hour.

ofs
ws

* %



34, All members of engine and train crews nus?b,
Then practicable, communicate to each other by its
name, thc indication of eath signal affecting the
movement of thelr train or engine.

o
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pco

2,
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98, Tralns and engines must approacu

railroad crossings at grade, * * ¥ prenared to
stop, unless the * ¥ ¥ gignals incdicate proceed,
and track is clear, * % % *

,..
A

P
a "

663, Trains or en
locking signal indica
utntil hend signals ar

cines must stop at an inter-
ting stop and not nroceed
¢ received, ¥ =

Th~ maximum avthorized speed for the C.B.& Q. ftraln was

30 wniles per bhour. Time-table special instructions prescribe
the moximum authorized speed for the I.C. train as 100 milcs
por nour or tangent tracit, 75 miles per hour on tnc curve
south of the crossing and 65 miles per hour over the crossing.
A speed-limit sign bearing the numerals 75 and a speed—-limit
sign bearing the numerals €5 are located on the east side

f the I,C. main track at points, respectively, 2.0 nilcs and
927 fcet south of the crossing.

Descrintion of Accident

Extra 81086 korth, a north-bound C,3.2 Q. freight train
consisting of engine 5108, 70 cars end a caboose, pasgse
signals 40A and 40, which displayed proceed, and while moving
over the croscing at an estimated speed of 15 miles per hour

thae first car was struck by I.C. No. 22.

No. 22, a north-ound Tirst-class I.C. passenger traln,
consisted of Diesel-electric urits 4004 and 4003, counlec
in multinle-unit control, one mail-express car, four coaches,
oae cafe~lounge cor and one narlor-obssrvation car, 1a the
order named, The geconé to the fifth cars, inclusive, were
of lizhtweight steel construction, and the remainder of the
cars -rere of conventional standard all-steel construction.
This troin departed from Lount Clive, the last open office,
6.S1 aies south of the crossing, at 10:C8 a. n., 2 minuves
late, Dassed signal D2322, which displayved proceed-preparing—
to—ctop-at—-naxt-sisnal, passed signal aL;, which displayed
stop, and vhile moving a%t an estimated speed of 65 nmiles per
hour it was derailed at the derail. The egnuipmenty continued
in line vith the track and vas moving at an estimated speed
of 30 miles por hour when it struck the first car of Extra
610€ Horth.
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The rear truck of the tender cf the eagine and the
first eight cars of Extra 6106 North were derailed and
badly damaged. The Diesel-electric units and the first
five carg of I.C. Uo. 22 ware derailed to the west, and
were bacly damaged. Separations occurred Yetween the .
first and second cars, between the second and third cars,
betrreen the third and fourth cars and betuveen the fourth
and fifth cars. The front portion of the train stopped
witn the front end of the first Diesel-electric unit and
the rear end of the first car, respectively, 480 feet and
285 Teet north ol the crossing. The front ernd of the
second car stopnmed 45 feet souvth of the rear end of the
first car., The front end of the third car stooped 12 fret
south of the rear end of the second car, The Tirst car
stopped at an angle of about 7 degrees to the track, anc
leaned to the west at an angle of about 1% degrees. The
second car stopped practically upright, about 16 feet vest
of the track and parallel %o it. The third car stopped
practically upright, and at an angle of about 13 degrees
o the tracl. The fourth car stopped at an angle of 17
degrees to the track and leaned to the vest at an angle of
37 degrees, with its [ront end apgainst the rear end of the
third car. The fifth car stopped at an angle of about 7 degrees
to the track and leaned slightly to the ecast, with the front
end leaning against the rear end of the fourth car.

The fireman and the baggegemnan of MNo. 22 rere injured,

The veather vas clecar at the time of the accident,
which occurred at 10:15 a. mn.

