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FOREWORD 

THIS REPOT OF FACTS AND CIRCUMSTANCES AND THE DETERMINATION OF PIOBABLE 

CAUSE BY THE NATIONAL TTANSPOITATION SAFETY BOARD ate BASED ON FACTS 

DEVELOPED IN AN INVESTIGATION CONDUCTED BY THE FEDEIAL RAIHOAD ADMINISTRA­

TION AND HORN OBSEIVATIONS AT THE SCENE OF THE ACCIDENT BY PERSONNEL OF THE 

BOARD'S RAIHOAD SAFETY DIVISION IN DEVELOPING ITS RECOMMENDATIONS, THE 

SAFETY BOARD HAS CONSIDERED THE SUGGESTIONS OF THE FCDETAL RAIHOAD A D ­

MINISTRATION, BUT THE RECOMMENDATIONS aie THOSE o i THE SAFETY BOATD 

III 
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N A T I O N A L T R A N S P O R T A T I O N S A F E T Y B O A R D 
W A S H I N G T O N , D. C 20591 

R A I L R O A D A C C I D E N T R E P O R T 

A D O P T E D : Novembci 24, 1971 

ILLINOIS CENTRAL RAILROAD COMPANY 
AND 

INDIANA HARBOR BELT RAILROAD COMPANY 
COLLISION BETWEEN YARD TRAINS 

AT RIVERDALE, ILLINOIS 
SEPTEMBER 8,1970 

I S Y N O P S I S 

A collision between Illinois Central (IC) 
Train 1218 and Indiana Harboi Belt (IHB) 
Train 8717 occutied on ttackage of the IC at 
Riveidale, Illinois, at 11:08 p.m., September 8, 
1970. The collision resulted in the deaths of an 
IC conductor and an IHB engineer Sei ious 
injuries weic incurred by an IC flagman and an 
IHB front brakeman 

Both trains involved were yard tiains, with 
IHB Train 8717 engaged in the delivery of cats 
in interchange to the IC at Markham Yard The 
IHB train was making a crossover movement at 
slow speed from the IC-IHB interchange track 
to an IC main track when the locomotive was 
struck by the IC train traveling at a speed 
estimated to be between 10 and 20 miles per 
hour. The IC locomotive was shoving 22 cars 
headed by an unlighted caboose when the 
accident occurred The IC caboose had passed 
an automatic block signal indicating "Re­
stricted Proceed" 715 feet in advance of the 
point of impact. The "Restiicted Proceed" 
connotation of this signal had been displayed 
continuously since 1969 

The collision caused the IC caboose to over­
ride the heavy undei frame of the locomotive, 
initiating the demolishment of the control 

compartment of the IHB locomotive T w o fol­
lowing cars continued in the path established 
by the caboose and completed the destruction 
of the locomotive control compartment The 
caboose oveiturned and landed upiight at the 
bottom of the 10-foot roadway embankment. 
In all, five boxcars and the caboose of the IC 
train derailed, while the locomotive was the 
only derailed equipment in the IHB tiain 

The National Transportation Safety Board 
determines that the piobable cause of this ac­
cident was the failuie of the Illinois Central 
crewmembers to opeiate IC Train 1218 at a 
speed so as to be able to avoid the collision 

Additional factois that contributed to the 
occunence of the accident were: 

a The failure of the Illinois Central crew-
m e m b e i s to comply with the rule 
requiting that a ciewman take a con­
spicuous position on the lead car and 
display a white light when cars are pushed 
by an engine. 

b. The failure of the Mlinois Central Raihoad 
Company to provide additional protection 
to accommodate the safe movement of 
trains on track No. 6 when track changes 
initiated a permanent display of "Re­
stricted Proceed" on signal 6-1799 in 
1969 
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C INADEQUACIES IN OPEIATING RULES, PRACTICES, 

AND PEISONNEL TIAINING 

CONTRIBUTING TO THE SEVENTY OF THE ACCIDENT 

WAS THE APPAIENT LACK OF CRASH PIOTECTION 

PIOVIDED TO THE OCCUPANTS OF THE I H B LOCO­

MOTIVE. 

I I . F A C T S 

A . GENERAL LOCATION OF THE ACCIDENT 

T H E COLLISION BETWEEN ILLINOIS CENTIAL RAIL­

ROAD C O M P A N Y ( I C ) TRAIN 1 2 1 8 AND INDIANA 

HARBOR BELT RAILIOAD C O M P A N Y ( I H B ) T I A I N 

8 7 1 7 OCCUUED AT RIVERDALE, ILLINOIS, IN CLEAI 

WEATHEI AT 1 1 : 0 8 P M . , SEPTEMBET 8 , 1 9 7 0 

RIVEIDALC IS A SUBUIB OF CHICAGO, APPROXIMATE­

LY 2 0 MILES SOUTH OF THE CHICAGO CENTER CITY 

AREA 

T H E ACCIDENT TOOK PLACE WITHIN YARD LIMITS 

ON TRACKAGE OWNED B Y THE I C AT A LOCATION 

DESIGNATED LOCALLY AS HIGHLAWN. HIGHLAWN IS THE 

CONVERGING POINT OF INTERCHANGE TIACKAGE WITH 

THE I H B 

T H E I C MAIN TRACKS IN THIS AREA RUN NORTH 

AND SOUTH BETWEEN CHICAGO AND CHAMPAIGN, 

ILLINOIS. T H E I H B MAIN TRACKS CROSS UNDEI I C 

TRACKS APPROXIMATELY 6 5 0 FEET NORTH OF THE AC­

CIDENT SITE. T H E I H B MAIN TIACKS EXTEND BE­

TWEEN IVANHOE, INDIANA, ON THE EAST EXTREMITY, 

AND FRANKLIN PAIK, ILLINOIS, ON THE WEST 

B METHOD OF OPERATION 

1 T I A C K LAYOUT AND USE 

A LARGE-SCALE PLAN OF THE I C AND I H B TRACK­

AGE IN THE IMMEDIATE AREA IS SHOWN AS FIGURE 1 

A SMALLER SCALE LAYOUT, WHICH COVERS ALL OF THE 

AREA INVOLVED, IS SHOWN AS FIGURE 2 

A I C RAILROAD C O M P A N Y 

A T HIGHLAWN, THEIE ARE SEVEN MAIN TRACKS 

NUMBERED FROM WEST TO EAST AS N O 1 THROUGH 

N O . 7 TIACKS N O 1 AND N O 2 ARE DESIGNATED AS 

"SUBURBAN" AND TRACKS N O 3 AND N O 4 ARE 

DESIGNATED AS "PASSENGER AND FREIGHT " T H E 

TIACKS INVOLVED IN THIS ACCIDENT WERE TIACKS N O . 

5 , N O 6 , AND N O . 7 , DESIGNATED RESPECTIVELY AS 

"SOUTHWARD, FREIGHT"; "NORTHWARD, FREIGHT"; 

AND "NORTHWARD AND SOUTHWARD TRANSFER TRAINS 

BETWEEN HIGHLAWN I H B JUNCTION A N D M A R K H A M 

Y A R D " T H E TRACK GRADES APPIOACHING THE 

ACCIDENT SITE FROM THE SOUTH ARE 0 3 PERCENT 

ASCENDING. 

A T HIGHLAWN, T H E L C - I H B INTERCHANGE TIACK 

CONVERGES FROM THE NORTHEAST TOWARD THE I C 

MAIN TRACKS AND BECOMES TRACK N O 7 CROSS­

OVERS CONNECT TRACK N O 7 TO TRACK N O 6 AND, 

SUBSEQUENTLY, TRACK N O 6 TO TRACK N O . 5 THIS 

PERMITS TRAINS TO MAKE A SOUTHWARD FACING-

POINT MOVEMENT FROM THE I C - I H B INTERCHANGE 

TRACK TO EITHER TRACK N O . 6 OR TRACK N O . 5 . T H I S 

ARRANGEMENT NECESSITATES THE BLOCKAGE OF TRACK 

N O . 6 , THE NORTHWARD FREIGHT MAIN, WHEN A 

SOUTHBOUND TRAIN MOVES FROM THE I C - I H B INTER­

CHANGE TRACK TO TIACK N O . 5 , THE SOUTHWARD 

FREIGHT MAIN 

T H E SWITCHES OF THE CROSSOVERS OPERATE 

MANUALLY BY MEANS OF GIOUNDTHIOW SWITCH 

STANDS T H E SWITCHES NORMALLY ARE LOCKED WITH 

A CONNECTING BAR THAT ALLOWS USE OF EITHER AN I C 

OR I H B SWITCH PADLOCK SWITCH POSITION IS 

INDICATED B Y REFLECTORIZED TARGETS, WHICH DIS­

PLAY GREEN FOR THE THROUGH-TRACK MOVEMENT AND 

RED FOR THE DIVERGING POSITION SWITCH STAND AND 

TARGET DETAILS ARE SHOWN IN FIGURE 3 . 

T H E IC'S MATKHAM Y A R D IS LOCATED 2 5 

MILES SOUTH OF THE ACCIDENT SITE. TRACK N O . 7 

CONNECTS THE MARKHAM YARD AND THE I C - I H B 

INTERCHANGE TRACKS AND ALSO THE GRAND TRUNK 

WESTERN RAILROAD C O M P A N Y ( G T W ) INTERCHANGE 

TRACK 1 7 MILES SOUTH OF WHERE THIS ACCIDENT 

OCCURRED. 

APPROXIMATELY 2 , 0 0 0 FEET NORTH OF THE 

ACCIDENT SITE, AT A LOCATION DESIGNATED AS 1 3 8 T H 

STREET, THE SIX MAIN TRACKS CONVERGE INTO FOUI 

B Y MEANS OF CROSSOVERS INSTALLED BETWEEN TRACKS 

N O 6 AND N O . 5 AND BETWEEN TRACKS N O 5 AND 

2 



NO 1 MAIM - SOUTHWARD SUBURBAN 

MARKHAM YARD 
NO 2 MAIN - NORTHWARD SUBURBAN1 

NIID 

TO CHICAGO E | > 

ami™ 
NO C MAIN - SOUTHWARD PASSENGER & FREIGHT 

NO 4 MAIN - NORTHWARD PASSENGER & FREIGH 

715' FROM POINT OF COLLISION TO 
SIGNAL 6-17 N O ON NO 6 MAIN 

POINT OF COLLISION 

Î .">* NORTH 

HIGHLAWN 

CAR LOCATION AND POSITION CHART 
DESIGNATION TRAIN FINAL P051TION TYPE 

L 

C 

IHB 8717 

IC 121'8 

UPRIGHT, SO TRUCKS 
DERAILED ^ 

UPRIGHT. UNDFR 

LOCO 

CABOOSE 
1 IC 1218 ON SIDE BOX 
2 IC 12)8 O N SIDE. ON TCP OF IC BOX 

- !C 1218 ON SIDE BOX 
4 IC 1718 ON SI DF BOX 
5 IC 1218 UPRIGHT, BOTH TRUCKS 

DERAILED 
BOX T 



KENSINGTON 

RIVERDALE, ILL 
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FFGURE 3 — SWATCH STAND OF THE MO. 5 TRACK 

CROSSOVER SWITCH AT HIGHLAWN 



N O 4 T H E CIOSSOVCIS AIE INSTALLED FOR A NOTTH­

W A I D FACING-POINT MOVEMENT TIACKS N O 5 AND 

N O 6 AIE DISCONTINUED JUST BEYOND THE NOITH 

CIOSSOVET T H E DISCONTINUANCE OF TIACKS N O 5 

AND N O 6 WAS ANANGED TO ACCOMMODATE THE 

WIDENING OF THE LITTLE CALUMET RIVEI BIIDGE IM­

MEDIATELY TO THE NOITH, A PIOJECT SPONSOICD BY 

THE U S A I M Y C O I P S OF ENGINEEIS THIS TIACK 

AUANGCMENT IS TEMPORAIY, BUT WAS COMMENCED 

IN 1 9 6 9 T H E PROJECT IS SCHEDULED FOI CONV 

PLETION IN 1 9 7 2 

B I H B RAILI OAD C O M P A N Y 

IN THE GENEIAL ACCIDENT AIEA, THESE AIE FOUI 

THIOUGH I H B LUNNING TIACKS, DESIGNATED FIOM 

NORTH TO SOUTH AS N O 1 TIACK, N O 2 TIACK, N O 

5 LEAD, AND N O 9 LEAD T H E I C - I H B INTETCHANGE 

TIACK DIVEIGES FROM N O 9 LEAD WITH A FACING-

POINT SWITCH FOI WESTWAID MOVEMENT THE I C -

I H B INTEICHANGE TTACK IS AN 8 ° CUIVE TO THE 

LIGHT, 7 0 0 FEET IN LENGTH, EASTWAID FIOM THE 

POINT OF IMPACT T H E TIACK GIADE EAST OF THE 

ACCIDENT SITE FOI A DISTANCE OF 1 , 0 0 0 FEET 

DESCENDS AN AVCIAGE OF 1 3 PERCENT 

2 OPERATIONAL CONTIOL OF TRAIN MOVEMENTS 

A I C RAIH OAD C O M P A N Y 

THE USE OF TRACKS N O 5 , N O 6 , AND N O 7 

THIOUGH THE ACCIDENT AREA IS GOVERNED BY A 

SWITCHTENDER LOCATED AT H A I V E Y , WHICH IS THE 

NORTH ENTRANCE TO MARKHAM YARD, AND AN 

OPEIATOI AT KENSINGTON KENSINGTON IS LOCATED 

3 2 MILES NOITH OF THE ACCIDENT SITE 

T H E HARVEY SWITCHTENDEI DESIGNATES TRACK 

USAGE BETWEEN HAIVEY AND HIGHLAWN T H E 

KENSINGTON OPEIATOR DESIGNATES TIACK USAGE 

BETWEEN HIGHLAWN AND KENSINGTON BECAUSE OF 

THE TIACK CHANGES NECESSITATED BY THE LITTLE 

CALUMET RIVER BRIDGE WIDENING, THERE ALSO IS A 

SWITCHTENDEI LOCATED AT 1 3 8 T H STIEET T H E 

1 3 8 T H STIEET SWITCHTENDEI ROUTES TRAINS IN AC-

COIDANCE WITH INSTRUCTIONS RECEIVED FROM THE 

KENSINGTON OPEIATOR. 

