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FOREWORD

This 1eport of facts and ciicumstances and the detexmination of prabable
cause by the National Transpoitation Safety Boaid ate based on facts
developed in an investigation conducted by the Federal Raihoad Administia-
tion and fiom obsetvations at the scene of the accident by personnel of the
Boatd’s Railtoad Safety Division In developing its recommendations, the
Satety Board has consideted the suggestions of the Federal Railtoad Ad-
ministiacion, but the rtecommendations are those of the Safety Boaid

il
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NATIONAL TRANSPORTATION SAFETY BOARD
WASHINGTON, D. C 20591
RAILROAD ACCIDENT REPORT

ADOPTED: November 24, 1971

ILLINOIS CENTRAL RAILROAD COMPANY

AND

INDIANA HARBOR BELT RAILRCAD COMPANY
COLLISION BETWEEN YARD TRAINS
AT RIVERDALE, ILLINOIS
SEPTEMBER 8, 1970

1 SYNOPSIS

A collision between Illinois Central (IC)
Train 1218 and Indiana Harbor Belt (IHB)
Train 8717 occuited on trackage of the 1C at
Riverdale, Illinois, at 11:08 p.m., Septembe: 8,
1970. The collision resulted in the deaths of an
IC conductor and an IHB engineer Seiious
injuiies weie incurred by an IC flagman and an
IHB front hrakeman

Both trains involved were yard tiains, with
IHB Tiain 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 specd from the IC-IHB interchange track
to an IC main track when the locomotive was
strtuck by the IC train traveling at a speed
estimated to be between 10 and 20 miles per
hout, 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 “Restticted Proceed”
connotation of this signal had been displayed
continuously since 1969

The collision caused the 1C caboose to over-
ride the heavy undeiframe of the locomotive,
initiating the demolishment of the control

compartment of the IHB locomotive Two fol-
lowing cars continued in the path established
by the caboose and completed the destruction
of the locomotive control compartment The
caboose overtuined and landed upright 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 train

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

Additional factorts that contributed to the
occutience of the accident were:

a The failure of the Illinois Central crew-
membeis to comply with the rule
iequiting that a cewman 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 Hlinois Central Railt oad
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-
strictcd  Proceed” on signal 6-1799 in
1969



¢ Inadequacies in opetating rules, practices,
and peisonnel ttaining
Contributing to the seveiity of the accident
was the appatent lack of ciash protection
provided to the occupants of the IHB loco-
motive,

II. FACTS
A. General Location of the Accident

The collision between Illinois Central Rail-
road Company (IC) Train 1218 and Indiana
Harbor Belt Railioad Company (IHB) Tiain
8717 occuited at Riverdale, Illinois, in cleai
weather at 11:08 p m., Septembetr 8, 1970
Riverdale is a subutb of Chicago, approximate-
ly 20 miles south of the Chicago center city
area

The accident took place within yard limits
on tiackage owned by the IC at a location
designated locally as Highlawn. Highlawn is the
converging point of interchange tiackage with
the IHB

The IC main tracks in this area run north
and south between Chicago and Champaign,
Hlinois. The IHB main tiacks ctoss undes IC
ttacks approximately 650 fect north of the ac-
cident site. The IHB main tiacks extend be-
tween ivanhoe, Indiana, on the east extremity,
and Franklin Paik, INinois, on the west

B Method of Opetation
1 Track Layout and Use
A large-scale plan of the IC and IHB track-
age in the immediate area is shown as Figure 1
A smaller scale layout, which covers all of the
atea involved, is shown as Figute 2

a IC Railhoad Company

At Highlawn, thete are seven main tracks
numbercd from west to east as No 1 through

No. 7 Tiacks No 1and No 2 are designated as
“Suburban” and tracks No 3 and No 4 are
designated as “Passenger and Freight ” The
tiacks involved in this accident were tiacks No.
5, No 6, and No. 7, designated respectively as
“Southward, freight”; ‘“Northward, freight”;
and “Notthward and southward transfer trains
between Highlawn IHB Junction and Maikham
Yard” The tiack grades appioaching the
accident site from the south are 0 3 petcent
ascending.