Diesel-electric engine 4004 1s provided with a spcedometer
and an 145-40 brake valve. TrLe brake equiosment of this engine
and the secord to the fourth cars, inclusive, is arranged for
either automatic or elcctro-pneumatic operation, and the
brake equipment of the remainder of the cars is arranged for
automatic operation only. During the trip involved conventional
automatic braking vas in service. The equipmcnt is so arranged
that, Quring an emergency anplication of the brakes, power
is automatically cut off from the propelling mechanism, and
sand ls automatically deposited upon the rails from sandcrs
on the engine and the second to fourth cars, inclusive.

Discussion .

The crossing involved is protected by an interlocking,
which 1s so arrangcd that when the route is lined for the
C.B.& Q. and vhen a north-bound C.B.& Q. train has entercd
fhe approach circuit the C.B.& Q. home signal will display
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d, the I.C. approach signel vwill display aporoach and
.C. lome gignal will disnlay stop. In addition, after
% Q. north-bound trcin has entered the apnroach circult
ute canaot be lined for an I.C. train until the time

e nes operated an interval of 2 minutes 2 seconds.

The route was lined for the C.B.& Q. train at 10:05
a, m.,, the aprroximate time it entered the approach circuit,
Soon after tne C.B.& Q. train entered the aporoach circuit
the speec vas reduced to about 15 miles per hour in response
to signals ziven by a maintenance-of-way flagman., The
C.B.& Q. train passed itg anvroacia and home signals, which
displayed proceed, and was moving over the crocsing at an
estimated snced ol 15 miles per nour when the first car wvas
strucx by the encine of the I.C. train at 10:15 a. m. The
enginenen and tre front brakemen were maintaining a loolzout
from the engine, and the conductor and tlhe flegman vrere in
the caboose, These employees were not avare of anything
being vrorng until just before tha collision occurred.

The engineer of I.C. No., 22 saild that when the train
was anout 5.5 miles south of the crossing the spced was
about 85 miles per hour, and a varning signal was displayed
in the control compartment of the engiue indicating an
irregularity in the engine compartment. The fireman immediately
vroceeded to the rear of the uvnit to ascertain thc czuse.
The engineer sald that becauce of this occurrcnice his attention
wasg distracted, and he did not observe the incication displayed
Dy the approach signal, located 1,91 miles soutn of the home
signal. VWhen the tra.n rcachcd a point about 1.75 miles south
of the crossing the enginecr made o lisht brake-pipe reduction,
and he thought the specd was reduccd to about 75 miles per
hour. He snld this brake application vas not releasad. When
the engine was some distance south of the home signal he
ovdgerved that this signal was displaving stop. Then he moved
the brake velve to emergency nositiod, and he estimated the
speed of No, 22 as about 30 milcs per hour wthen the collision
occurreC., The fireman 1eg¢ in the rear of the first unit
when he felt the emerzency applicetion of the brakoes, and
was returning to tre control comparitment when the collision
occurred, The members of the train crew werc in various
cars throughout the trein, and were not sware of anything
being wrong until the braxes were acpplied in emcrgency Jjust
before the collision occurred. The brakes of this train
had becn tested and had functioned properly en routc.

-
G

In addition to the present accident, during the past
6 years the Commiesion has investigated six accidents in
which the Tireman was not statloned in the control compartment
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of the engine at thc time cach of these accidents occurred.
These accidents resulted in the death of 22 persons and the
injury of 122 persons. Tne operating rules of the Illinoils
Central Railroad reguire all members of an ensine crew to
communicate to each other, “ien practicable, the indication
of each signal affecting the movement of their train or
engine. However, the fireman on a Diesel-electric engine

is required to check the perrformance of the engines. During
the Time the fireman is performing his cduties in the engine
compartment he is not in position to observe the indications
of the signals. In this instance the firsman was in the eangine
room of the first unit and did not see the indications
displayed by either the approach signal nor the home signal.

Sause
It is found that this accident was caused by faillure
To operate the Illinois Central train in accordance with

interlocking siznal indicatiors.

Dated at Vashington, D. C,, this eighth
day of October, 1947,

By the Commiscion, Commissioner Patterson.