ALTHOUGH TIACKS N O 5 AND N O 6 HAVE 

DESIGNATED OPERATIONAL DIRECTIONS, MOVEMENTS 

AIE ACCOMPLISHED AGAINST THE CURRENT OF TRAFFIC 

DURING THE 3 0 DAYS PIECEDING THE ACCIDENT 

DATE, 8 1 0 NORTHWARD TRAINS AND 7 9 4 SOUTHWARD 

TTAINS USED TRACKS N O 5 , N O 6 , AND N O . 7 

THREE OF THESE MOVEMENTS WCIE NOTTHWAID ON 

TRACK N O . 5 , AND 3 6 MOVEMENTS WERE SOUTH­

WARD ON TIACK N O 6 TTACK N O 7 WAS USED BY 

1 6 9 NOTTHWAID TIAINS AND 1 2 5 SOUTHWARD 

TRAINS T H E TIAINS THAT USE THESE THREE TIACKS AIE 

GENERALLY YAID TIAINS, AS THIOUGH FREIGHT TRAINS, 

PASSCNGEI TRAINS, AND COMMUTER TRAINS NORMALLY 

USE TIACKS N O 1 THIOUGH N O 4 . 

B I H B RAILIOAD C O M P A N Y 

THE I H B USES THE I C TRACKAGE IN THIS AIEA 

BETWEEN HIGHLAWN AND M A I K H A M YARD ONLY FOI 

THE INTEI CHANGE OF CARS THIS USE IS CONFINED TO 

TRACKS N O 5 , N O 6 , AND N O 7 AND IS 

DESIGNATED BY THE HAIVEY SWITCHTENDER I H B 

MOVEMENT ON THE I C - I H B INTERCHANGE TIACK IS 

DITECTED B Y AN I H B OPERATOR, W H O HAS CONTACT 

WITH THE HARVEY SWITCHTENDEI BY TELEPHONE 

3 SIGNAL SYSTEM 

A I C RAILIOAD C O M P A N Y 

TRACKS N O . 1 THIOUGH N O 6 AIE EQUIPPED 

WITH AUTOMATIC-BLOCK SIGNALS TO GOVERN TIAIN 

MOVEMENT IN THE DESIGNATED DIRECTIONS T H E 

INVOLVED TRACKS ARE NOT SIGNALLED FOI LEVEISE 

DIRECTIONAL MOVEMENT THERE IS NO SIGNAL 

SYSTEM GOVERNING MOVEMENT ON TRACK N O 7 

T I A C K N O 5 IS SIGNALLED FOR SOUTHWARD 

MOVEMENT AND TRACK N O 6 FOR NORTHWARD 

MOVEMENT MOVEMENTS WITH THE CURTENT OF 

TIAFFIC ARE SUBJECT TO SIGNAL INDICATION AND NILES, 

EVEN THOUGH TIACK-USE PEL MISSION HAS BEEN 

RECEIVED FROM THE DESIGNATED SWITCHTENDER OI 

OPERATOI MOVEMENTS AGAINST THE CURRENT OF 

TRAFFIC ON TIACKS N O 5 AND N O 6 , AND IN CITHET 

DIRECTION ON NONSIGNALIZED TRACK N O 7 , ARE 

DEPENDENT UPON MANUAL-BLOCK CONTIOL BY THE 

6 



involved switclitendci ot opeiatoi Jn these 
instances, no other trains aie pet mi tted to 
occupy the involved tiack within the specified 
block limits 

In the immediate accident aiea, a signal 
btidge is located 715 feet south of the point of 
impact At this location, a southwaid signal is 
piovided foi tiack N o 5 and a notthwaid 
signal fot tiack N o 6 The tiack N o 6 notth­
waid signal is designated 6-1799 and has a 
nutnbet plate Between Highlawn and Maikham 
Yaid, additional noithwaid signals aie piovided 
on track N o 6 at locations 4,055 feet and 1 4 
miles south of the accident site These signals 
ate designated 6-1862 and 6-1928, respectively 

All signals aie continuously lighted and 
provide color-light aspects of led, yellow, or 
green The signal operation is intcifaced so that 
a ted aspect of one signal necessitates a yellow 
aspect on the preceding signal 

A red signal aspect normally is pre­
cipitated by train occupancy, an open switch, 
or anothet interruption of the electtical tiack 
circuit within the block ahead of the signal 
involved Howevei, as the lesult of the track 
changes at 138th Street in 1969, notthwaid 
signal 6-1799 on track N o 6 displayed a 
continuous ted aspect and signal 6-1862 
concurrently displayed a continuous yellow 
aspect 

In addition to the southward automatic-
block signal ptotcction, tiack N o 5 is equipped 
with a track-occupancy indicator in the 
accident aiea This indicatoi is located in the 
atca ot the north switch of the crossovet 
between tracks N o 6 and No. 5 This device 
displays a coloi aspect to indicate the presence 
of tiains on tiack N o 5 between Kensington 
and Highlawn There was no track-occupancy 
indicator for track N o 6 

b. IHB Railroad Company 

The two IHB main tiacks in this atca aie 
equipped with automatic-block signals of the 

color-light type The IC-IHB intcichange track-
is not equipped with signals 

4 Communications 

a. IC Railroad Company 

The Haivey switchtendei designates ttack 
usage between Maikham Yaid and Highlawn 
This switchtender had a two-way "handie-
talkie" tadio which opeiated on channel N o 1 
This channel was used for geneial communica­
tion to through IC trains in the Chicago aiea 

T h e Harvey switchtendei also com­
municated with IHB operators via the public 
telephone system. The Kensington opeiatoi 
also could be contacted by the Haivey switch­
tendei on a ptivate IC telephone system This 
latter system included a connection between 
the Harvey switchtender and a telephone-
located in a booth at Highlawn The Highlawn 
telephone was inoperative on the date of the 
accident because of vandalism IC tecoids 
indicate pievious vandalism of this telephone 
on July 27, 1970, and Novembci 18, 1967 

T h e H ai v ey switchtendei also could 
conti ol the movement of not thwai d ti a ins 
from Markham Yaid by hand signals, using a 
flag oi lantern, oi by voice signals All trains 
under the switchtender's control passed his 
assigned position within, at most, 75 feet upon 
departing Maikham Yard 

b IHB Raihoad Company 

IHB Train 8717 was not ladio equipped 
Authority foi tiack usage on IC property 
not mally was obtained by telephone com­
munication to the Haivey switchtender The 
aforementioned telephone at Highlawn was 
installed tor this purpose and provided direct 
communication Alternate telephone facilities 
were available at Cottage Giovc Avenue, which 
is approximately 1 mile east ot the accident 
area At this location, a telephone provided 
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communication with the IHB Stewait Avenue 
opeiator, who had contact with the Harvey 
switchtendei via the public telephone system 

5. Opeiating Rules 

a IC Raih oad Company 

The "Rules and Regulations of the 
Opeiating Department" of the IC became 
effective September 1, 1970, and supciseded 
previous instructions issued July 1, 1958, The 
IC operating rules applicable to this accident 
aie included AS Appendix A 

In addition to the "Rules and Regulations 
of the Opeiating Department," IC employees 
ATE governed by "Special Instructions" in the 
current timetable and current "Bulletin 
Ordeis." The "Special Instructions" supetsede 
the rules in event of conflict, and the "Bulletin 
Ordeis" supersede both the "Special Instruc­
tions" and lules in event of conflict Applicable 
IC "Special Instiuctions" and "Bulletin 
Oiders" AIE included AS Appendix B 

b. IHB Railroad Company 

The IHB is owned partially by the Penn 
Cential, and the Penn Central'S "Rules for 
Conducting Transportation" govern IHB 
employees IHB employees also arc governed 
by "Special Instructions" of the IHB cuirent 
timetable and "Bulletin Ordeis" in A manner 
similar to IC employees. The current timetable 
on the date of the accident was IHB Timetable 
No 3, effective April 26, 1970 Rule A-l of 
this timetable states in part1' . . IC lules and 
timetable go vet n between Highlawn and 
Maikham Yaid , " The applicable IC rules 
ATE included in Appendices A and B 

The IHB is a bridge railroad for the 
Chicago area Timetable No 3 indicates that 
IHB employees are subject to the rules and 
timetables of seven other raihoads, in addition 
to the IC, when opeiating on those tracks The 
"Rules foi Conducting Transpottation" state 

that IHB employees AIE to be govcined by 
oiders of officers of foicign laihoads when 
operating on their railroads Following the 
accident, four IHB bulletin boaids were 
examined at locations wheic IHB crews report 
for duty IC Bulletin Order No. 57, which 
applied to the accident tracks, was not dis­
played 

C Description of the Accident 

1 Tiain and Ciew 
a IC Railroad Company 

The locomotive of the IC train was unit 
No 1218, a diesel-clectric yaid switcher The 
locomotive was equipped with a two-way tadio 
having foui channels Channel No 1 was 
assigned foi general communications with IC 
thiough tiains in the Chicago AIEA The other 
thiee channels were assigned foi IC switching 
operations The locomotive was not equipped 
with a speedometer or a speed recording 
device 

The caboose was IC unit No 9636, a 
28-foot caboose of the elevated-cupola type 
with an all steel body The steel structural 
components on each end of the caboose 
included two 5- by 5- by H-inch angles as 
coinctposts, two 3-inch, 6 7-pound Z-sections 
as intei mediate vertical supports, and two 6- by 
6-inch by 20-pound wide flange vertical door 
supports Side supports included six 3-inch, 
6 7-pound Z-sections as intermediate vertical 
supports in addition to the cotnerposts Brake 
valves, communicating whistles, and wheel-type 
handbrakes were located on each end platform 
Inside the caboose, another brake valve was 
located on the caboose wall beneath the 
cupola Interior fuinituie and appurtenances 
generally were wall mounted oi secured to the 
floor The caboose was not radio equipped, but 
the rear-end crew had been provided with two-
way " h andie-talkie" radios The "handie-
talkie" radios had two channels, both of which 
weie assigned for switching opeiations These 
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i adios had been used for communication 
between the locomotive and the caboose piioi 
to the accident. The caboose was not equipped 
with cxteiioi lights oi matkeis 

The consist of the tiain included 21 cais, 
excluding the caboose Twenty of these cais 
were loaded 

The ttain ciew included the engineer, 
conductor, front brakeman, flagman, and a 
flic man, who was also a student engineer. With 
the exception of the fheinan, all of the ciew-
membeis had pieviously worked this assign­
ment, and the engineei and conductoi weie 
assigned tegulaily to this job The ctew's 
cxpeiicnce with the IC tanged fiom 7 to 26 
years, except foi the fheman w h o had ap-
ptoximately 1 year of cxpeiicnce 

A n examination of the IC's peisonnel 
tecoids indicated that except foi the con­
ductoi, all of the ttain ctew had lecoids that 
were cleat of major uilc violations. Theie was 
no lecotd of any lule violation by the con­
ductoi since 1968 All of the ciew had been 
last examined on the iC opctating rules duiing 
July oi August 1970 

b IHB Raihoad Company 

The locomotive of the ttain was IHB unit 
N o 8717, a diesel-electric yard switchci, 
Gencial Motois Model 567 The locomotive 
was not equipped with a radio, speed indicatoi, 
oi a speed lecording device The contiol 
compaitmeut was enclosed by steel sheeting 
supported by four 2VI- BY LVI- by 1/8-inch box-
section coinciposts. The leai portion of the 
contiol c o m pat tment was suppottcd ad­
ditionally by foui 2VI- by V/Z-BY 1/8-inch box-
section intermediate êitical supports spaced to 
accommodate the one icat doot and two teat 
windows O n each side of the contiol compait-
ment theie also weie two additional 2Y2- by IV2-
by 1/8-inch box-section inteimediate veitical 
supports 

IHB Tiain 8717 included 36 cats and the 
caboose Twenty-one of these cars wetc loaded 
Neithci the caboose noi the reai-cnd train ctew 
was equipped with radios 

The ciew of I H B Ttain 8717 included the 
engineei, conductoi, fiont biakeman, and the 
flagman. With the exception of the fiont biake-
man, all of the ciew were assigned legulaily to 
this job The tiip to Markham Yatd was 
familiat to the tegulatly assigned crewmembcis 
and all of the ciew weie long-experienced rajl-
toadcrs 

The IHB peisonnel tecords indicated that 
the last mle violation foi any of the ciew 
involved the flagman, and occulted 7 yeais 
priot to the accident The lemaining IHB ctew-
membcrs had maintained lecoids cleai of any 
uilc violations for at least 17 yeais. 

