INTERSTATE COMMIRCE COMMISSION

WASHINGTON

INVESTIGATION NO. 2479
THE ILLINOIS CENTRAL RAILROAD COMPANY
REPORT IN RE ACCIDENT
AT EVERS, ILL., ON

JANT'RY 15, 1941




Locazinon:

“ind of accifen%:
Train involved:
Train number:

Engine nunber:

Timoe
Casunlties:

Couse:

Inv-2479

SUILIARY

I1linois Central
Jrnuary 15, 1941
mvers, Ill.
Deraillment
Passenger

BER

1010

50 m. p. h.
Timetnble wné train orders

Single; £9230' cuvve; 0.£0 yercent
sescendinT gfrade southward

1 killed; 2 injured

Accidant cauced by excessive speed
or sLory curve, combined with ir-
rezusarity in track surface



IYTERSTATZ COITIERCE CoMMISSION

LETIGATION NO. 2479

<

I¥ THE LATTER OF MAXING ACCIDENT INVISTICATION RIPORTS
UND=ER 700 A S*DT"“ REPORTS ACT CF IAY g, 1910.

LD ILLIYOIS CeW™RAL RAILROAD COIPANY

Yaven 25, 1941

et

Accident at Yvera, I11l., on January 15, 1C41, coused by
31 noed on charp curve, conbined with irreg-
Tty in trec ~uxiore.

ADP0ATY OF THE CIMISSIONI

On January

L0, 1293, there wes a derallment of a
pasceni.r Srain on ths Illinois Central Raillrosd ot Evers,
Iil., hicr resulted in the aﬁatq of one ¢mployee and the
injury of one exvress messenger and one employee. Thics
aceldsnt woo investlzated in c“njunction with a resprecsent-
ative nf %the Illincis Commzrce Tommission.

lUnier authority of section 17 (£) of the Interctate
TomTsrce Azt the abave-entitled proceeding was referred
tr tiaz Cor missior to Tommissioner Patterson for considera-
ticn ana dispoeTtitzon.
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Loczti.on and lieshnd »f Operation

This eccident occurred on 23t part of the Illinois Divi-
sion ces'gnated as the Effingham Districet vhich extends between
Palestine and ET flnguam I11., a distance of 353.€ miles. In tne
vieialty of the point of accident this is a single-trecck line
over which tr ins are opcrated by timetable and train orders;
there 13 no block sy»gtem in use. Time-table directinne are no“th
and couth. At Evers a siding 3,482 feet in length parallcls the
main track on the east; the derailment occurred at a point 728

feet south of the south siding-swiftch. As the point of accident
13 approwched from the nnrth there is a tangsnt more tnan 4,000
feet in lengoin, vhich is followed by a 5030' curve to the left
942 feet ia length; the accidert occurred on this curve, which
is designated as Zvers Curve, at a point 2486 feet south ol its

northera end. The grade Tor south-bound trains is, successively,
0.70 percent descending a diateonce oI 200 feetv, level 400 feet,
1.0 percent deecs1ding 100 fr20%t, level 300 feet, 0.50 percent
ascending 00 Tees, level €70 teet, 1.0 percent descending 100
Teet, level 20C feet, 0.833 vercent ascending €00 feet, level 100
fect, 0.2C percent descending 75 feet to the point of dersilment
and 4.9 Teet bevond.

The track structire on the curve involved consists of 20-
pound all, 5O feet in lengtn, laid new in 1927 »a an average of
20 tre~ted hardwoond ties t2 the razl length; 1t 1s fully tie-
plat>d, doudle-spiled on the inside of the rail and single-spiked
on tic outside, eyquipoed with an average of four rall anchors and
four to six rall v oa tn cach rall, and is ballasted with cin-
ders to a dcopth >f 12 anrtoa. Th- maximum superelevation on the

curve cnvolved was & Lv oo oaf Y e saje varied between 4 feet
8~3/8 inchos and 4+ feet S-1,% incnes. The superelevation at the
point of derailment was £-3/8 iaches.

