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SUMMARY

J1linois Central
November 19,*1939
Mattoon, Ill.

Rear—-end collision

Frelght + Passenger

87 ¢ 1

2504 : 2408

137 cars and : 9 cars
caboose

Standing ¢ 15-25 me p. he

* Timstable, train orders and cab-signal

block and automatic train-stop system

Double; tangent; 0.049 pe}cent ascend—
ing grade southward

Mesty, with fog pockets
12:45 pe M

8 injured -

‘Fallure to provide proper flag pro-
tection for the preceding train and
by operation of following train in
automatic train-stop territory with
automatic train-stop and cab-signal
devices cut out, contrary to éturrent
instructions, resulting in an im-
perfectly displayed cab signal ..
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To the Comriission:

On November 19, 1939, there was a rear-end collicsion
between a freight train and a vassenger train on the Illincis
Central Railroad =t Mattoon, Ill., which resulted in vhe in-
Jury of two passengers, five dining-car employees, aad on:
trajn-sorvice erplovee.

Location and Method of Operation

This accident occurred on that part of the Illinois
Divislon designated as the Champaiga District which extends
betweea Chamvalgn and Centralia, Ill., a distance of 124.4
mileg. Ta the vicinity of the »noint of accident this is a
double-tracl line over which trains are operatad *v timetadle,
train ordzsrs and a cab-sipgnal block and automatic train-stop
systeme. This accident occurred on the southward track, within
yard iinits, at a point approximately 3,511 feet north of
Mattoon station and 5,053 feet south of the north yard-limit
board. Approaching this point from the north there is a tan—
gent whichh extends a distance of umwore thaan 7 miles to the point
of accidaent and arproximately 3 miles beyond. The grade for
south=bound trains i1g, successively, level a distance of 2,300
feet, 0.25 nercent ascending 800 feet, level 1,400 Teet, 04417
percent descending 2,900 feet, 0.073 percent ascending 1,500
feet, G.125 percent descending 400 feet, level 2,000 fect,
0.585 percent ascending 3,300 feet, and 0.049 percent ascend-
ing 900 fecet to the point of accident and 3,600 feet beyoad.

Facing~pcint cross—overs between the southward and north-
ward meoin tracks are located approximately 3,055 feet and 3,672
feet scuth of the station at Uattoon

The automatic cab-sgignal and train-stop system is of the
continuous inductive typc; cengincs are equipped with 2-1ndico-
tion color-light cob signals which display elther a grecn or a
rcd aspect. There arc no wayside signals except semi-automatic
home sigri2ls locoted at interlockings. Cab signals are actuated
at block~indication points, which correspond with the points at
which wryside signals, if used, would be locatcd. When the cab
signal changes from a grcen to a red aspect a warning whistle
in the cab of the engine sounds and if it is not acknowledged
within 6 seconds by operation of the engineman's acknowledging
lever an automatic brake apnlication, sufficient to stop the
Train, will occur; this brake application cannot be released
until a predetcermined brake-pipe reduction has been made. If
the brnke application is forestalled by the engineman, the train
may procecd under his control in accordance with the operating
rules. When a train is opcrating under a red aspect in two
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consecutive Blocks nnd posses the block-indication point be-
tween the twe vlocks the cab signal changes to green while the
cnglne is moving over an encrgizod scction of the track 200
feet in adv-nce of the Plock-~indication point and then changes
bacl: to = rcd ospect which causes the cab woarning—-whistle to
sound and the automatic train-stop device to operate if 1t isg
not forestalled by the engineman.

Block-indication points are located 8,800 feet and 4,146
feet north ol the point of accident.

Transportation rules of the carrier read in whole or in
part as follows:

27« A signal imperfectly displayed, or

tlie absence of a signal at a place where

a signal is usually showr, muct be re-

garded ag the most restrictive indication

that can be given by that sicnsl % % 3%,
%o %

34. All members of train and engine crews
muigt, when preacticable, communicate to each
other by its name the indicaticn of all sig-
nals affecting the nmovenent of their train.

86. Unless otherwise provided, an inforior
“rain muet clear the time of a supcrior train,
in the srre directicn, not less than five
minutes; but muet be clecar at the time a first-
class train, in the samc direction, is due to
lesve the next statiocn in the rear where time

ig ghown.