The ciew had been examined last on 
operating rules duiing 1969 The IHB ciew had 
not been examined on cuirent IC opctating 
lules or the tules of othei foicign laihoads 
None of the surviving ciewmembeis possessed 
the cuncnt applicable IC timetable. 

Fcdcial Raihoad Administiation (FRA) 
investigators inteivicwed the IHB ciewmembeis 
following the accident The thiee crewmcmbeis 
expiessed thtee vaiying opinions as to the 
ptoper pioceduies tequiied to ctossovet fiom 
the 1C-IHB interchange tiack to tiack N o 5 at 
Highlawn None of the ciewmembeis was suie 
whether the accident site was within designated 
IC yatd limits One ctewmcmbei indicated an 
inteiptetation of a ted aspect on Signal 6-1799 
as "Stop, then ptoceed at lestticted speed." 
consistent with the IHB veision of this tulc 
Following the accident, F R A invcstigatois also 
conesponded with IHB management concern­
ing the inter pi ctation of IC 1ules foi the 
intended ctossovet movement The correspond­
ence was inconclusive as to the lequiied piocc-
dutes necessaiy to comply with IC lules IC 
officials stated that fusees weie not rcquiied in 
making the crossovet 
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2. The Collision 

a. IC Train 1218 

The IC train crew went on duty at 10:30 
p.m. on the date of the accident. This was a 
regular assignment that normally involved 
industrial switching service at various locations 
4 miles north of Highlawn. The train normally 
was made up and was ready to go upon arrival 
of the crew at Markham yard. It was usual 
practice to have the caboose on the north end 
of the cars involved. The iocomotive was 
normally positioned north of the caboose, so 
that the locomotive pulled the train. 

Scjptcmbcr 8th was the first day following 
Labor Day and, because of this, the scheduled 
service was disrupted from normal practice. 
When the train crew reported for work, the 
train had been made up with the caboose on 
the north end of the cars, and the crew was 
instructed by the yardmastcr to shove the train 
northward. This necessitated the placement of 
the locomotive on the south end of the train. 
The locomotive was placed headed northward 
with the cab on the south end. The brake 
system of the cars in the train had been 
charged previously by yard forces. There arc 
conflicting statements concerning the perform­
ance of the brake tests prior to departure. 

The flagman stated that a lighted train­
man's lantern was placed inside the door on the 
north end of the caboose as he and the con­
ductor boarded. They waited to allow passage 
of a passenger train, and the conductor then 
instructed the engineer by radio to shove the 
train northward. This instruction was preceded 
by a "high-ban" signal from the Harvey switch-
tender to the crew on the caboose. Both the 
conductor and the flagman were located in the 
cupola oi the caboose when the caboose passed 
the Harvey switchtendeT. Rule 103 requires 
that when cars arc pushed by a locomotive, a 
trainman must take a conspicuous position on 

the leading car and at night he must display a 
white light. (See Appendix A.) 
The Harvey switchtender had designated 

track No. 6 for the northward movement of 
Train 1218 and had lined the various yard 
switches to accommodate this movement. The 
IC crew was not advised by the switchtender of 
any conflicting movements. This opportunity 
existed when the train passed the switch-
tender's position and was available also via 
radio on the one common channel between the 
switchtender and the locomotive. Radio com­
munications did not exist between the switch-
tender and the caboose of Train 1218 as their 
respective radios operated on different chan­
nels. 

The Harvey switcbtender's record of train 
movements indicated that IC Train 1218 
received authority to operate northward on 
track No. 6 between Harvey and Highlawn at 
11 p.m. The switchtender's records for train 
movements during the involved time period are 
recapitulated below: 

Trcim 

IHB 8717 
G T W * 
IHB* 
IC1218 

Time 

Direction 

of 
Movement 

10:30 p.m. Southward 
10:45 p.m. Southward 
10:50 p.m. Southward 
11:00 p.m. Northward 

Track 
Number 

$ 
1 
5 
6 

••Train number not indicated. 

On the trip from Markham Yard to High-
1 awn, the e ngineer occupied his normal 
position on the right side of the locorno tive cab 
and the fireman and front brakeman were on 
the left side. The engineer stated that the cars 
ahead of him obstructed his view of the signals 
governing movement on track No. 6. During 
most of the trip, the engineer was engaged in 
conversation with the front brakeman concern­
ing the method of performing the forthcoming 
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industrial switching Theie was no tutthci com­
munication between the locomotive and the 
caboose aftci depaituie fiom Matkham Yaid 

The engineei estimated that the tiain's 
speed apptoximated 15 to 20 miles pei houi 
immediately before the accident The engineei 
was awaie that the tiain was neaiing Highlawn 
and was preparing to make a speed leduuion 
when an emergency bi ake application was 
experienced The engineei realized immediately 
that an accident had occuiicd, as he was able 
to see detailed cais going off to the cast side ot 
the light-of-way 

The conductoi and flagman lemained 
inside the caboose aftei depaituie fiom Maik-
ham Yaid, occupying opposite seats in the 
cupola The flagman stated that the conductoi 
had a biief radio conveisation with the yatd-
niastci shoitly aftei leaving Matkham Yaid and 
that was the last use of the tadio 

The flagman indicated that he was able to 
obsetve the signals governing movement on 
tiack N o 6 on the ttip fiom Maikham Yaid to 
Highlawn The obseived aspects weie gieen, 
yellow, and led, icspectively, foi signals 
6-1928, 6-1862, and 6-1799 N o action was 
taken to leduce the .speed of the tiain The 
flagman estimated the speed of the tiain as 10 
miles pei houi when passing these signals Rule 
285 lequiies a tiain, passing a yellow signal, to 
appioach the next signal ptepaied to stop Rule 
291 allowed the tiain to pass that ted signal 
(6-1799) piepaied to stop short of tiain, 
ohstiLKtion, oi switch not piopeily lined and 
looking out fos btoken tail, but not exceeding 
10 miles pel houi (See Appendix A ) 

As the tiain appioached Highlawn, the 
flagman obseived the dimmed headlight of a 
locomotive near the IC-IH15 inteichange tiack, 
but assumed that the locomotive was in the 
cieai Rule 17 lequiies a ttain standing at a 
ju nction to extinguish its headlight (See 
Appendix A ) He did not obseivc any lighted 
fusees The flagman stated that he could not 
obseive the switch position taigets in the dark­
ness He did indicate that as the tiain ap­

proached the ctossovci fiom tiack No 6 to the 
IC-1HB inteuhange ttaek, the headlight glow of 
the opposing tiain teveuled that the ctossovci 
switches weie lined foi a collision coutse 

The flagman then tailed a warning to the 
conductoi and jumped from the cupola to 
opetate the emcigcncy btake valve, but the 
speed of the ttain was not i educed bcfoi e 
impact The conductoi and flagman weie both 
standing inside the caboose on the floot level 
neai the south, ot tiailing end, at the time the 
collision occuned. 

b IHB Ttain 8717 

The IHB tiain crew went on duty at 2:15 
p m. on the date of the accident This was a 
legulai assignment that nonnally peifotmcd 
interchange setvice between the IHB and the 
Chicago, South Shote and South Bend Rail-
toad, the Louisville arid Nashville Railroad 
(L&N), and the M o n o u Raihoad This assign­
ment did not make deliveiics to the IC regulai-
ly, but had done so inteimittently in the past 
Because of the holiday disiuption, the delivci y 
to the L & N on the accident date was annulled 
and, instead, the ciew was diiected to make cai 
deliveiics to the IC at Matkham Yaid 

At the stait of then, day's assignment, the 
ciew had been infoimed that locomotive N o 
8717 would be exchanged foi anothei These 
instiuctions weie latei lescinded This change 
in instiuctions meant that the locomotive 
would be opciating in icveise position foi the 
balance of the clew's toui of duty, an ab-
noimal pioceduie on the IHB The ciew made 
two attempts to turn the locomotive ptioi to 
the accident and both attempts weie blocked 
by conflicting yard movements The con­
ductoi , theiefoie, decided to make the deliveiy 
to the IC at Maikham Yaid with the cab end 
foiwaid, headed eastwaid 

At 10:07 p m , JHB Ttain 8717 depaitcd 
Gibson Yatd, which is located appioximately 7 
miles east of Highlawn The en^neei and fiont 
btakctnaii weie on the locomotive and the 
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conduced and flagman weic in the caboose at 
the icat of the 36 cais that were being pulled 

At Cottage Giovc Avenue approximately 
1 mile east of Highlawn, the tiain stopped and 
a ciewmcmbei used the IHB telephone to 
secure authority for operation on IC trackage 
from Highlawn to Markham Yard. The ciew 
was aware of the prioi vandalism to the High­
lawn telephone which precluded the use of that 
nreans of communication 

T h e front brakeman of Train 8717 
contacted the IHB opeiator located at Stewart 
Avenue who, in turn, contacted the lC's 
Harvey switchtender Authoiity was relayed to 
the extent that the IHB front brakeman was 
instructed to use ttack N o 5 from Highlawn to 
Markham Yaid This instruction was issued by 
the Harvey switchtender at 10:30 p m The 
front brakeman was not infotmcd of any 
conflicting movements, 

IHB Tiain 8717 anived at Highlawn at 
approximately 10:55 p m The front brakeman 
indicated that the switch leading to N o 7 tiack 
was lined against their diiccted movement and, 
therefore, the locomotive was stopped short of 
this switch. The rest of the train then was 
standing on the ascending grade of the IC-IHB 
interchange track The front brakeman then 
walked southward, lining N o 7 track switch 
and the four switches of the two crossovers 
connecting the IC-IHB interchange tiack with 
IC track N o 5 The ftont brakeman tried to 
operate the track-occupancy indicator for tiack 
N o 5 on the way south, and again on his way 
back, but found the indicatot inoperative The 
front brakeman also stated that on his way 
back to the locomotive he dropped lighted 
fusees north of the N o 5 track crossover 
switch and south of the N o 6 tiack crossover 
switch 

The front brakeman ictuined to the loco­
motive and resumed his position in the contiol 
compartment on the west side of the loco­
motive The engineer was in the normal 
opeiating position, but because the cab end 

was forward, the engineer's position was on the 
left, or east side oi the contiol compartment. 

IHB Tiain 8717 started to move south­
ward just aftei the brakeman entered the loco­
motive cab. The collision occulted shoitly 
thereafter The IHB ftont brakeman did not 
obseivc the apptoaching IC ttain prior to 
impact. (See Rules 99, D-99, D-152, 275, 510, 
and 513 in Appendix A,) 

The conductor and flagman wete located 
in the caboose at the rcai of IHB Tiain 8717 
when the accident occurred. Theii statements 
regarding the movement of the ttain prior to 
the collision arc generally consistent with the 
ftont btakeman's recollection The conductor 
estimated that the tiain was standing 11 to 12 
minutes befoie the shoit movement prioi to 
impact, while the flagman estimated this 
interval as being 5 to 7 minutes Theit fitst 
knowledge of the accident was an emeigency 
brake application, followed immediately by the 
backward movement of the train 

c Witnesses to the Collision 

The accident occutrcd in a residential 
atca, and two icsidents ot separate adjacent 
apattrnents were eyewitnesses to the collision 
Both witnesses stated that the headlight on the 
IHB locomotive was lighted and the speed of 
the IC train was estimated as being 10 to 20 
miles pet houi before impact The speed of the 
IHB Ttain was indicated to be vety slow. One 
witness, w h o was in a position to obseive the 
presence of lighted fusees, did not observe any 
This witness was an off-duty city police officer 
This witness stated that he was awaie that the 
IHB locomotive stopped befoie cnteiing upon 
IC tiackage, and he estimated that a time 
interval of 3 minutes elapsed between the stop 
and start of the IHB train 

d. Point of Collision 

The impact occuiied on the ciossover that 
connects the IC-IHB interchange ttack to IC 
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tiack N o 6 The crossover was 231 feet in 
length and the collision took plate 120 fact 
noith of the No 6 tiack ciossovei switch 

D Results of the Collision 

1 Tiajectoiy of the Tiain Equipment 

As the sesult of the collision, the IHB 
locomotive was moved backward apptoximare-
ly 50 feet The locomotive unnamed sub­
stantially in line with the tiack, and only the 
south trucks wci e detailed The deiailmcnt of 
the south tiucks resulted ftum the tails over­
turning undei the locomotive upon impact 