Tire-table aprecial inastruvctions read in part as follows:
Perrancnt yeilow slow boards are located

90C fget in advance of 2 condition reauiring

reduced speec. Indication __ Reduce speed to

ten miles mer hour, or syeed spscified by

nurzro’ e A1 toard. ¥ ¥ ¥

The maximum euthorized speed in the vicinit; of the point
of accident is %0 mil-3 ver hour. A triangular speed-limit sign
bearing the numerals "G0" ~e 1ncated at a point 522 feet north
of the noxrt~_~n erd of tne curve 1nvo¢ved and 14 feet west of tne
west rail; 3t restricts the -vesd on the curve to 30 miles per
hour.

There wvas a dense fog at the time of the rccident, which
occurred abeut Z:07 p. m.
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Description

Nne 333, n firct=class south-bound passenger train, with
Concductor Fitch and Zngineman Renchen in cnarge 001blsfeq of

enzine JOlO, 0of the +-4-2 tyve, one express car, onc mall-bag-
ga@@ cer and nae conuch, in the order nammd; the f1W*+ car vas
of eel underframs and wooden superstructure const v’c+*0ﬂ and
‘GLw econd end thir-d cars were of steel construction. 11%

trair departed rrom Falestine, 47.7 miles north of Evers, at

7:35 P« ., recording to the Sraln sheet, 3 minutes late, de-

parted from Newton, 17.2 -**les north of Bvers and the last open

cfrfice, at 8:3% p. m., 13 minutes late, ﬂnd,\7hile noving at a
ra

gpeed estirated at o0 milcs pe:r hour, be are derailed on Tvers

Curve.

Enzine 1010 wae dorailed to the rignt and stopped, bottom
up, vith 1ts frent ond 257 22t beyord the point of derailment
end 17.2 feet west oF the track; the rear end of the engine was
3446 Teet west ~7 *he tr..ck. Tle engine was badly danaged; 1ts
tr ek was dctacied and the cab vss demolished. The tender frame
remained coupled t2> the engine and stopped immediately beunind
the engine; tne .. .. °. troke 1oose from its frane, overturned
and stoppeda parallel to ihe trezt. The tender truc 78 were de-
tached and st~oped Lolveen the onoine eond the track. The first
car wed derailed and stopned between thic tender and the track
and Leancd agoinst the tender. The truclze of this car were de-
tacned and stopped neer the engine. lh covbler on The front
end of tae ssennd ¢ .r was broken. The cond and third cars
remained coupred and stopned 1,788 feet out“ of the point of

deralilment. The front trvek of the seco md cor was derailed to
the Jefo and the car was elixntly damaged.

Th~ enplaovee tilled wes the engineman and the erployvee in-
Jured wai t-z Tireman.

Summary o Evidence
Fireman Zidsnn stoted thot at Robinson, <0.9 miles aorth

of Zvers, o c.* n3 ~dded %o tlie train and cn air-brake test
was rade. A3 tre train ' s lceving Robinson a running test was
maie, and ftre braokes functisned properly en route. As his train
was opprocching tne point where the accident nccurred the sreed
was abd>ut B0 iiles ner tour and, on a curve near the north
fiding=-switcn at Evora, the engineman closed the throttle. The
firveman then tended the fire and while thus occunied he heard
the enginc vhistle <ounded for two highway crossingzgs locatcd 3716
feet and 2,240 feet north of *the point where the accident oc-
curred. The fireman cazd that because tas engine rode so rough-
Ly on tne curve involved he wac accustomed to tend the fire be~

re the engine o-trored Jt ¢ did not observe that the engine
sged over the rra, o tlhe s2uth siding—-switch while he was

LAy

(D'



-7 -

tending the Tire. The fireman finiched tending the fire before
the eangine cntered = Curve and then returned to the left
seatbox. He Gid not know the exact progress of nis train with
roiation to the curve but observed that the enginemﬂn had not
aprlied the brsZesc tn zoluce speed in compliance with the speed
restricticn on the curve. Soon ~frerward the enzire rose »n the
left sice and nvertureasd oo the rﬂghf. The accident occurrec