39. When a train stons under circumstances
in vhica it may be overitazlen by ancther traia,
the flacman must go bac’t immediately with
flagman's signols a sufficient distsance to
inegure Tull »Hrotection, »lacing two torpedoes,
and when necessary, in addition, displaying
lighted fuscess

% % %

When a trein is moving under circumstanccs
in which it may be overtaken by anothcr train,
the flagman must take such action as may be
necessary %o insure full protection. By night,
or by day when the view is obscured, lighted
fusees must bc thrown off at proper intervals.

¥ % 3



201e For movements not provided for by time-
tatle, train orders will be issued. ¥ * ¥

Rules 284 and 289A define cab-signal aspects as follows: .

Aspect Indic¢..cion Name
Green ~—w=Proceed ———Clear
Red -——Proceced at Re-

stricted Speed,
Not Exceeding 15
liles Per Hour -~—-=Restricting

Restricted speed is delined as follows:

Proceed prepared to stop short of train,
obstruction, or anytrning that may reguire
the specd of a train to be reduced.

Rule 886 of the time-table special instructiong reads in
part as follows:

Eetween Otto and Centralia secorid clagss
and infcrior trains may run ahead cf over-
due first class Trains but will Xkeon ad-
viged of and avolid delay thereto.

3 4

The Champalgn District extends betwecn Otto and Centralia.

Bulletin instructions to englncmen operating locomotives
equipped with automatic tr-in-—-gtop devices are in part as
follows:

% % % UNDIR NO CONDITION SHALL TRAIN STOP
ELECCTRIC CAB SWITCH BE CUT-OUT when opersting
over automatic train stop territory, regard-
less of movement, except on gecond engine
wnen double heading, ¥ % ¥

A recigsuec of a general notice, dated January 1, 1939,
addressed to engincmen on the Champalgn District, reads as

follows: .

In order to safeguard againgt train-stop
engines being diepatched over train stop
territory on runs where cngincmen take care
of enginec earoute or enter train-stop terri-
Tory enroute, a test must be made in the
following manner:



VY
Inv=2323

Wnen engine 1g standing on energilzed track
znd cab slgnel displayed preen, open train stop
cab switch and after brake pipe starts exhaust-
ing, close train ston cab switch. When equaliz-
ing gauge hag droprped 20 1bg. move brake valve
handle to lap position and when braoke plpc sx-
Laust ceases, move brake valve handle to running
position, releasing brokes. The time reguired
for making this test is about one minute with
an 18-car train.

This willl be the enginemen's assurance that
train stop device 1s cut in =2nd working properly.

It should be thoroughly understood that this
test applics on thrcucgh runs of engincs at Cen-—
trolia northward =nd Champaign southward.

The maxirum authorized speed Tor pagsengel trains between
Champaign and ki-~ttoon is 8C miles per hour.

The weather was misty and there were fog pockets at the
time of the nccident, which occurred about 12145 De e

Degcription

No. 87, a gouth-bound sccond-class freight train, with
Conductor Wildmaa and Engineman Hamersmith ia charge, consigted
ol engine 2524, 137 cars, and a caboose. At Champalgn, 44.06
miles north of Mattoon, the crew rcceived a message readlng as
follows:

Pick up Centralia loading at llattoon and
Odine. USQ 10 r.ins on No. 1.

This train departed from Champaign at 10:30 a. m., according to
the train sheet, 4 hours 45 minutes late. At Tuscola, 22.6
miles north of Mattoon, the crew received a message reading as
follows:

Can run you over northward track out of
linttoon if necessary.

This train densrted from Tuscola at 11:34 a. m., stopped at
Mattoon between 12:30 and 12:3C pe. m., according to the state-
ments of the crew, and about 12:45 p. me the rear end was struck
by Ne. 1.

No. 1, a south-bound first-class passenger train, with
Conductor Jolly and Engineman Walkup in charge, consisted of
engine 2408, one mall car, one express car, one baggage car,
four codches, one club car, and one Pullman sleeping car, in
the order named. All cars were of steel congtruction. This
traln deported from Champaign ot 11:59 as m., according to ths
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train sheet, 9 minutes late, departed from Tuscola, the last

open office, 2t 12120 ps m., 4 minutes late, passed Dorans, 4.9
miles north of Mattoon, and the laogt gtation vhere time i1sg shown,

7 minutes luote, according to the cvidence, and, while moving at

a specd estimated to have been oectween 15 and 25 miles per bour,.
collided with the rear end of No. 87.