The IC caboose landed upright at the 
bottom of the I0-foot-high roadway embank­
ment, tinned apptoximately 115° from the 
diicction of ttavel The following thtec caisof 
the IC tiain weie alt box cats loaded with 
lumbci The fiist following car came to icst on 
the slope of the embankment The second cat 
landed on top of the uptight caboose In all, 
live boxcars and the caboose of the IC train 
detailed The locomotive was the only detailed 
equipment in the IHB tiain The lelative posi­
tions of the del ailed equipment following the 
accident aie shown in Figuic 1 

2 Casualties 

The conductor of the IC tiain died shoitly 
after the accident The IC flagman was injuied 
set iously 

The etiiiinect of the IHB train was found 
dead in the wreckage The IHB front btakeman 
survived the collision with sciious injuiies 

3 Equipment Damage 

The IC caboose expeiienced the initial 
impact, ovcitinned, and subsequently had a 
loaded boxcai land on top of it The steel-body 
caboose suivived without majoi deformation of 
the body configuration Figure 4 shows the end 
of the caboose that collided with the IHB loco­

motive Figute 5 shows the trailing end, and 
what originally was the west side, of the 
caboose The inter ioi of the caboose was 
clutteied with dislodged and ovettuined furni­
ture and apput lenances The IC estimated the 
damage to the caboose to be $5,000 

The thice cais that followed the caboose 
in IC Train 1218 weic damaged extensively 
The IC estimated damages of the cats, in the 
ordei the cars followed the caboose, to be 
SI 0,000, 16,000, and £6,000, respectively The 
fouith and fifth cats behind the caboose weie 
damaged model atcly 

The cab of the IHB locomotive was 
demolished, with the exception of a small area 
where the ftont brakeman was located Figure 
6 shows the engineer's side of the locomotive 
Figure 7 shows the opposite side of the loco­
motive The structural underframe of the loco­
motive appeared to be relatively undamaged 
The IHB estimated the damages to the loco­
motive to be £75,000 

4 Post-Collision Activities 

The sound of the collision aroused the 
neighborhood and, within a few minutes, 
residents and ciewmembers weic on the scene 
effecting rescue The IC conductoi and flagman 
weic found within the caboose by other IC 
crewmembeis The flagman was found standing 
at the impact end, which ot iginally was the 
nortli end, of the caboose and he was removed 
aftei the dislodged noith door was forced 
open. The conductoi was found lying partially 
on one of the bunks neat the center of the 
caboose lntctiot dcbiis rrecessitatcd that access 
to the conductor be accomplished thiough the 
trailing door of the caboose This access was 
obtained only after disposing of a locked 
padlock that secuted the dooi The conductoi 
was lemovcd to the outside as there was 
cancern by the IC crewmembers that the 
caboose might collapse undei the weight of the 
boxcar on top of it 
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Figure 4 - The Collision End of IC 

Caboose No. 9636 



Figure 5 - The Traifirig End of IC Caboose 
No. 9636 



Figure 6 — The Right Side or Engineer's Side 
Of IHB Locomotive No 8717 



Figure 7 — THE Left Side of SHB Locomotive 
No. 8717 



T H E I H B FRONT BRAKEMAN was FOUND 

CONSCIOUS IN THE WEST SIDE OF THE LOCOMOTIVE 

CONTROL COMPARTMENT BY LOCAL RESIDENTS H E 

WAS ASSISTED TO THE GROUND TO AWAIT MEDICAL 

ATTENTION T H E CNGINOCI HAD SUCCUMBED AND 

was NOT DISCOVERED IN THE WRECKAGE UNTIL AFTER 

ARRIVAL OF RESCUE UNITS 

LOCAL RESCUC UNITS WERE ADVISED I M -

MEDIATELY OF THE ACCIDEIRT AND RESPONDED 

PROMPTLY THE INJURED SURVIVORS WERE DIS­

PATCHED BY AMBULANCE TO A LOCAL HOSPITAL T H E 

I C CONDUCTOR DIED IN THE HOSPITAL APPROXIMATE­

LY 1 HOUR AFTER THE ACCIDENT. 

POST-MORTEM EXAMINATIONS OF THE I C 

C O N D U C T O I A N D THE I H B ENGINEER WEIE 

PERFORMED BY THE COUNTY CORONET T H E CAUSE OF 

DEATH OF THE ENGINEER WAS DETERMINED AS 

"MULTIPLE INJURIES EXTREME " T H E CAUSE OF 

DEATH OF THE CONDUCTOI WAS DETERMINED AS 

"CRANIAL CEREBRAL INJURIES AND INTERNAL FRAC­

TURES" A N ANALYSIS OF THE CONDUCTOR'S BLOOD 

FOR ALCOHOL INDICATED AN AMOUNT INCON­

SEQUENTIAL TO THE ACCIDENT 

A POSTAECIDENT EXAMINATION OF THE I C 

TTACKAGE IN THE AREA REVEALED THAT ALL OF THE 

SWITCHES WERE LINED TO ACCOMMODATE M O V E ­

MENT FROM THE I C - I H B INTERCHANGE TRACK TO 

TRACK N O 5 T H E N O 6 TIACK CROSSOVER SWITCH 

OF THE CROSSOVER BETWEEN TRACK N O 5 AND TRACK 

N O 6 SHOWED EVIDENCE OF HAVING BEEN LUN 

THROUGH B Y THE TIAILING-POINT MOVEMENT OF 

TIAIN 1 2 1 8 

INSPECTION OF THE SIGNALS AFTET THE ACCIDENT 

INDICATED THAT THE SIGNALS WERE FUNCTIONING AS 

INTENDED UNDEI THE CIRCUMSTANCES, THAT IS, 

SIGNAL 6 - 1 7 9 9 DISPLAYED A CONTINUOUS RED ASPECT 

LEGAIDLESS OF TIACK OCCUPANCY T H E TIACK-

OCCUPANCY INDICATOR FOR TRACK N O 5 WAS FOUND 

TO BE INOPERATIVE, AS BOTH LAMPS OF THE 

INDICATOR WERE BROKEN 

THE I H B LOCOMOTIVE WAS DAMAGED TO AN 

EXTENT WHICH PRECLUDED A POSTAECIDENT INSPEC­

TION OF THE CONTROLS, BRAKE SYSTEM, OR HEAD­

LIGHT T H E I C LOCOMOTIVE AND THE 1 6 UN­

DAMAGED CAIS OF TRAIN 1 2 1 8 WERE INSPECTED, 

AND NO CONDITIONS weie DISCOVERED TO INDICATE 

THAT EQUIPMENT FAILURE WAS A CAUSAL FACTOT IN 

THE ACCIDENT 

SUBSTANTIATION OF THE I H B FRONT BRAKE-

MAN'S USE OF FUSEES PTIOR TO THE ACCIDENT WAS 

PROVIDED BY A WITNESS, AN OFF-DUTY I H B SWITCH­

MAN W H O LIVED IN THE AREA THIS M A N INDICATED 

THAT HE AWOKE TO THE SOUND OF THE COLLISION, 

DIESSED, AND AIRIVED AT THE SCENE APPROXIMATELY 

3 MINUTES ALTER THE ACCIDENT AND FOUND ONE 

FUSEE BURNING BETWEEN TTACK N O 5 AND N O 6 

THIS M A N IS THE ONLY WITNESS WHO OBSCIVED A 

FUSEE, CITHER BEFORE OR IMMEDIATELY AFTEI THE 

ACCIDENT RESIDUE FTOM BUINED OUT FUSEES WAS 

PREVALENT IN THE IMMEDIATE ATCA THE DAY FOLLOW­

ING THE ACCIDENT, BUT FUSEES ALSO HAD BEEN USED 

IN THIS AREA, BEFORE AND AFTER THE ACCIDENT T H E 

I H B NORMALLY USES FUSEES THAT TAKE AP­

PROXIMATELY 5 MINUTES TO EXPIRE AFTER IGNITION 

5 Cost OF the Collision 

T H E ESTIMATED COST OF THE ACCIDENT IS 

TABULATED BELOW THESE COSTS DO NOT INCLUDE 

PERSONAL INJURY SETTLEMENTS, LADING DAMAGE, 

EXPENSES TO CLEAR THE WRECKAGE, LEGAL FEES, 

ACCIDENT INVESTIGATION COSTS, AND THE EXPENSE OF 

DELAYS TO TRAFFIC 

I C EQUIPMENT D A M A G E - $ 2 8 , 4 0 0 

I C TRACK D A M A G E - 1 0 0 

I H B EQUIPMENT D A M A G E - 7 5 , 0 0 0 

TOTAL COSTS $ 1 0 3 , 5 0 0 

IH ANALYSIS 

A The Accident Would Not Have Occurred 
If . !! 

A S IS THE CASE IN MOST ACCIDENTS, THERE 

WERE MANY FACTORS THAT WERE INFLUENTIAL TO THE 

OCCURS ENCC OF THIS COLLISION T H E ABSENCE OF ANY 

ONE OF THESE FACTORS MOST LIKELY WOULD HAVE 

RESULTED IN THE AVOIDANCE OF THE FATAL COLLISION 

S O M E OF THE FACTORS INVOLVED IN THIS ACCIDENT 
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weie circumstantial and nomevetsible, while 
othets weie contiollable This section of the 
i epoi t deals with the contiollable causal 
factois, 01 the causal "ifs." 

1 If the Rules Had Been Obseived? 

This collision occuncd on trackage owned 
by the IC and, thcrcfoie, both the IC and IHB 
train d e w s weie e,ovetued bv the cuitent 
"Rules and Regulations of the Opetating 
Department," subsequent timetable instiuc­
tions, and subsequent bulletin oulci instiuc­
tions, all issued by the IC and listed in Ap­
pendices A and B 

a The IC Tiain Ciew 

Most of the niles listed in the appendices 
appeal influential in the movement of the IC 
train fiom Matkham Yaid to Highlawn ac-
coiding to the liteial intcrpietation How-
evei, al! of these tides have not been 
indicated by the two taihoads as being ap­
plicable to these circumstances, 01 the 
evidence piesents conflicting circumstances 
The mat tel. of tulc claitty will be discussed 
latei, but two lules nut complied with by IC 
peisonnel weie Rules 103 and 291 

The IC conductoi in chaige oi the tiain 
was in the caboose This location was the 
best vantage point fot contiol of the north-
waid ttain movement The conductoi had 
communications with the engineei available 
thiough use of the iadio and also could 
contiol the train's movement by use of the 
brake valves on the caboose 

Rule 103 states, ''When cats ate pushed 
by an engine, and the conditions require, a 
trainman must take a conspicuous position 
on leading cat, and at night he must display a 
white light." Rule 291 involves movement 
by a signal with a numbei plate, such as 
signal 6-1799, when displaying a led aspect 
This uilc authoiizes passing the signal with­
out stopping, but at "Restricted Speed " 

"Restricted Speed" is defined as "Proceed 
ptepaicd to stop short of tiain, obstruction, 
or switch not properly lined and look out 
for broken tail, but not exceeding 10 M P H " 

The conductoi of the IC train tailed to 
comply with these rules The cupola of the 
caboose could not be intetpietcd logically as 
a "conspicuous position" and the placement 
of a lantern inside the caboose doot was not 
a logical location to "display a white light." 
The fact that the IC train did not "stop short 
of a tiain oi switch not piopeily lined 

" indicates noncompliance with Rule 
291 

Compliance with Rule 103 might have 
averted the collision, and most certainly 
would have lessened the incidence of fatality 
and serious injiny, even ii the collision 
occur ted Full compliance with Rule 291 
would have aveited the accident 

Rules 106 and 106(a) delegate diiect 
responsibility foi the safety of a tiain to the 
conductor and the engineei, but also 
indicate that other ciewmembeis have a 
responsibility to ptevent accidents oi viola­
tion ot the tules The IC flagman, w h o was 
located in the caboose with the conductoi, 
had the opportunity to take a conspicuous 
position and to display the required white 
light He also had opportunity to contiol the 
noithwaid movement of the tiain. The flag­
m a n failed to take any action until it was 
too late The flagman saw the headlight of 
the IHB locomotive but evidently did not 
ielate it to Rule 17 and realize the loco­
motive was not standing and waiting fot the 
IC train to pass the junction 

The engineei of the IC ttain was located 
21 cai lengths back of the caboose and, 
thciefoie, in the darkness of the night, his 
exact contiol of the tiain was dependent to 
some extent upon the actions of the con­
ductoi oi flagman in the caboose However, 
the collision occur red 715 feet, oi ap­
proximately 14 cat lengths, nui tli of signal 
6-1799 Rule 291 specifies a m a x i m u m 
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speed of 10 miles pet hour when any pan of 
the tiain passes signal 6-1799, and undei the 
conditions of darkness the requited speed 
could be intei pieted as considerably less 
than 10 miles pel hour A distance of 3,340 
feet scpatates signal 6-1799 and the next 
signal to the south, signal 6-1862 Just piioi 
to the collision, the engineer was staiting to 
i educe the speed of the 22-cai train This 
action was taken approximately 3,900 feet 
after passing signal 6-1862, which had dis­
played a yellow aspect, requiting that the 
train be ptcpared to stop at the next signal 
Although the aspect of signal 6-1799 did not 
require that the train stop before passing, it 
did require that the train be under control 
and able to stop short of a switch improperly 
lined. 