: m. In %the vicinity of the »oint of acciaert visi-
;o =) that he vas unahle to see either
front of the cngine. Ee saia tnst the
fheﬂ he sounded the w41”+l cisnal for
ran expressed the oninion that the
ihich e voas *erned in Praxing
tha dense foz, ‘faﬂlma to observe
2 at The eﬂQ. ~f the silding were
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Flaozran-3agzagerman Hendress stated Shet Lo was 1. the bag-
ga.Te car vi.en the ﬂdﬁlﬂCW+ occurraed and the speed was apout 50
niles por hour. He £aid that the hrazcg were not anljed prior
to the ocec »ron-~e of fhn accicfen*. His first kanowlelge of any-
thing Teing wrong was an atr»upt reduction of speed, after which
the bagaage ecar noved ~n the ties. Imﬁediately after the accl-



dent occurrcd he proceeded %o the rear fo provide flag protec-
ticn and observed that the switch lights at each end of the sid-
ing were lighted; becsuse o7 the densc fog he was unable to see
them o distance of rore than 10 or 12 feet. He said tunt when
the cpeed of & trainws reduced fto 30 miles per hovr it rounded
LZver 1 Curve sroothly.

Railway M311 Service Helrer Flockin statesd that e was in
She second car when the train was approaching thie polat where
the accident occ1rred. He thougnt the speed was toc Zrea®t to
rovnl tine curve safely, so he caﬁLed a varning to the mail clerk
to rrace nimself. Fop restricted visibility to a distance of
avout 18 feet. i z:iid that the air brakes wers not applied
nrior TN the time thie Train entaevsd the curve.

S-etion Foreman Henvelman stated thet he arrived at the
scenc ¢TI tnec aceident at 10:30 p. m. &g a result of the derail-
ment tre track was ovt of proper alinement btut it was restored
in aczout 30 minutes. Eecause 27 dense fog the switch lights at
the sidiny could be seen a distance of apout 80 feet only. At
the cint or derail=ment thiere were marke on 10 or 12 ties out-
nide the nigk vreil. Ilarls on the ground indicated tnat the en-
ine ned moved in a tangential c¢irection. There was no mark on
the ties hetwezn the rails. Marke, apparsntly made by the fronv
ftruclt of che serond car, startew at a point opposite the place
wlere the engine stonped. He examined the track nortih of the
no1nt of accident gnd found no i1ndicosicn of defective track or
dragoing equlvment. The prescribed superelevation for this curve
is 2-1/2 inches. At noon of the day of the accildent he nade a

regular insrection Srip over this curve and &id not observe
either a soft gpot 1n the 2-llast or other defective condition.
The lest time ne had reneved ties was about 1-1/2 years prior to
the accident; about 20 percent of tlhie ties on the curve were in

cood condition at thwe time of the accldent. His last inspection
of suviface ond alinement r7as made about t7o weeks prior to the
doy of the zceident; at th.t time <tne condition of the track was
satisfactory. This vas the first derallment on Evers Curve dur-
ing the 24 years ne had bsen in charge cf the section involved.
General Car Foreman Zdenley stated that he arrived at the
scenc of tiie accident at 11:30 p. m. He examined the track and

found that the Tiist nerz of derailment was a flange ma ¥, about
1/8 irch deep, 14 inches ~utoide tie

u 11 h rail. The nz2xt nark
appeared on the seventh tias scurarard, nnd there were marss on ‘
several tics beyond. These latter marks itere about the same dis-
fence ovtnide the high rail as the first marlz. As there was no
mari betwoen the ralls, it appeared that the waeels on the left
side cid nct toucn the track structure as the engine overturned.
There were mariks in the ground made by the sandbox and tne dome
as the enmine slid in a tangential direction until 1t reached a
rcint 25 or 30 feet west of the high reil, where it struck the
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tichway cmbaatment; then the engine wes diverted inward soward
the traclz. H2 examined the rails corefully hut was unable to
find any mark on the topr 2F the kead of the rails. lHe examined
the engiar and found the independent braks vaive in running ©o-
sition, the throttle quadrant badly bent, the throtile latcred
in 2l0s24 rosition, the sender valve closed, and the sutomatic
Trare valve baly damaged. He was unable to deternine the ac-
tunl position of the autnmatic brak%e valve. is examination of
tine Ceraiiec squirment failed to disclose any condition which
courd have con*rituted the cause of the derailment. The
braxes rermained apnlied on tha second and third cars. In his
orinion the engine was derailed by overturning.