Engine 2408, of No. 1, stopped approximately 138 feet
gouth of the point of collision. The smoke box telescoped the
caboose of No. 87 and the engine truck and one pair of drivers
were deralled; tne front end of the engine, including the auto-
natic train-gtop equinment, was badly demazed. The caboose of
No. 87 was demolighed; geven empty tank cars immedistely ahead
of the caboose were derclled st various anglee in a mass of
wreckage which blocked the northward main track.

The train~service employee injursd was the fireman of Noe
1.

gummary of Evidence

Engincnan Hammersmith, of No. 87, stated he received a
nesgsage at Tuscola 21viging him that hig train could run over
the novthward track eoutl. of Mettoen in order to clear the
southward track for No. 13 he expccted the switches to be
lined so thut his trein could move prromntly to the northward
tirack; however, when his train arrived at Mattoon at 12:30 or
12:35 pe me, a north-bound train was blocking the cross—over.
Water wue takon, eipht cars wore sot of”, the engince was re-—
couprled to the train, snd 16 was rerdy to procecd at 12:45
or 12:46 ps me, at which tine the nerth-tound train was still
blockine the cross—overs He stated that he had received a
megsaze to use 10 ninutes on MNoe 1 and for that reason he did
not sound tne signol for the fl-gman to protect the rear end
when his train stopped at Mattoon.

Fireman Scott and Front Brakeman Farris, of No. 87,
corroborated the testlmony of theilr engineman in all essential
detalls.

Conductor Wildman, of No. &7, stated thot hig train passed
Dorans at 12:1% p. mej he reccived one uegsage instructing him
to use 10 minutes on No. 1 and another message informing him
that if necessory his train would move over the northward track,
south of M=ttoon. The caboose markers were lighted beciuse of
the weathers When the speed was roducel zpproaching Mattoon no
fusee was dropped because he did not expect that his train would
be delaycd in crossing over to the northward track. His train
stopped at Mattoon at 12:36 p. ms After obscrving the flagman
get off and stert to run northward, he started toward the front
end 6f his train and had reached a point 39 car lengths forward
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from tke catoose when the‘collision occurred. The time of the
cceident was between 12:44 ond 12:46 p. me It was customary to
receive instructicns by mescage with regard to using time on =
following supcrior train. Hc understood that the megsage did
not signify No. 1 was 10 minutes late; also he understood thnot
No. 87 ghould have cleared or protectud against No. 1 at 17:34
p. m., weoich was the time Noe. 1 was due to leave Doranse

Flagnan Taylor, of No. 87, stated that, althousgh the weather
was hazy, it was pogsible to sce a diagtance of 15C or 160 car
lengthc, consequently, when the gpeed of hie train was reduced
approaching lMattoon he did not think i1 nccessary to droo a
lighted fusce. Immedistcly after thoe train stopped ot Mattoon
he gtarted back to flag ana, when only 2 or 3 car lengths to
the rear of the caboogce, he obgerved No. 1 aprproaching nbout 2
miles distant, whereupon hie lighted a fusec and wovel stop
signals as he rar toward the approaching traln. He nad reached
a point about 25 c-r lengths north ol the csaboose when No. 1
passed him b a cpecd of 60 or 85 miles per hour. No. £7
stoppcd at Msttoon at 12:37 or 12:38 p. m. and thic collision
occurred ot 12:42 or 12:43 pe me. Ho thoucsht the message im=
plicd that No. 1 was 10 minutcs 1ate and corfeorred right on
No. 87 to usc 10 minutes on No. 1'g schedulo,tut that 1t wos
necessary to protect ugainct No. 1 al%er its gchedule time %
Doranea,