At Highlawn, the IC-IHB interchange track
converges from the northeast toward the 1C
main tracks and becomes track No 7 Cross-
overs connect track No 7 to tiack Ne 6 and,
subsequently, track No 6 to track No. 5 This
permits tiains to makc a southward facing-
point movement from the ICIHB inteichange
track to either track No, 6 or track No. 5. This
arrangement neccssitates the blockage of track
No. 6, the northward freight main, when a
southbound train moves from the IC-IHB inter-
change tiack to track No. 5, the southward
fieight main

The switches of the ciossovers operate
manually by means of gioundthiow switch
stands The switches notmally are locked with
a connecting bar that allows use of either an IC
or THB switch padlock Switch position is
indicated by reflectorized targets, which dis-
play green for the thiough-track movement and
ted for the diverging position Switch stand and
target details are shown in Figute 3,

The 1C’s Maikham Yaid is located 25
miles south of the accident site. Track No. 7
connects the Markham Yard and the IC-THB
intetchange tracks and also the Giand Trunk
Westetn Railroad Company (GTW) interchange
ttack 17 miles south of where this accident
occutred.

Approximately 2,000 feet notth of the
accident site, at a location designated as 138th
Street, the six main nacks converge into four
by means of crossovers installed between tracks
No 6 and No. 5 and betwecen titacks No 5 and
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Figure 3 — Swntch Stand of the No. 5 Track
Crossover Switch at Highlawn



No 4 The crossovers ate installed for a noith-
ward facing-point movement Tiacks No 5 and
No 6 ate discontinued just beyond the notth
ctossovet The discontinuance of Tracks No 5
and No 6 was aitanged to accommodate the
widening of the Little Calumet River biidge im-
mediately to the north, a project sponsored by
the US Aimy Coips of Engineers This track
attangement is temporaly, but was commenced
in 1969 The project is scheduled for comr
pletion in 1972

b IHB Railioad Company

In the general accident area, theie aie fowt
thiough THB 1unning tracks, designated fiom
notth to south as No 1 tiack, No 2 track, No
5 lead, and No 9 lead The IC-IHB intetchange
tiack diverges from No 9 lead with a facing-
point switch for westwaid movement The IC-
IHB inteschange ttack is an 8° cuive to the
tight, 700 feet in length, castward fiom the
point of impact The tiack giade east of the
accident site for a distance of 1,000 feet
descends an average of 1 3 percent

2 Operational Contiol of Train Movernents
a IC Railioad Company

The use of nacks No 5,No 6, and No 7
thiough the accident area is governed by a
switchtender located at Haivey, which is the
north enttance to Markham Yatd, and an
opetator at Kensington Kensington is located
3 2 miles notth of the accident site

The Haivey switchtender designates track
usage between Haivey and Highlawn The
Kensington opetator designates track usage
between Highlawn and Kensington Because of
the track changes necessitated by che Little
Calumet River biidge widening, thete also is a
switchtender located at 138th Stieet The
138th Street switchtender soutes tiains in ac-
cotdance with insttuctions teceived from the
Kensington operatot.

Although tiacks No 5 and No 6 have
designated opetational diiections, movements
are accomplished against the current of traffic
Duting the 30 days preceding the accident
date, 810 notthward trains and 794 southward
ttains used tiacks No 5, No 6, and No. 7
Thice of these movements were notthwaid on
track No. 5, and 36 movements were south-
ward on ttack No 6 Tiack No 7 was used by
169 northward trains and 125
tiains The tiains that use these three tiacks aie
generally yaid trains, as thiough ficight nains,
passcnget tiains, and commutet tiains normaliy
use tracks No 1 thiough No 4,

southward

b IHB Railicad Company

The IHB uscs the 1C trackage in this atea
between Highlawn and Markham Yard only for
the interchange of cars This use is confined to
tracks No 5, No 6, and No 7 and is
designated by the Hatvey switchtende:r [HB
movement on the IC-IHB inteichange tiack is
ditected by an IHB opeiator, who has contact
with the Haivey switchtendet by telephone

3 Signal System
a IC Railioad Company

Tracks No, 1 thiough No 6 aie equipped
with automatic-block signals to govern tiain
movement in the designated ditections The
involved tiacks are not signalled for ieverse
movement  Theie is no signal
system governing movement on track No 7