o
coHh ot @

Acting Agsiston® EIn-inesr Tilley stated that he arrived at
tne scene of the accident aboubt 10 a. m., Janu~ry 13, and exam-

ined the track. Stortinz at the south giding-switch and pro-
ceeuing gouthward to the veint of derailment the gage and cross
levels, viich were teien at stations 15-1/2 feet apart, Jere

as follows:
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10 41 o=3/g" 0 577 5!
tog-1/un ~1/0mn 561 .0!
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18 4! g-5/Q 1/4" 445.5!
10o% 41 p=1/on N 425.0!
20 41 g1 /9 -1/4n 4192.5!
o] 4 9_5/;!! ...]_/9" AOB,0!
a0 4! a-5/g" 0 57951
22 4" g-5/2" 1/en 862.0°
o4 v “_3/53" ’?/8" 546.5!

25 41 g-%/an 5/ 530.0"
28 41 o-1 /on 1-1/4" 313.5!
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) Distance
north of
point of

Elevation deralilment
1-1/8an 297 .,0!
1-1/9n n80,.51
1-3/4" 264,01
on 247 .51
1—74?" 231 .0O!
2-1 /an 014.5!
o-1 /o 192.0!

=1/4n 181.5"
o-3/an 165.0"
o- 5/0" 1482.5"
;“" 132.0!
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changes froa 85-poind to $0-pound
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Evavra Curve

Point of switch south en’ of Evers siding
Indicates east rail is higher by amoun
shovmn

The first mark of derailrent was a flange mark on o ti

inches cutaide the Ca”e
feet south of the nor*tin end of the curve.
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ties, 17 inches outside Lh
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22y side of the high rail.
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voint 53 feet south of the point of derallment marks 1
that wheels of the engine left the ends of the tiles.
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side of the high rail at a poiant 24€
At points 10.5 feet

of two
At a

engline was examined
er it was moved to

Size of whteels Wheel spacing
Le** Right fack~to-back

31-1/32" 21-1/32"
31-11/1¢a" Zl-5/gm
New gize 33"

77-5/8" n7-5/an
77-5/! nr-5/8en
New size 79"

53-5/16"
53-5/16"

53-1/4"
53-5/32"

53-3/18"



The maximun flange wear on the engine tiuck wheels was 1/~ inch
and on the driving-wheel tires, 3/32 inch. Ths flanges of the
trailer-vhesl tires were cf full contour. 3Ingine 1010 wes last
given Class 3 repairs in 1936 and Class b repairs in 1238; 1%
had covered 72,173 miles. Engines of this type had been 1in use

in tnie aistrict since 1€20. In 1is exunmination of the engine
he fcund no defect which could hatve coatributed to the cause of
the derailmen=s.

Acecording to data Turnished by the carrier, the totel weight
nT enzine 1010, wh+oh was of the 4~4-2 type, was 210,000 pounds,
dictributed as follows: Engine truck, 47,000 ncundg; driving
Theels, 113,000 povnds; and trailing truclk, 5C,000 pounds. The
ftender had tvwec frur-wiaeel trucks, its capacity was 7,000 galions
of water and 1% tons of coal, and ite gross veight vas 147,200
nounds. The length ~f “he rltwd wheegl-base of the engine was 7
feet 3 inchecs; tne total length of the engine wheel-base 7as 29
feet. The diatance between the Nos. 1 and 2 pairs of dr1v1ng
vheels was 7 feet & inchesg; the distance beteen the No. 2 pair
of dri—inzy wheels and th ura1llnj truck wheels was S feet e
inchzs; the total longth of trhe engine and tender was €& fee
5,16 inch.