The accident would not have occurred if 
the rules had been observed by the IC crew-
membcts 

b The IHB Train Crew 

Rule N of the "Rules and Regulations of 
the Opeiating Department" of the IC 
indicates that tiains of othei railroads 
opeiating on the IC aie subject to IC rules 
The IHB train ctew had not been examined 
on the IC rules, had not received the oppor­
tunity to review all IC bulletin orders, did 
not possess copies of IC rule books or time­
tables, and presented varying interpretations 
as to the methods of operation on IC tiack-
age 

Most of the tules listed in the appendices 
would apply to IHB operation on IC track­
age It appears that Rule 93, Rule 99, Rule 
D-99, Rule D-152, Rule 510, and Rule 513 
would be significant, particularly as these 
tules all concern the method of accomplish­
ing the crossover movement from the IC-IHB 
interchange track across IC track N o 6 to IC 
track N o 5. These rules also were subject to 
varying interpretations by the involved IHB 
crewmembers, all of w h o m were experienced 
m e n . T h e specific point concerned is 

whethci this crossover movement should 
have been coveied by fusee or flag protec­
tion 

The correspondence between the F R A and 
IHB teptescntatives previously tefened to 
was an attempt on the patt of the F R A to 
clar ify this point The r espouse was 
inconclusive Sometime after the accident 
occuiied, the two railroads convened a joint 
investigation of the accident to determine 
the cause At this investigation, an IC 
representative stated that the ciossovei 
movement planned by the IHB did not 
iequhe fusee protection It is difficult to 
reconcile this reasoning with the liteial 
language of Rules D-152 and 510, but this 
interpretation makes the use oi nonusc of 
fusees academic 

Specific rule violation by IHB personnel 
has not been established as a causal factor 
from the evidence It has been established 
that the IHB personnel were not familiar 
with applicable IC titles, instructions, and 
bulletin oiders To what extent this un-
familiarity contributed to the accident and 
the tcsulting severity is a matter of specula­
tion 

2 if the Signal System H a d Piovided the 
Intended Contiol? 

Chapter III of the "American Railway 
Signaling Principles and Practices"1 com­
mences with the following statement: "The 
purpose of railioad signals is the transmitting 
of information to employees in charge of the 
operation of trains." 

Signal 6-1799 was located 715 feet south of 
the point of impact and controlled northward 
train movement on IC tiack N o 6 O n August 
21, 1969, ttack changes in the vicinity of the 
Little Calumet Rivet biidge resulted in signal 

' Pub l i shed by the Signal Sect ion, Associat ion o f American 
Raihoads; May 1955 edit ion 
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6- 1 7 9 V DISPLAYING A CONTINUOUS ICD ASPECT 

PIIOI TO THE 1 9 6 9 TIACK CHANGES, THE ALIGNMENT 

OF ANY OF THE FOUI CIOSSOVEI SWITCHES AT HIGH­

LAWN FOI A CIOSSOVEI MOVEMENT ICSULTCD IN A 

ICD ASPECT DISPLAYED h\ SIGNAL 6-1799 lot 

NOITHWAID MOVEMENTS ON TIACK N O 6 A IED 

ASPECT DEMANDED CAUTION IN ADVANCING A TIAIN 

NOITHWAID ON TIACK N O 6 , AS AN ACCIDENT COULD 

LESUH FIOM DISIE^ATD OF THE IED WARNING AFTER 

THE 1 9 6 9 CHANGES, THIS WARNING NO LONGEI 

EXISTED, AS SIGNAL 6 - 1 7 9 9 DISPLAYED IED FOI 

NOI MAL CONDITIONS AS WELL AS ABNOIMAL T H E 

EVIDENCE INDICATED THAT THE I C CONDUCTOI AND 

FLAGMAN OBSEIVED THE ICD ASPECT OF SIGNAL 

6 - 1 7 9 9 , BUT IGNOIED ITS MEANING AS IT WAS A 

NOIMAL OCCUNCNCE T H E SIGNAL NO LONGEI TRANS­

MITTED POSITIVE INFOIMATION TO THE EMPLOYEES 

IN CHARGE OF THE OPEIATION OF TIAINS HOWEVET, 

NO SPECIAL INSTRUCTIONS NULLIFIED THE NECESSITY 

FOR COMPLYING WITH THE REQUIREMENTS OF THE 

LESTIICTED SPEED LULE 

N O ALTERNATIVE MEANS WEIE PIOVIDED TO 

PIOTECT NOITHWAID MOVEMENTS ON TIACK N O . 6 

OI THE SOUTHWAID MOVEMENT OF I H B TI AINS 

ACROSS HACK N O 6 THESE MEANS WEIC AVAILABLE 

WITHIN (HE ECONOMIC BOUNDAIIES OF THE LITTLE 

CALUMET; RIVEI CHANNEL WIDENING PIUJCCT AND 

COULD HAVE INCLUDED SUCH ITEMS AS TRACK-OC-

CUPANCY INDICATOTS AT HIGHLAWN FOI TIACK N O 

6 , SWITCH-POSITION INDICATOTS FOI NOITHWAID 

MOVEMENT ON TIACK N O 6 , O I , SIMPLY, SPECIAL 

INSTRUCTIONS REQUIRING PIECAUTIONATY MEASURES 

IN ACCOMPLISHING THE CIOSSOVEI MOVEMENT AT 

HIGHLAWN 

A SIGNAL THAT DISPLAYS A CONTINUOUS WARN­

ING INDICATION MAY PROVIDE LESS PIOTCCTION THAN 

NO SIGNAL AT ALL A CONTINUOUSLY DISPLAYED WARN­

ING SIGNAL INVITES DISIESPECT OF THE INTENDED 

WAT NING AND TT AUSMITS SPARSE IN FOI MAT ION TO 

EMPLOYEES 

T H E ACCIDENT MIGHT NOT HAVE OCCULTED IF 

THE SIGNAL SYSTEM HAD PIOVIDED THE INTENDED 

C OUT) OL 

3 RF THE OPERATING RULES HAD PIOVIDED THE 

INTENDED CONTIOL? 

A NONOBJECLIVE OPEIATING RULES 

T H E INTERPRETATIONS OF MARRY TULES WERE 

INVOLVED IN THIS ACCIDENT T H E ONE GLAIING TULE 

VIOLATION THAT HAD DIRECT INFLUENCE ON THE OC­

CUNCNCE OF THE ACCIDENT INVOLVED RULE 2 9 1 

THIS RULE AUTHORIZED PASSING A RED SIGNAL WITH­

OUT STOPPING AT "RESTRICTED SPEED " T H E WORD­

ING OF RULE 2 9 1 HAD BEEN CHANGED WITH THE 

ADOPTION OI THE NEW MLE BOOK ON SEPTEMBER 

1, 1 9 7 0 PRIOI TO THIS DATE, A ICD ASPECT ON 

SIGNAL 6 - 1 7 9 9 REQUIRED A TRAIN TO STOP, AND THEN 

THE TRAIN WAS PERMITTED TO PROCEED AT " R E ­

STRICTED S P E E D " IF THIS PROVISION O I RULE 2 9 1 

STILL HAD BEEN EFFECTIVE AND OBSERVED ON THE 

ACCIDENT DATE, IT IS LIKELY THAT THE OVERALL 

SEVENTY OF THE COLLISION WOULD HAVE BEEN LESS 

THE SPEED OF TIAIN 1 2 1 8 MOST LIKELY WOULD 

HAVE BEEN SLOWER AND IT ALSO IS PROBABLE THAT 

THE I C CREW WOULD HAVE BEEN MOTE ATTENTIVE TO 

THE CIICUMSTANCES 

THE "RESTRICTED SPEED" RULE, AS WELL AS 

OTHEI SIMIHN RULES SUCH AS "REDUCED S P E E D " OR 

" Y A I D SPEED," ARE SUBJECT TO QUESTION AS TO 

THEIR E T LECTIVC NESS IN ACCOMPLISHING THE 

INTENDED FUNCTION THESE RULES HAVE ADVANCED 

OPERATIONS, BUT IN M A N Y INSTANCES IT HAS COME 

ABOUT AT THE EXPENSE OF SAFETY 

THE F R A ACTIVELY INVESTIGATED I 1 7 LAIL-

JOAD ACCIDENTS DINING THE FISCAL YEA) ENDING ON 

J U N E 3 0 , 1 9 7 0 2 TWENTY-NINE ACCIDENTS 

INVOLVED COLLISIONS THAT NETUIRED AS THE RESULT 

OF EICWMEMBETS NOT TAKING THE PROPER ACTION 

TWENTY-SIX, OI 9 0 PERCENT, OF THESE COLLISIONS 

RESULTED F I O M FAILURES OF CREWMCMBERS TO 

OPERATE THEIR TRAINS IN ACCORDANCE WITH RESTRIC­

TIVE SIGNAL INDICATIONS AND/OR NRLES GOVERNING 

SPEEDS WITHIN YARD LIMITS 

7 " S u m m a r y o f Accidents fmesl igated by the Federal 
Rai l ioad Admin i s t i a t i on i n the F iscn l Vear 1 9 6 9 - 1 9 7 0 " 
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VARIOUS LAILIOADS HAVE SHOWN THEIR AWARE­

NESS OF THE PROBLEMS OF THE "RESTRICTED S P E E D " 