Engincman Walkup, of No. 1, ctated that a2t Champaign o
took chuarge of engine 2408, which was on No. 1 from Chic>go.
An alr-brake test was made st Champaisn but the automntic
train-stop systemn was not tested =znd he failled to cut in the
main switch at that point, as he wss required to do before en—~
tering the autounatic train-stop territory ahead. Station stops
were made at Tuscola and Arcola wnd the brakes functioned pro-
perly at both places.e The wavside gicnal aspects at the ilnter—
leockings which Noe 1 pasced were in clesr view a distance of
about 1 mile sna, as thesc siznals came into view before the
block-indication points were reached, he did not observe tist
the cab simnal wag not functioning. When approsching lattoon
Le and the fireman simultaneously observed the flagman of Noe
87 at a2 point about 1,5C0 feet north of the caboose of that
train, waving a lighted fusee. He immediately placed the
brake valve in euergency position end opened the sand valve;
at this time ris train was moving =zt o spesd of about 80 miles
per hour and the cngine was about 2,50C feet north of the ca-
boogc of No. 87. He observed that the cab sirnal was not dis-—
playing an indicaticn and realized thon, for the rirst time,
that the automatic cab=signal aad trair-ctop gystem was not
cut in service. He turned the m=ain switch, located avove nlsg
cab wlindow, to the "on" position and immediately the cab signal
displaycd a rcd aspects The specd of his train was 15 or 20
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miles per hour a2t the time of the colligion, wnich occurred at
12:45 p. m. He did not receive elther orders or instructions
for No. 1 to run lafte. ‘He passed Dorans 7 minntes late. FEe
had been assigned as engineman on No. 1 about 5 years. He could
not explain his failure to cut in the automatic cab-signal and
train-stop system bﬁ”orp leaving Chnamrnaign, nevertheless, e

was pesitive that he d1d not have the system cut in 2t any time
until after he saw the flaogman's stop signals, and sald that he
had not even thought of it during the tr;“. Jothing unusual
had occurred to dis ract his attenulcn during the run from Cham-
paiga to the point of accident.

Fireman lleyers, of No. 1, stat
incoming fireman of No. 1 ot Champaisn he was busy with routine
duties and did nct <bserve that the engl cman had not cut in the
avtomatic train-stop device. Tiie air ! fardo wire tecsvted, the
rear car was set of7, and then No. 1 left Chompailgn. No orders
cr instructiong for their traia to run late were rescelved. The
water in the Doiler had a tendency te rise and lie had blown it
down two or three times alter lecuving Champalgn; his attention
was distracted by this duty. When aoproaching llattoon his train
was moving at a speed of 60 or 70 miles ner hrur ond was running
about 5 minutes latcs At a point about 1/2 mile nortiy of the
point of accident he and the enginenan obscerved the Tiagaan of
No. 87 waving a lighted fusce; he thought the Tl-gman was stand-
ing 2t a polnt about 12 or 14 cnr lengths north of his canocsze.
The cngincman immediately made a reavy brake-pipe reduction
which was eflective but too late to avert the cnllisicn, which
occurrcd about 12:42 or 12:43 ne me Tho weatbhor was micty =nd
there were fog pockets; he was unable to gce th2 cabooge of No
87 until gscon after hie obgcrved the flagaan. He estimated that
the speed of the train, wien he got of f the engine <nortly bo-
fore thz collisicn occurred, was 20 cr 25 miles per hour. The
wayside signals ot the tarce iaterlockinis betwecn Champaign
and the point of accident were digplaring clear irndlicationg.
He knew that the train-ztop warning wL;"+le chiovld have sounded
at these points but as his attention was Alstracted by otharr
duticg, hec failed to obsgerve the abscace or whistle gignaleg
he had no recason to think that the srstem was nod “t in- He
did not nbserve the absence of cabesignel aspectc betwecn Cham-
paign and lottoon ag when in hig ugual position his v1ew ol the
cab signal is obgcurced by the boilex head. He hod worked with
this engincmae Zor 15 or 20 yours A0 knew of ne instonce pro-
vious to i'is ncengion vherein he had failed o cut in the auo

matic cab-gignal and train-ston cystime

G tha% after relieving the
Iy

L _

Coniuctor Jolly, of No. 1, stoted that ris train departed
from Chammaign O minutes loate and -t Lie Gid not recelve any
orders or instructiong for hig train tc run late Tiie reguler
stop was made at Tuscola nnd hig train depqrtﬂd lTOH that
station 5 minuves latc. A flag stop waeg mode at Arcola. The
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train passed Dorans at 12:40 or 12:41 pe ms When approaching
Mattoon, at a speed of not lesg than 60 mlles per hour, the air
brakec became applicd in emergency and, alter meoving a dict-nce
of about 2,500 feet, hls train struck the rear end of No. 87,

at which time the speed of the train had been reduced to about
20 mlles per houre The accident occurred at 12:44 or 12:45 p. me.
He hnd never received orders for his train to run latec, regord-
less of how late 1t was running.