Observatinns of the Commission's Inspectors

The Commission's inspectors examined the srack in the vi-
cinity of tre pnint of acrcident and Tourd that the Tirst mark of
derailment vas a light flange mark on the wvest end of a tile.
Soutnward from this mark there were other marks on the west ends
of tiea. There was o Gistance of gseveral Teet between the last
mark oa a vie and the bezinninzg of marite on the ground to the
west of tie traclt.

Discussion

Loecording uo the evidence, No. 333 as mo7ing at a speed
of ahout 30 miles per hour on a 5930' curve to the left when the
englne Lecane dersiled and overturnad t~ the richt at a point
P48 Teet south of the northern end »f the curve-

Prior to the occurrence OL the accident, e locomotive was
in good mechanical condition; there wag no evidence of defective
or dragging equitment. “he f+rot mark of derallment was a flange
mars on & tie 17 inches outside the gage side of the high reil.
The second mark was 10.5 feget farther south and was about the
same cistance outside the high rail. The third mark was 15 feet
farther south and alsc 17 inches outzicde *he nign rail. The
Tourth mark was at the end of a tie 53 feet south of the first
mars. banc thers /as no narx elther between the rails or on the
heads nof them, and since %the locomotive rolled over on its right
side and then turned bLotton un 1t i ap-orent that the derailment
was a result of the train rcving a*t cverturning speed. The max-



imum authorized speed on the curve involved was 30 miies per
hour. According to A. . I. A. sup=sreslevation tables, tioe over-
turning speed on a 8Y30' curve rving & suncrelnvaulou of 2-1/2
inches 13 about 7€ miles per ndur and the maximum safe speed 1is
abcul 46 miles per hour. It follows thet “he estimated speed at
the time o7 the derailment was about 2€ miies per hour lovwsr
than the theorstical overturning speed end about 4 miles Der
hovr nigher than the theoretical maximur safe speed; however,

the svperelevation at the point of derailment was oniy 2-3 /q
incies aai at a poins €6 “eet farther norta it was only 2-1/9
incaes; in sddition, there was some “estirony thet the speed at
the %ire of the accident was sonewhat higher thian 50 miles per
Four end the fact the%t the rear two cars moved 1,288 feet beyond
the point of derallxment seems to subssantiate this ev1@eﬂcp- Ap-—
rarently some other factor combined with thz speed was essary
To caeuse the derailment. Undoubiedi:, ancther Tactor was 1rreg—
tlarity of the surface of the ~rack immedistely north of ihe
Doint of derai’xent. variation in levels hetween two adja-
cent stations 16~1/2 feet apor* vas as ruch as 3/4 inch. This
condition undoboedly caused the loccrnotive to roll, ard the

4

rolling would cvercome gonle of the effect Hf %= u”perelevation.
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According to the evicdence, the engineman was alert at a
point a short ‘isctance north of the curve involved, as he closed
the throttle i prensration of recucing the spseld for the curve
and sounded tne whistle signal Tor two highway crossings,; Iow-
ever, he aid not make a bralke-pipe recduction. The fireman was
not alarmed about <he failure of ths engineman to make a brake-
pipc reduction as the latter usually celayved longer than other
engineren the braking of nis Srain. 4 dense fog restricted vis-
ibality vo a distance of 1C t~ <7 5 The 101“e"'an thousht that
because of this conditina “ise engine~an could not see landmarks
vhereby he could determine the exact proxress of his train. The
enzineman vas ramilisar with the territory involved; why he TFalled
to recuce speed for the curve is not definitely known, as he was
¥111led in the accident.
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A slom—-speed sign for the curve invsived was located 14 feet
west of <he west rail. 1t is probable that hecause of the dense

fo.: trhe headlight beam failed to illivundna“e it. Ha? the c<ign
been located nearer tue “rack, it is possible that the engineman

coic have geen 1% ond then he would have known his exact location

Causse

o

It is Tounrnd thet this accident was caused by excessive speed
nn & sharp curve, conrbined with irregularity in track surface.
Datec at Vashington, D. C., this twsenty-Tifth
day of Morch, 1941.
By the Cormmission, Commissioner Patterson.
(SEAL) W. P. BARTZL,
Secretary-