RULE T H E M A X I M U M SPEED PERMITTED UNDER THIS 

RULE WAS ORIGINALLY 2 0 MILES PER HOUR THIS 

SPEED HAS BEEN LOWERED TO 1 5 MILES PER HOUR ON 

SOME RAILROADS AND TO 1 0 MILES PER HOUR ON 

OTHERS, LIKE THE I C A 1 0 MILE PER HOUR SPEED 

LIMIT DID NOT PREVENT THIS ACCIDENT, AS THE RULE 

WAS VIOLATED AND NO SIGNAL DEVICE STOPPED THE 

TTAIN 

T H E " R E S T R I C T E D SPEED," " R E D U C E D 

SPEED," AND " Y A R D SPEED" RULES APPEAR I M ­

PRACTICAL UNDER PRESENT CIRCUMSTANCES IT DOES 

NOT SEEM LOGICAL TO EXPECT EMPLOYEES TO BE 

PREPARED TO STOP A TRAIN SHORT OF AN UNSPECIFIED 

OBSTIUCTION, A SWITCH NOT PROPERLY LINED, A 

BTOKEN RAIL, OR ONE-HALF THE RANGE OF VISION 

WHILE PROCEEDING DURING THE DARKNESS OF NIGHT 

OVER AN UNHGHTED PATHWAY T H E NECESSARY 

SPEED TO FULFILL THE RE QUIRE ME NT OF THESE RULES IS 

RROT COMPATIBLE TO ADVANCING OPERATIONS AND, 

THEREFORE, THE TULES ARE NOT CRRFORCCD UNTIL AFTER 

AN ACCIDERRT OCCURS T H E END TCSULT ADVANCES 

NEITHER SAFETY NOT EFFICIENT OPERATIONS 

A SIMILAR ARGUMENT CONCERNING NONOBJECTIVE 

RULES COULD BE PRESENTED ON THE PIOPET DISPLAY 

OF THE HEADLIGHT ON THE I H B LOCOMOTIVE T H E 

HEADLIGHT OF THIS LOCOMOTIVE WAS SIGHTED BY THE 

I C FLAGMAN PRIOR TO THE ACCIDENT, YET THE FLAG­

M A N TOOK NO ACTION AS HE ASSUMED THE I H B 

TRAIN WAS IN THE CLEAR IT IS NOT KNOWN ON WHAT 

LOGICAL BASIS THIS ASSUMPTION WAS M A D E , AS RULE 

1 7 INDICATES THAT THE HEADLIGHT MUST BE 

EXTINGUISHED WHEN A TRAIN IS STANDING TO MEET 

ANOTHER TRAIN AT A JUNCTION SPECIAL INSTRUCTION 

D - 1 5 1 INDICATES THAT THE INTERCHANGE TRACK AT 

HIGHLAWN IS A "JUNCTION," BUT "JUNCTION" IS NOT 

DEFINED ELSEWHERE IN THE RULES RULES 1 7 AND 

1 7 ( A ) ARE STRUCTURED AS SAFETY MEASUTCS TO 

CONTROL HEADLIGHT DISPLAY, BUT THEY ARC UN-

SPECIFIC IN THE MEANING AND REQUIRED ACTION FOR 

CONFLICTING TRAIN MOVEMENTS T H E WARNING 

PIOVIDED BY THE HEADLIGHT OF THE I H B LOCO­

MOTIVE WAS DISREGARDED AS THE RULES DID NOT 

COVER FULLY THE CIRCUMSTANCES 

THERE WERE OTHER RULES INVOLVED IN THIS 

ACCIDENT THAT WERE NOT OBJECTIVE, AND SUBJECT TO 

VAR IO U S INTERPRETATIONS A PRIME EXAMPLE 

INVOLVED THE QUESTION AS TO WHETHER FLAG OR 

FUSEE PROTECTION WAS REQUIRED BY THE I H B IN 

A C C O M P L I S H I N G THE I N T E N D E D CR OSSOVER 

MOVEMENT TO I C TTACK N O 5 FOR THIS INSTANCE, 

THE CARRIER'S INTERPRETATION NRUST PIEVAIL; HOW­

EVER, TO BE CONSISTENT IN APPLICATION, THAT INTER­

PRETATION MUST BE DISSEMINATED AND EXPLAINED 

TO ALL THOSE GOVERNED B Y IT IT WOULD BE BETTER 

TO REWRITE THE RULES SIMPLY TO EXPRESS THEIR 

INTENT OBJECTIVELY 

B INTERCHANGE PRACTICES BETWEEN RAILROADS 

BOTH THE I C AND THE I H B HAVE T ULES 

INDICATING THAT I H B EMPLOYEES OPERATING ON I C 

TRACKAGE ARE SUBJECT TO I C RULES IT WOULD BE AN 

INVITATION TO DISASTER TO EXPECT OTHERWISE WITH 

PRESENT CIRCUNR STANCES H O W E V E R , 1 H B 

EMPLOYEES ARE EXPOSED TO THIS SITUATION ORR RAIL­

ROADS OTHER THAN THE I C O N THE DATE OF THE 

ACCIDENT, THIS I H B TIAIN CREW WAS ASSIGNED WOTK 

ON TWO OTHER RAILROADS BESIDES THE I C I H B 

TIMETABLE N O . 3 INDICATES THAT I H B EMPLOYEES 

AIE SUBJECT TO THE RULES OF EIGHT RAILROADS, 

ALTHOUGH IT IS UNKNOWN TO WHAT EXTENT INDIVID­

UAL EMPLOYEES ARC INVOLVED WITH EACH ROAD OR 

RULE 

T H E APPLICABLE I H B RULE BOOK CONTAINS 

1 4 6 PAGES AND THE I H B TIMETABLE CONTAINS 4 6 

PAGES T H E APPLICABLE I C RULE BOOK CONTAINS 

1 8 4 PAGES AND THE I C TIMETABLE 1 8 PAGES 

PRESUMABLY, THE OTHER RAILROADS ON WHOSE 

TRACKS I H B TTAIN CREWS OPERATE HAVE RULE BOOKS 

AND TIMETABLES OF SIMILAR SIZE THERE WERE 3 3 I C 

RULES INTERPRETED AS APPLICABLE TO THE OPERATIONS 

IN THIS ACCIDENT ARRD THESE ARE TABULATED IN 

APPENDIX A O F THESE 3 3 NTLCS, 2 3 EITHER DO 

NOT EXIST OR CAIRY MARKEDLY DIFFERENT CONNOTA­

TIONS IN THE I H B UILE BOOK, CARRYING THIS TO AN 

EXTREME, ONE COULD PROJECT THIS PROPORTION OF 

DISCREPANCIES THROUGH THE 1 8 4 PAGE I C RULE 

BOOK TEXT AND MULTIPLY IT BY THE EIGHT OTHEI 
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LAIHOADS INVOLVED IT IS NOT DIFFICULT TO UNDER­

STAND W H Y CONFUSION EXISTED A M O N G THE 

MEMBERS OF THE I H B TIAIN CTEW WHEN THEY WERE 

INTERVIEWED FOR THEII UNDERSTANDING OF I C RULES 

OBEDIENCE TO THE UILES IS ALSO DEPENDENT 

UPON THEIR BEING AVAILABLE FOR PERUSAL BY THE 

INVOLVED CREWMEMBERS THE PUIPOSE OF BULLETIN 

ORDERS IS TO ADVISE CREWMEMBERS OF UNUSUAL 

CIRCUMSTANCES OT EXCEPTIONS TO RULE BOOK OR 

TIMETABLE INSTIUCTIONS 

T H E ABSENCE OF I C BULLETIN O I D C I N O 5 7 

AT LOCATIONS WHERE I H B BULLETINS WEIE POSTED IS 

CONSISTENT WITH THE I H B CTCWMEMBEIS' LACK OF 

KNOWLEDGE OF I C YATD LIMITS THIS BULLETIN 

OTDEI, WHICH COLLECTED THE YAID LIMIT LOCATION, 

IN ITSELF, DID NOT APPEAR SIGNIFICANT TO THE AC­

CIDENT, AS THE I H B C I E W M E M B E I S DID NOT 

POSSESS THE TIMETABLE THAT BULLETIN ORDER N O 

5 7 COLLECTED T H E MISSING BULLETIN OTDET, THE 

ABSENCE OF I C TIMETABLES, AND THE UNFAMILIATITY 

OF THE I H B C I E W M E M B E I S WITH I C RULES, SUGGEST 

THAT OVERALL OPERATIONS WETE NOT CONDUCTED IN 

ACCOIDANCE WITH I C TITLES IT APPEALS, INSTEAD, 

THAT I H B OPERATIONS ON I C TRACKAGE WEIE 

DEPENDENT M O I E UPON THE EXPERIENCED JUDG­

MENT OF THE I H B C I E W M E M B E I S THIS IS NOT 

GOOD PIACTICC SINCE JUDGMENT OF INDIVIDUALS 

VAIICS 

PRESUMABLY, THE TWO UIIHOADS HAD VALID 

REASONS FOR STR UCTUT I NG THEIT T ESPECTIVC 

OPERATING RULES IN DIFFERENT MANNERS T H E 

REASONS BECOME OBSCURED, HOWEVER, WHEN INTER­

CHANGE PRACTICES AND CIRCUINSTANCES ATE CON­

SIDER ED IN THEIR ENTIRETY 

C T H E NEED FOR OBJECTIVE OPERATING RULES 

T H E F R A NOW IS CONSIDERING THE PI OMUL-

GAT I O N O F REGULATIONS GOVERNING OPERATING 

PROCEDURES FOR THE NATION'S RAILROADS THIS 

ACCIDENT CLEARLY ILLUSTRATES THE HAZARDS OF RULES 

THAT DO NOT DESCRIBE CONDITIONS OBJECTIVELY, 

LULES THAT ARC NOT COMPATIBLE WITH EACH OTHER 

01 ENCOUNTERED CONDITIONS, AND RULES THAT ATE 

NOT ENFORCEABLE UNTIL AFTER AN ACCIDENT OCCURS 

T H E LAILROAD INDUSTRY IS A UNIQUE TRANSPORTATION 

M O D E SINCE ITS PATHWAY IS CONTROLLED B Y , AND 

GENCIALLY ONLY ACCESSIBLE TO, OPERATORS SUBJECT 

TO COMPANY DISCIPLINE OBJECTIVE, ENFOICCABLE 

LULES M A Y ACCOMPLISH A GTEAT DEAL IN PROMOTING 

THE OVERALL SAFETY OF THE SYSTEM IF THEY ARE 

STIICTLY OBSEIVED RULES SUCH AS "RESTRICTED 

SPEED," "REDUCED SPEED," AND " Y A I D SPEED," 

AS DEFINED IN THIS CASE AIE EXAMPLES OF RULES 

THAT DO NOT BREED A SAFE SYSTEM 

A ICVIEW OF EXISTING RULES APPEARS IN 

ORDER T H E APPLICATION OF A SYSTEMS APPROACH IN 

THIS R CVIEW WOULD I EVEAL R ULCS THAT ARE IN­

COMPATIBLE NOT ONLY WITH EACH OTHER, BUT ALSO 

WITH THE CAPABILITIES OF THE OPETATING PERSONNEL 

AND THE TOTAL RAIHOAD ENVIRONMENT "OBEDIENCE 

TO THE LULES" CAN BE ACCOMPLISHED ONLY WHEN 

THE T ULES AIE OBJECTIVELY DEFINED, UNDER­

STANDABLE, AND READILY LOCATED AND IDENTIFIED 

T H E ACCIDENT WOULD NOT HAVE OCCURRED IF 

THE OPERATING UILES HAD PROVIDED THE INTENDED 

CONTROL 

4 IF G O O D COMMUNICATIONS HAD EXISTED? 

A T H E I C SWITCHTENDER AT HAIVEY 

A S IS THE CASE IN SO M A N Y INSTANCES, 

ADEQUATE COMMUNICATIONS AMONG THE INVOLVED 

PARTIES MIGHT HAVE AVERTED THE ACCIDENT THREE 

P E R S O N S PI I M A I ILY WEIE INVOLVED IN THE 

MOVEMENTS OF I C TRAIN 1 2 1 8 AND I H B TRAIN 

8 7 1 7 PRIOR TO THE COLLISION, NAMELY THE I C 

CONDUCTOR, THE I H B FRONT BRAKEMAN, AND THE I C 

SWITCHTENDER LOCATED AT HAIVEY O F THESE THREE 

PEI SONS, ONLY THE SWITCHTENDER KNEW OF THE 

POSSIBLE COINCIDENTAL MOVEMENT OF BOTH TRAINS 

OVER CONFLICTING PATHWAYS THIS INFORMATION 

WAS NOT PASSED ON TO THE RESPECTIVE INVOLVED 

TRAIN CREWS AND THE FATAL ACCIDENT O C C I M E D . 

T H E SWITCHTENDCI'S LECORD OF TIAIN M O V E ­

MENTS INDICATES THAT I H B TRAIN 8 7 1 7 SECURED 

AUTHORITY TO OPEIATE SOUTHWAID ON I C TRACK 

N O 5 AT 1 0 : 3 0 P M , THE STARTING TIME FOR THE 

CREW OF I C TRAIN 1 2 1 8 THIS INFORMATION WAS 

SECUI ED BY THE FRONT BRAKEMAN OF THE I H B TRAIN 

FROM THE HARVEY SWITCHTCNDEI, SECONDHAND, VIA 
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an IHB operator located at Stewait Avenue 
The IHB fiont btakeman was not advised of 
any possible conflict in tiain movement The 
lack of such advice would be undcistandable in 
view of the unccitainty of the intended move­
ment of IC Train 1218 at that time 

IC Train 1218 moved noithward on tiack 
N o 6 fiom Markham Yard at 11 p m. At that 
time, IHB Tiain 873 7 had not arrived at Mark-
h a m Yaid and the possibility of a conflict 
between the authoiizcd movements evidently 
existed. N o action was taken by the switch-
tender, although ladio communication was 
available to the locomotive of IC Tiain 1218, 
and the tiain passed by the switchtcndei's 
position at a lelatively slow speed The m a n 
wh o was diiccting tiaffic established unal-
teiable routes foi the trains, but assumed no 
contiol thereafter, as fail-safe piocedures were 
not established 

The IC rules do not require communica­
tion between the switchtender and affected 
train crews nor do the rules direct respon­
sibility to the switchtender for movements 
with the current of traffic on tiack N o 6 A 
proceed signal by the switchtender for a north­
ward train movement on tiack No. 6 means 
only that the switches are lined for such a 
movement Thereafter, a train is to be governed 
by the information transmitted by block 
signals, even though the switchtender has 
knowledge of conflicting movements and the 
information transmitted by the block signals is 
questionable Communications are essential to 
safe operations 

b The Vandalized Telephone at Highlawn 

Another consideration of the communica­
tion involvement with this accident concerns 
the telephone at Highlawn This telephone 
allowed ditect communication between the 
Harvey switch tender and IHB personnel 
seeking authority to use IC trackage between 
Highlawn and Maikham Yaid The telephone 
had been vandalized sometime prior to the 

accident and had not been repaiied sub­
sequently. Alternate procedural icquirements 
for involved train crews and the Harvey switch-
tender had not been instituted to alleviate the 
loss of this telephone, even though vandalism at 
this location was not unusual 

There is the distinct possibility that if this 
telephone had been opciable, the accident 
would rrot have occurred Thirty minutes 
elapsed from the time the IHB front btakeman 
secured authority for operation on IC ttackage 
and the authorization of the movement of IC 
Train 1218 from Matkham Yard A subsequent 
time interval of approximately 8 minutes 
occuricd prior to the collision Direct com­
munications between the IHB train ciew and 
the Harvey switchtender could have resulted in 
the switchtender's advising the IHB crew of the 
noithwaid movement of the IC train. This 
becomes a more distinct possibility when the 
time of the two movements coincide, such as in 
this case A n opetable telephone at Highlawn 
could have projected this direct communica­
tion 

Vandalism has been attributed as a causal 
factor of many raihoad accidents in the past 
Other acts of vandalism in this area were 
evident as shown by the inoperative track-
occupancy indicator and the previous van­
dalism of the Highlawn telephone, but the area 
was not secured by right-of-way fences. The 
vandalized telephone at Highlawn had not been 
reported to the responsible IC maintenance 
officer prior to the accident, even though it 
was c o m m o n knowledge among crewmembers 
that the telephone was inoperable. The require­
m e n t for communication extends to all 
involved T h e accident might not have 
occurred if good communications had existed 