The statement of Baggagernan Myron, of No. 1, added nothing
of importance.

Flagnan Hardsock, of No. 1, stated that he was in the rear
car at the time of the acclident. When the train was approach-
ing Mattoon, at a speed of €65 or 70 miles per hour, the air
brakes became applied in emergency, whereupon he loolked out the
car window and cobgerved the rceflection of a fusee. The train
moved a short distance and then etruck No. 87, 4t which tire
the spead had been reduced to 20 or 20 miles pcr hour. The
accident occurred at 12:45 pe me He went back immediately to
provide fl~g protection and observed the flagnan of No. 37
holding » lighted fusee at a point 8 or 7 car lengths north
of the resr 2nd of No. l. Reaching the location of the flapg-
man of No. 87 he obgerved that the fusee wos still burning and
about one-bhalf of it remaincd. A light rain was falling and
fogginess in nlaces restricted visibility to 3b or 40 car
lengths.

Train Digpatcher Granger stated that it is the usual
practice to zive an inferior trein timec on a following supcrior
train by message and not to issue a copy of such mesgsare to the
supcrior train. On the day of the nccidnnt hes mive Vo. 387 2
message to usc 10 minutes on Ne. 1, but No. 1 nade up mors tine
than 1is usual for that train in the territory involved. At the
last renorting station No. 1 was 4 minutes 1atc.

Train Control Supervigor Kelly stated thalt locomotive
2408 was cculnped with thic pneunstic type cf autoratic troin-
stop device; with this tyvpe the pneumstic porticn of the devieo
1s sealed ot all timee; howevar, the engincman can open the naln
electric switcehh of the dovice without disturbiag th- seal on the
cut—out cock of the pneumrtic portion and then, within a 6-second
period, operate the acknowledginge valve and thugs reader the auto-
matic train-stor device inoperntive. The automatic cab-signal
and traia~stop equiprient on a locomotive is tosted befecre leave
ing Chicago and then i1s cut out clectrically over the non-—
equipped territory to Champoign. Belore the traln leaves Chane
Paign the eleeirlc swtich is operatrd to cut the system in serv-
lce and a deporture test of the outorztic train-stop device is
made. He saild that ot three ilaterlocking plants between Cham—



palgn and Mattoon, namely, Tolono, Arcola, and Tuscols, there
arc¢ dead sectlcong in the track and a locomotive operating over

this territory with the automatic train-stop system cut in would

get a distinct gignal from the automatic train-~stop warning
whistle 2t these pointss

Traveling Engineer Buckles stated that he arrived at the
scene of the accident soon after 2 p. m. and at that time in-
gspected engline 2408. He obrerved that the electric switch of
the automatic cab-signsl and train-gstop device was in the cut-
in position, but no 1light in the cad signal was burning be-
cause the irain-stovn equipment wag denolieched in the collision.
The automatic brake-velve was in emergency position.