5. If the Pathway of IC Train 1218 Had 
Been Lighted? 

Foi operational convenience, IC Train 
1218 departed Markham Yard with the loco­
motive shoving the train from the south end 
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with the unlighted caboose as the lead cai on 
the noith end of the tiain The scheduled 
destination was approximately 4 miles fiom 
Maikham Yaid 

The tiain was expected to negotiate approx­
imately one-half mile of tiackage " prcpaied 
to stop shoit of tiain, obstruction, or switch 
not properly lined and look out for broken 
lail " According to rule, the lead cai was to 
be marked by "a white light" of unspecified 
intensity Normally trainmen's lanterns aie 
used for this purpose These lanterns project a 
light similar in intensity to a household 
flashlight, but not necessarily in a diiccted 
beam The IC conductoi and flagman failed to 
comply fully with this rule, however, and no 
light was directed to the pathway ahead ot 
them during their trip 

The train crew was to be prepared to stop 
short of any tiain that could be headed by a 
similar caboose or car The train crew was to be 
prepared to stop shoit of an obstruction which 
could include an item such as a joint bai 
jammed between a switch point and stock-rail, 
or objects of similar size. The train crew was to 
be prepared to stop short of switches that were 
equipped with switch position targets that were 
dependent upon a light souicc for reflectivity 
The train ciew was to look out for broken rail 
that could be difficult to identify in the day­
time, much less at night It would appear that a 
creeping speed of 1 to 2 miles per hour would 
be as fast as a train could progress and still 
comply with the existing "Restricted Speed" 
rule when shoving an unlighted cat at night 

The incompatibility of the "Restricted 
Speed" lulc with a nighttime train movement 
involving a caboose as a lead cai seems clear A 
further consideration involves the visibility of 
such a train to others concerned In this 
instance, if the approaching IC caboose clcaily 
had been identifiable, it seems probable that 
the IHB front brakeman oi engineei would 
have taken action either to avert the collision 
or most certainly, to lessen the seventy of their 
injuries by abandoning the locomotive. Wheth­

er the white light icquircd by the IC rule would 
have promoted this eventuality is a matter of 
speculation A light of much greater intensity 
than a trainman's lantern would increase the 
possibility foi ready identification of an ap-
proaching train under similai circumstances 

The movement made by IC Train 1218 in 
this accident was not unusual foi lailroad yard 
operations In many instances, levcise move­
ments with unlighted cars also aie made over 
tail-highway or pedestrian giade crossings, 
complicating the hazard. Automobiles are 
equipped with backup lights foi leversc move­
ments This case clearly illustrates, the requitc-
ment for similai safety appurtenances on 
equipment used extensively for backup move­
ments 

The accident would not have been as 
seveie, and may not have occurred, if the path­
way of the caboose of IC Train 1 218 had been 
lighted adequately for the northward move­
ment 

B Equipment Design 

Thus far, this analysis has dealt substan­
tially with the causal factois involved in the 
collision of the two trains. The dynamics of the 
collision and the cause of the subsequent 
fatalities and seiious injuries also are significant 
to improving the safety environment of rail-
l oad employees The Safety Board's re-
constiuction of the sequence of events that 
resulted in the fatalities and seiious injuries 
follows. 

Upon impact, the coupler of the IC 
caboose overrode the coupler of the IHB loco­
motive The structural body of the caboose 
climbed over the heavy under frame of the loco­
motive, with the caboose losing its trucks in 
the process The caboose angled to the cast and 
subsequently stiuck the engineer's side of the 
control compartment of the locomotive This 
impact initiated the collapse of the locomotive 
cab, tiapping the IHB engineei. The caboose 
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was still being shoved by the weight of the 
train behind it and rolled off the side of the 
locomotive, overturning as it went d o w n the 
10-foot-high roadway embankment 

The detached caboose trucks provided a 
ramp for the following loaded boxcars. The 
first and second following cars traversed the 
path of the caboose, climbing over the 
detached trucks and also the underframe of the 
locomotive These cars subsequently struck the 
locomotive cab and completed the demolish-
ment of the engineer's side of the control 
compartment. The second following car sub­
sequently rolled down the embankment and 
landed on top of the upright caboose. 

The IHB engineer was trapped in the 
general wreckage and succumbed from multiple 
injuries The IHB front brakeman survived by 
the circumstantial easterly trajectory of the 
caboose This trajectory might have been 
influenced by the curvature of the crossover 
where impact occurred. In any event, the only 
poition of the locomotive control compart­
ment that was not demolished in the collision 
was the area occupied by the front brakeman 
on the westerly side of the cab. 

The IC conductor and flagman were 
standing in the trailing end of the caboose prior 
to collision Upon impact, they evidently were 
thrown forward, but stayed within the 
caboose During the initial impact and the sub-
sequent overturning, some furniture and 
caboose appurtenances were dislodged The 
two crewmembers were tossed around again as 
the caboose overturned and came to rest The 
IC conductor died as a result of head injuries 
and internal fractures. Whether these injuries 
resulted from flying material or from the 
conductor's m o m e n t u m during the crash gyra­
tions was not determined 

This accident aptly illustrates two 
vehicular crash characteristics that have been 
prevalent in many previous railroad collisions 
These characteristics include (1) the tendency 
of conventional car equipment to climb over 
the underframe of a locomotive upon collision, 

and (2) the apparent lack of occupant ciash 
protection provided with current locomotive 
cab design. Unfortunately, both characteristics 
have been coincidental in many instances and 
the results have been fatal. 

The collision speeds in this accident were 
estimated to be 10 to 20 miles per hour for the 
IC train, while the IHB train had just com­
menced to move. The IHB locomotive cab was 
demolished, with one fatality resulting There 
have been numerous other slow-speed collisions 
that have resulted in similar serious circum­
stances and they are documented in F R A rail­
road accident reports A prime example is il­
lustrated in the FRA's "Railroad Accident 
Report N o 4158 " In this instance, one train 
was standing and the other train was backing at 
a speed estimated to be 3 to 6 miles per hour. 
The locomotive crew on the standing train had 
ample warning of the impending collision to 
evacuate the control compartment, but they 
expected only a hard b u m p and braced them­
selves accordingly U p o n impact, the caboose 
of the backing train climbed the underframe of 
the locomotive and demolished the locomotive 
cab. T w o occupants of the locomotive cab 
were killed, while the third occupant lost a leg 
as a result of the collision. The caboose of the 
backing train was damaged slightly. 

Modifications in locomotive design 
definitely are required It does not appear 
logical to place a control compartment on the 
end of a massive locomotive where it is 
exposed to all collision hazards without provid­
ing protection for the occupants of that 
comp artment The caboose in this accident 
survived the dynamics of the collision relatively 
intact structurally The critical vertical struc­
tural supports at the end of the caboose 
consisted of two cornerposts, which were 5- by 
5-inch angles one-half inch thick Intermediate 
supports included two 3-inch Z-sections, one-
quarter inch thick, and two 6- by 6- inch-wide 
flange sections having a flange thickness of 
three-eighths inch and a web thickness of one-
quarter inch. By contrast, the vertical struc-
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tiual supports at the cud of the locomotive 
contiol compartment consisted of six box sec­
tions, each being 2Vi by V/2 inches and one-
eighth inch thick The weight of each of the 
box sections used in the constiuction of the 
locomotive cab approximated 3 2 pounds per 
foot The weights pet foot for each of the 
members used as vertical supports tn the 
caboose were 16,2 pounds for the cornerposts, 
6.7 pounds for the intermediate Z-sections, and 
20.0 pounds for the intermediate wide flange 
sections It is apparent w h y the control 
compaitment of the locomotive collapsed and 
the caboose remained intact upon impact 

It also is pertinent to note that although 
the IC caboose survived the collision in relative­
ly good shape, the conductoi within the 
caboose was a fatality "The operation was a 
success, but the patient died " It was not deter­
mined what caused the fatal blow or blows 
However, it is significant that although most of 
the caboose furnishings were secured, the 
interior of the caboose was cluttered with over­
turned furniture and appurtenances following 
the accident. This m a y have had some effect on 
the extent of the injuries incurred by the oc­
cupants It is also likely that some injuries were 
incurred as a result of the unsecured crew-
members being tossed about 

The IC crewmembers evidently did not 
have time to escape the impending collision by 
means of the rear door of the caboose if suf­
ficient time had existed, any such attempt for 
escape would have been fruitless, as the rear 
caboose door was locked from the outside by a 
padlock A n exit that is provided for emer­
gency escape is valueless under such conditions 

The F R A has recognized the lack of crash-
worthiness in present railroad locomotive 
design The F R A recently conducted an 
industrywide seminar in an attempt to solve 
the problems As the result, observations and 
ideas developed directed to the improvement 
of cab design Locomotive ct ashwor thiness 
m a y be improved by various design modifica­
tions including changes to the type 01 location 

of the control compartment, but this also may 
promote unsuspected degradation of safety in 
other areas. It appears that a more systematic 
approach is required—one that will avoid the 
creation of othet problems. The use of systems 
engineering in reviewing cuirent locomotive 
design would consider not only the apparent 
problems illustrated by this accident, but the 
entire reliability and safety of the locomotive 
during its expected scivice life Systems en­
gineering has proven to be beneficial in the 
aerospace industry There is no apparent icason 
w h y this technique cannot be applied to the 
railroad field with long-lasting results 

IV CONCLUSIONS 

1. The IC crewmembers violated the rule 
requiring a crewman to take a conspicuous 
position and display a white light when cars ate 
pushed by an engine Compliance with this rule 
might have averted the collision and, if not, 
would have lessened the incidence of fatality 
and serious injuiy. 

2 IC cre w m e m b e r s violated the rule 
requiring that the IC train be operated 
picpared to stop short of a train 01 a switch 
improperly lined when passing a "Restricted 
Proceed" signal 

3. The IHB crewmembers had not been 
examined on IC rules, nor could they piesent 
consistent interpretations of applicable IC 
rules. 

4. It could not be determined if fusee 
protection was used by the IHB crewmembers 
for protecting the intended crossover move­
ment 

5. Tiack changes that took place in 1969 
resulted in the continuous display of a red 
aspect by signal 6-1799. As a result, this signal 
did not transmit positive information to 
employees in charge of the operation of trains. 
N o alternative means of control were provided 

6. The operating rules involved in this case 
did not define objectively the circumstances 
encountered The rules were ambiguous, weie 
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not compatible with the expected efficient 
opeiation of trains, and could not be 
interpreted as applicable without considerable 
cross-referencing and comparison with other 
1 ules 

7 The rules of the IC and IHB were not 
consistent in structure or meaning. This in­
consistency encouraged the prevalent lack of 
understanding of applicable IC rules by the 
involved IHB crewmembers 

8. The failure of the IC switchtender to 
advise the crewmembers of the IC tiain of a 
possible conflict in movement with the IHB 
train played a significant role in the occurrence 
of the collision The responsibility for estab­
lishing such communications or other ap­
plicable procedures was not coveted by rule 
even though means were provided to promote 
communication 

9 The vandalized telephone at Highlawn 
lesultcd in indirect and untimely communica­
tions between the IHB ciewmembeis and the 
IC switchtendei, w h o was lesponsible for 
authorizing IHB movement upon IC trackage. 
The vandalized telephone had been inoperative 
for some time piioi to the accident, but had 
not been repaired. 

10. The practice of shoving cars over an un­
lighted pathway when visibility was restricted 
was not compatible with the provisions of rules 
that placed the responsibility for avoiding an 
accident upon the ability to stop short of 
sighted obstructions. 

11 The severity of the accident was in­
fluenced by the lack of crash protection 
provided to the occupants of the IHB loco­
motive, and the proven tendency of railroad 
car equipment to climb ovei the heavy under­
names of locomotives upon collision. 

V. P R O B A B L E C A U S E 

The National Transportation Safety Board 
determines that the probable cause of this 
accident was the failure of the Illinois Central 

crewmembers to operate IC Train 1218 at a 
speed so as to be able to avoid the collision. 

Additional factors that contributed to the 
occurrence of the accident were: 

a The failure of the Illinois Central c i c w -
m e m b e r s to comply with the rule 
requiting that a crewman take a conspic­
uous position on the lead car and display 
a white light when cats aie pushed by an 
engine. 

b. The failure of the Illinois Central Railroad 
Company to provide additional protection 
to accommodate the safe movement of 
trains on track No. 6 when other tiack 
changes initiated a permanent display of 
"Restricted Proceed" on signal 6-1799 in 
1969 

c Inadequacies in opeiating rules, piactices, 
and personnel training 

Contributing to the severity of the accident 
was the apparent lack of crash protection 
provided to the occupants of the IHB loco­
motive. 

VI. R E C O M M E N D A T I O N S 

The National Transportation Safety Board 
recommends that: 

1 The Illinois Cential Raihoad Company 
take the necessary action to ensure that 
its employees comply with the company's 
operating rules 

2. The Federal Railroad Administration, in 
establishing operating rules under the 
auspices of the Federal Raihoad Safety 
Act of 1970, take the necessary action to 
cnsuie that such rules are: 
a Objective and understandable 
b Compatible with the environment and 

expected results 
c. Enforceable bcfoie an accident occurs 

as well as after the fact 
d Compact and readily identifiable as to 

applicability 
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e Compatible with practices of inter­
change between railroads, 

3 T h e Indiana Harbor Belt Railroad 
Company take the necessary action to 
ensure that its employces are versed 
thoroughly on the rules of other railroads 
over which these employees must operate 

4 The Illinois Central Railroad Company 
develop definite safe procedures for the 
transfer of cars from the IC-IHB inter­
change ttack at Highlawn to IC tracks N o 
5 ot N o 6 

5 The Illinois Central Railroad Company 
take the necessary action to ensure that 
communication procedures ot facilities 
used for the advancement of train opera­

tion arc used to the fullest extent practi­
cable, and that such communication 
facilities are maintained in a dependable, 
operable condition. 

6 The Federal Railroad Administration and 
the railroad industry continue and expand 
their coopetative efforts toward the time­
ly improvement oi the crash wot thiness of 
railioad equipment, particularly as it is 
related to the piotection of the occupants 
of 1 oc omotive control compartments 
Improvement efforts should consider all 
aspects of locomotive safety as related to 
the entire environment of railroad opera­
tion, and not be confined to the improve­
ment of individual components 

B Y T H E N A T I O N A L T R A N S P O R T A T I O N S A F E T Y B O A R D : 

hi J O H N H R E E D 
Chaii m a n 

hi O S C A R M . L A U R E L 
Mcmbei 

hi F R A N C I S H M c A D A M S 
Member 

hi LOUIS M T H A Y E R 
Membet 

Isabel A Burgess, Member, was absent, not voting 

Novcmbei 24, 1971 
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A P P E N D I X A 

E X C E R P T S F R O M " R U L E S A N D 
R E G U L A T I O N S O F T H E O P E R A T I N G 

D E P A R T M E N T , " 
ILLINOIS C E N T R A L R A I L R O A D C O M P A N Y 

G E N E R A L R U L E S 

* * # * 

Rule N. 

* * * * 

Trains of othei railroads, running over any division of this railroad, are subject to these lules 
and a i e under the jurisdiction of officers of that division 

* * # * 

DEFINITIONS 

* * * * 

R E S T R I C T E D P R O C E E D S I G N A L -

A block signal designated by a number plate. 

* * * * 

S P E E D S 

^ * * * 

M E D I U M S P E E D . - A speed not exceeding 30 M P H . 

R E D U C E D S P E E D — Proceed prepared to stop shoit of train or obstiuction. 

R E S T R I C T E D S P E E D — Proceed prepared to stop short of train, obstruction, or switch not 
piopeily lined and look out for broken rail, but not exceeding 10 M P H . 
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Y A R D S P E E D — A speed prepared to stop within one-half the range of vision. 

O P E R A T I N G R U L E S 

* * * * 

Rule 11 A train or engine finding a fusee burning on or near its track must stop After 
stopping, the train or engine may proceed at R E D U C E D S P E E D for not less than two 
miles 

Rule 17 The headlight must be displayed to the front of trains by day and night It must be 
extinguished when a train turns out to meet another train and has stopped clear of 
the main track, or is standing to meet a train at the end of two or more tracks ot at a 
junction. 

Rule 17(a) Except when approaching public crossings at grade, the headlight must be dimmed 
under the following conditions: 
(1) When standing ot moving at points in yards where other engines are working 

(4) When standing or moving on main track at meeting points. 

Rule 18 Yard engines will display a headlight to the ftont and rear by night, . 

't' ^ *f* *K 

Rule 93 Within yard limits main track may be used, and all trains and engines must move on 
main tracks within yard limits at Y A R D S P E E D unless such tracks are known to be 
clear 

N O T E — Where Automatic Block Signal System, C T C , and Interlocking rules are in 
effect, "known to be clear" includes when track is known to be clear by signal 
indication 

31 



Trains and engines must not be moved against the anient of tiaffic within yard limits 
until piovision has been made for the piotection of such movement and, in addition, 
movement must be made at Y A R D S P E E D 

.+ * * * 

N O T E — Yard limits are indicated by yard limit signs and their locations are shown 
in timetable 

* * t * 

Rule 98 Trains and engines must appioach the end of two or m o i e tracks, junctions, railroad 
crossings at grade, and drawbridges, piepared to stop, unless the switches ate propeily 
lined, signals indicate pioceed, and track is cleat . . . 

* sf * * 

Rule 99. W h e n a ttain is moving undei circumstances in which it m a y be overtaken by another 
tiain, the flagman must take such action as may be necessity Co insure fuii ptotcction 

By night, or by day when view is obscuied burning fusees must be thiown off at 
proper intei vals 

W h e n a train stops under circumstances in which it m a y be overtaken by another 
train, the flagman must go back immediately with flagman's signals a sufficient 
distance to insure full protection, placing two torpedoes, and when necessary, in 
addition, displaying burning fusees . . . 

When the conditions requite, he will leave the torpedoes and a burning fusee 

The fiont of the train must be protected in the same way when necessaiy by the 
forward trainman or fiieman. 

* * * * 

Rule 99(a). Within Interlocking, Automatic Block System or Centialized Traffic Control System 
limits, flag protection is not requiied against following movements on the same track. 

* * * * 

Rule D-99 A train running against the cuirent ot traffic must protect itself as required by Rule 
99 
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Rule 103 When cai s aie pushed by an engine, and the conditions requiic, a trainman must take 
a conspicuous position on leading cai, and at night he must display a white light 

Rule 106 Both the conductor and the engineei ate tesponsiblc fot the safety of the ttain and 
the obsetvancc of the rules and, undet conditions not piovided foi by the tules, must 
take evciy precaution fot protection, but this does not telieve othet employees of 
their responsibility under the rules 

Rule 106(a) When safety of trains and observance of rules are involved, all other crew members aie 
responsible to the extent of their ability to prevent accident or violation of the rules 

When the conductoi 01 engineei fails to take action to stop the tiain, and an emer­
gency tequiies, other crew members must take immediate action to stop the train 

+. * * * 

Rule 109. Bulletin orders and notices will be issued by the proper oificial and will be number ed 
consecutively on each division, beginning with Januaty fiist of each yeai, and will be 
posted on bulletin boards designated in timetable When instructions ate of a 
permanent nature, they will be transferred to timetable special instructions when new 
timetable is issued, otherwise they expire with the calendar year 

Conductors, enginemen, trainmen, yardmen and others concerned must examine 
bulletin oiders and notices before commencing each day's woik ot trip, if bulletin 
board is located at the station where work is started, and if bulletin boaid is not 
located at such station, they must examine such bulletin oideis and notices at first 
opportunity and will be held responsible for theii observance 

Bulletin boards must not be used to post unofficial notices 

Employes in chatge of bulletin boards must promptly post on such boards bulletin 
orders and notices which they receive 

* * * * 

Rule D-152 When a train crosses ovei to, oi obstructs another main tiack, unless otherwise 
provided, it nrust first be protected, as prescribed by Rule 99, in both directions on 
that ttack 

if v£ 

Rule 160 When speed is restricted by rule, special instructions, bulletin orders or otherwise, 
such speed restrictions must be observed Speed restiictions, unless otherwise 
piovided, apply to the entire train 
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Rule 161. Trainmen on rear of trains will, when practical, give proceed signal 01 notify engineer 
by radio, when so equipped, that rear of train has passed point where speed restric­
tion applies. 

't" 't" 

R U L E S G O V E R N I N G M O V E M E N T O F T R A I N S B Y B L O C K A N D I N T E R L O C K I N G S I G N A L S 

* * * * 

Rule 267 W h e n a block o t interlocking signal displays "Absolute Stop" or a block signal dis­
plays "Restricted Proceed," one or more of the following conditions m a y exist in the 
block or interlocking limits: 

(a) Train or other obstruction. 

(b) A main track switch or derail not set to normal position 

(c) Opposite switch of crossover not set to normal position. 

(d) A car or engine on a siding o r auxiliary track within fouling distance of a main track 

(e) A broken rail 

(f) Drawspan of a drawbridge not in position for movement of a train 

(g) Failure of a signal 
* * * * 

Rule 275 W h e n a movement through a crossover from one main track to another main track, or 
from a siding or auxiliary track to a main ttack, is to be made in Automatic Block 
Signal System or Centralized Traffic Control System limits, both switches of the 
crossover must be open before train starts the crossover movenrent, and the move­
ment must be completed before either switch is testored to normal position 

-fc -f* 

Rule 281 (Signals) 
Aspect — Green 
Indication — Proceed 
N a m e — Clear 
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Rule 285 (Signals) 

Aspect — Yellow 
Indication - Proceed, preparing to stop at next signal Train exceeding Medium 

Speed must at once 1 educe to that speed. 
N a m e — Appioach 

+ T + + 

Rule 291 (Signals) 

Aspect — Red (With number plate) 
Indication — Proceed at Restricted Speed 
N a m e — Restricted Proceed 

Sec Rule 509(a) 

* + * * 

A U T O M A T I C B L O C K S Y S T E M R U L E S 

* * * * 

Rule 508(a) O n any track signaled foi traffic in one direction, block signals apply only to trains 01 
engines moving with the current of traffic 

* +. * * 

Rule 509(a) Except as provided in timetable special instructions, bulletin oidci or Rule 104 (g), 
tiains or engines may pass "Restricted Proceed" signals without stopping, pr ocecding 
at R E S T R I C T E D S P E E D until entire train has passed through block, expecting to 
find one or more of the conditions mentioned in Rule 267. 

* * * * 

Rule 510. A switch must not be opened to peimit a train movement to a main tiack, noi m a y a 
train move to a point within fouling distance of a main ttack, unless ttain is 
authotized by rule, timetable or train order to occupy main tiack or is protected as 
ptesciibed by Rule 99 

Rule 513 Unless otheiwise piovided, befoie a train oi engine enters or fouls a main track, oi 
crosses from one main track to another, a member of the cicw must opetate the 
switch and watt five minutes at the switch before the train or engine fouls the main 
track. 

* * # * 
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APPENDIX B 

E X C E R P T S F R O M C H I C A G O DIVISION T H R O U G H T R A I N T I M E T A B L E N O \ 6 
A N D A P P L I C A B L E B U L L E T I N O R D E R S , 

ILLINOIS C E N T R A L R A I L R O A D C O M P A N Y 

T I M E T A B L E N O . 16 - March 8, 1970 

* * * * 

SPECIAL I N S T R U C T I O N S 

* * * * 

93. Yard Limits: 

* * * * 

(MP 29 plus 264 feet to M P 31) ... Tiacks 5 and 6 

* * * * 

101. Speed Restrictions: Speeds shown are m a x i m u m authorized between points named but do 
not modify any rule or special instiuction which may requite lower speed. 

* * * # 

Between Kensington and Richton — All Trains 
Switcher ot Transfei 

Engines 

^ ^. % & 

Tiacks 5, 6 30 M P H 

D-151. T w o or more Tracks: 

* * * * 
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Between Kensington and Richton: (See Rule 261) 

N o Location Use 

1 West . Southward, suburban 
2 Second . . . Northward, suburban 
3 Third . . . . Southward, passenger and freight 
4 Fourth Northward, passenger and freight 
5 Fifth . . . Southward, freight 
6 Sixth . . . . . .. Noithwaid, freight 
7 East of track 6 between Highlawn and 

Harvey only, northward and south­
ward transfer trains between Highlawn 
I H B junction and Markham Yard 

Between Highlawn I.H B Junction and north end Maikham Yard, tracks 6 and 7 m a y be used by 
northward aird southward trains; these tracks must not be used without authority of switchtender 
located at north end of Markham Yard 

Track N o 7 between the above points has rro block signals 

Trains or Engines will move at reduced speed on Track N o 7 and flag protection is not 
required. 

^ ^ 

S U P E R I N T E N D E N T ' S B U L L E T I N O R D E R N O . 57 - March 9, 1970 

* * ̂  * 
All Concerned: 

Rule 93 

That portion of special instructions contained in Chicago Division 
through train time table No. 16 taking effect 12:01 a m., Sunday, March 8, 
1970 is amended to read: 

Rule 93 yard limits 

M P 14 + 4488' to M P 29 + 0264' . . Tracks 5 & 6 
M P 29 + 0264' to M P 31 . . . • . . Track 3 & 4 
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SUPERINTENDENT'S BULLETIN ORDER NO. 19 - January 1,1970 

* * * * 
A L L C O N C E R N E D : 

Effective 4:00 p.m., Thursday, August 21, 1969, and continuing until further notice, a system 
of hand operated crossover switches will be placed into service, connecting tracks 3, 4, 5 and 6 at 
138th Street. Switchtender will be on duty at this location. 

All trains and engines will approach this system of crossover prepared to stop and will not 
proceed until proper hand signal has been received by switchtender on duty 

Movement through these turnouts must not exceed fifteen (15) miles per houi 

* * * * 
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