Superintendent Downg stated thatv traln dlspatchers were
authorized by the managsment to iscue a message authorizing an
infgrior train to use an extenzsion of 4ime on the gchedule of
a following surcrior trailn, but this message does not confer
right on the inferior train and 1s used only to expcdite neve-
ment of aa infcerior train. Rule 86 of the current tinmetable
does not svpersede Rule 36 of the transportation rules, dut is
supplemental to that rule and the enrloyees are so instructcd.
Under the nanagement's interpretation of the rules, the flag-
man of NMo. 87 ghould have thrown off licnted fusecs when nisg
train firct recduced gpecd cpproaching Mattoon, as provided in
Rules 93 and 99, sincc the megsage they held was not sn order
for No. 1 to run 10 minutes latecs. The intervretstion of Rule
201 1is that the chief disvatcher hag nuthority to issue train
orders for movements not provided for by time-tablce suthority;
a messaze cannnt be issued in licu of a train order when he
supcriority of a train 1g restricteds In this instaince 1t wos
not intended to confoer risht on the preceding inferior train;
congequently, the following superior train was not restrictced.
The message to lic. 87 was issucd solcly to advaacc the novement
of That train. This practice and ti.» rulegs involived have been
in effect since Februzry 5, 19210. Furces uged ~re ol 1lO-minute
slze. Engineman Walkup had been instructed on the ~utomatic
train-stop device and cab-signals when they wore put in sorvice
in 1925 2and at cach 2ir-brake oxominatiown gince that time; tire
last cxamination was in 1938. Obscrvotions are made frequent-
ly by officialgs in regnrd to employecs' obgscrvance o train-—
stop test reguircments, but rccords of those obgorvations are
not kept. The troian~atop caulpmenb on engine 24C8 was tested
prior to 1ts departurce from Cilcogo on the day of the occidente.
He gaid that a test conductcd severnl ycaors previcus to this
accident discloged tix»t nn 8~car passenger train, moving 2t o
speed of 80 milcs per hour, could be stop:ed in 5,385 Teel by
an automatic train-stop br:ic application. An cmergcney broke
application should stop a 9~car train, moving at a soced of &0
mlles per heour, in approximatcly 3,475 foet.

n

'
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Observations of the Commission's Insgpectors

The Commission'!s inspectors observed the departing tast
made on two sccticons of a train at Champaign on November 223
these tests were made in accordance with the instructions
igssued by this railroad.

Discussion

No. 87, a second-class train, was occupying the southward
main trock at Mattoon on the time of No. 1, a suverlor train in
the some direction, by authority of a message containing in-
structicns to uge 10 minutes on the schedule time of No. 1.

The preceding train, because of conflicting movements ot llattoon,
was unable to clear on the northwi rd ncin trock ¢ nd cstopped ot
Mettoon botween 12:30 and 12:38 pe me; 1ts rear end was struck
by No. 1 at 12:45 pe me Although aware that No. 1 wng duc to
leave Dorans, the last station where time was shown for No. 1,
at 12134 ve me, the flogman of No. 87 did not drop lighted
fusces when his train reduced speed approaching Mattoon ag re-
quired by the rulcs. He walted until his traln stopped boefore
providing flag protection, but according to the evidence, lio. 1
was Tollowing clogely ond he did not get back a sufficlent dlg-
tance to provide aodequate stopping distance for No. 1. 1though
the track was tangent o distance of scoveral miles, weather cone
ditions restricted visibility teo the extent that the memboers of
the engine crew on No. 1 sald that they could not see the
lighted fusce held by the flagman until 2,500 Tect distant from
the c~bocsc of No. 87. The flagman saild occouse of the message
to use 10 uinutes on No. 1, he undecrstood that No. 1 was 10
minutes laote, but that it was necessary to provide flag pro-
tection when Noe. 1 was due at the last station in the rear wvhere
time was shcwns. The conductor of No. 87 gaid that he had not
required lighted fusees to be dropped when approsching liattoon
as he had anticipated no delay in clearing for No. 1. ke under-
stood that protection should have been provided against No. 1 on
its schedule time at Dorans. The superintendent stated, in ef-
fect, that No. 87 was required to protect the same as though tne
crew nad not recelved the nessage.

There was considerable discrepancy in the testinony with
respect to the time No. 87 stopped at Mattoon and the time the
accident nccurred. The preponderance cf evidence was to the ef-
fect that the train stopped about 12:35 p. m. and the accident
occurred about 12:45 p. ms According to the statement of the
flagman he had from 4 to 6 minutcs in which to provide flag
protection and he had reached a point about 1,000 feet to the
rear of his train when No. 1 passed hime The welght of evidence
indicates that he had about 10 minutes in which to provide flag
protection. Proceeding to the rear at a rate of 4 miles per



hour the flagman should have rcached points 1,408 feet, 2,112
feet, and 3,520 feet distant, respectively, in 4, 8, zand 1C
minutess The track wns tangent but undulating and vieibility
was restricted by fog pockets. Undor these conditins and i
view of the ctopping distsence required for a train moving
speed of 80 miles per hour, and cince the engine crow cf No. 1
saw the flagman a distance cof only about 1,500 fest, it is
apparcnt that the flagman should have been back rot lecss than
3,500 fect to provide adequate protection. The Tflacging ruvle
.requlred thet by day when the view wus obgscured, as was the
condition when approaching lattcon, lighted fusces must be
dropped at proner intervals.s IT the flagrian had droppred
lighted fugees when hic trein started tc reduce speed when
preparing 1o gtop at lMiattoon iv is orobavle that this accident
would have been averted.

-~
i

The territory betwecn Chicagce ard Chimraigsn is not egquipped
with the auvtomutic cab-sirnal and vrain-step avotem and the
cpparatus con cngines operating over thig territory ig cut onte
When zn engine is ovmerated over eguirped territory, the eaginc-
man in chrrge 2t tho entrance te equipped troc!n 1o required by
the rulecs ve cut in the automatic cab-signal 2ad train-stop
apparatus ~nd ke a denarturce test. Thc cngineman of No. 1,
who hnd been assigned to this run for 5 years nast and wiin was
faniliar with train-utop operaticn, took cherps of enpinz 2403
at Cham»nal r and said that through an cvers T

bl ieht, he Inilcd to
cus in the automatic cab-sienal and train-ston apparatus and
to make %lic usurl doparture test. Under cxisting instructions
the ergiaeran wag not permitted to nove the train-stop electric
cab-swltch cut cut when overating in auton:tic train-stoon terri-
tory. The trin prior to the accident was without unusuzl in-
cident ond hig attention was not distracied from his custonary
duticse Athough the train-stop waraing whictle ghould have
sounded % dead—section portions ¢f track «t three interlockings
en route, provided the train—-stop apnoaratus was cut in, he
could not explain his failure So obsgerve the abaencn of audible
signnls at these pnints. His explan~tion Ior Tailing to obgorve
the absence »T a cah-cignal aspect at the dead-scetions was
that he culd see the wayside horme signals a Airtence suificilent
to permit the train %o be operated at maxirur gnced. He aald
that it did not occur to him to lock abt the cabd siznal until
zfter he had observed the flaguan®s signals. Az thig engineman
had for several years opereted enrines wisih cab—-glgnal equip- P
rient over the terriftory invelved, it geens olirost ineredible ~.
that he would orcceed from Champaign without cutting in the
automnetic trsin~gstop and cab-signal devices, ia view c¢f the
fact that there were no wayslde signals excert at interlockings,
and tl.at he could oporate his engine a distonce of 41 milos
during a period of about 46 ninutes 2nd not ro~lize that the
cab gignal, which was located practically in front of hin, was
not displaying an aspect. The Tireman of Nc. 1 said that dutie
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distracted his attention to the extent that the abgence of
audible warnings at the three interlockings en rcute was net
observed; when scated in his usual position the view of the
cab-signal agpects was obscured by the boiler head; consequent-
ly, he failed to cbscrve that the train-stop apparatus wes ii-
operntiv:. The engineman of No. 1 said that he had received
neither crders nor instructions to run late, and was but 7
nmiautes lote passing Dorans. The speed was 80 miles per hour
wiicn 2pproacning Mattocon. Weather conditions so restricted
vialbility that when the engine crew of No. 1 first observed a
lighted fusec belng waved across the track, the distance was
insufficient to stop the train noving at a speed of 80 miles
per hour short of the rreceding train. The engineman immedicte-
1y placed the brake valve in emcrgency position but it was then
teo late to avert the accidont. Had the enginenan and the
firenman complicd with the requircments of rules 27 and 34 and
the bulletin instructions covering opcration in automatic
train~gton territory undoubtedly the inoper-otivs condltion of
the cab-signal and train-stop appsratus would have bheen dis-
covered and corrected in time to indicate that the ftrack ahead
was occupled, and in all probability the accident would have
been prcecvented.

Conclusion
This accident was caused by failure to rrovide »roper flog
protcction for the preceding train and by operation of the
following train in automatic train-stop territory with the
auteonatic train-stop and cab-slgnal devices cut out, contrary
to current instructions, resulting in an imperfectly displayed
cab signal.

Respectfully submitted,
S. N. MILLS

Director.