Track No 5 is signalled foi southward
movement and track No 6 for notthwaid
movement  Movements with the curient of
tiaffic are subject to signal indication and 1ules,
even though tiack-use permission has been
received from the designated switcheender ot
opetatoi  Movements against the cuirent of
traffic on tracks No 5 and No 6, and in cithet
diiection on nonsignalized ttack No 7, are
dependent upon manual-block contiol by the

ditectional



In these
instances, no other trains aie permitted to
oceupy the involved tiack within the specified
block limits

In the immediate accident atea, a signal
biidge is located 715 feet south of the point of
impact At this locarion, a southwaid signal is
provided for ttack No 5 and a notthwaid
signal for tiack No 6 The wrack No 6 noith-
watd signal is designated 6-1799 and has a
numbet plate Between Highlawn and Maikham
Yaid, additional northwaid signals are provided
on track No 6 at locations 4,055 feet and 1 4
miles south of the accident site These signals
ate designated 6-1862 and 6-1928, 1espectively

Al signals are continuously lighted and
provide coloi-light aspects of ied, yellow, o1
green The signal operation is inteifaced so that
a ted aspect of one signal necessitates a yellow
aspect on the preceding signal

A ted signal aspect noumally s pre-
cipitated by train occupancy, an open switch,
ot another interruption of the electrical track
citcuit within the block ahead of the signal
involved However, as the wesult of the track
changes at 138th Stieet in 1969, notthward
signal 6-1799 on tiack No 6 displayed a
continuous ted aspect and signal 6-1862
concuirently displayed a continuous yellow
aspect

In addition to the southward automatic-
block signal ptotection, tiack No 5 is equipped
with a track-occupancy indicat in che
accident aica This indicator is located m the
arca of the notth switch of the crossover
hetween tracks No 6 and No, 5 This device
displays a colot aspect to indicate the presence
of rrains on tiack No 5 between Kensington
and Highlawn Thete was no tiack-occupancy
indicator for track No 6

involved switchtender o operaton

b. IHB Raihoad Company

The two IFIB main tiacks in this atea are
¢quipped with automatic-block signals of the

color-light type The TC-IHB interchange tiack
is not cquipped with signals

4 Communications
a. IC Railtoad Company

The Haivey switchtender designates ttack
usage between Maitkham Yard and Highlawn
This switchtender bad a two-way “handie-
talkie™ radio which operated on channel No 1
This channel was used for general communica-
tion to through IC tiains in the Chicago area

The Harvey switchtender also com-
municated with IHB operators via the public
telcphone system, The Kensmgton opetator
also could be contacted by the Harvey switch-
tender on a private [C telephone system This
latter system included a connection between
the Harvey switchtender and a  telephone
located in a buoth at Highlawn The Highlawn
telephone was inoperative on the date of the
accident because of vandalism IC tecords
indicate previous vaundalism of this relephone
on July 27, 1970, and November 18, 1967

The Haivey switchiender also could
contiol the movernent of noitthward trains
hom Markham Yaid by hand signals, using a
flag o1 lantetn, o by voice signals All trains
undet  the switchtender’s contiol passed his
assigned position within, at most, 75 fect upon
depatting Markham Yard

b [HB Railioad Company

IHB Train 8717 was not 1adio equipped
Authatity for tiack usage on {C property
normally was obtained by telephone com-
munication to the Haivey switchtender The
aforementioned telephone at Highlawn was
installed for this putpose and provided ditect
communication Alteinate telephone facilities
weie available at Cottage Giove Avenue, which
is approximately 1 mile east ot the accident
area At chis location, a telephone provided



communication with the JHB Stewart Avenue
opetator, who had contact with the Harvey
switchtender via the public telephone system

5. Opeiating Rules
a 1IC Railioad Company

The “Rules and Regulations of the
Operating Department” of the IC became
effective September 1, 1970, and superseded
ptevious instiuctions issued July 1, 1958, The
IC operating rules applicable to this accident
atc included as Appendix A

In addition to the “Rules and Regulations
of the Operating Depattment,” IC employces
atc goveined by “Special Instructions” in the
cuttent timetable and cumtent “Bulletin
Orders.” The ““Special Instiuctions” supersede
the 1ules in event of conflict, and the “Bulletin
Orders” supeisede both the “Special Instruc-
tions”” and 1ules in event of conflict Applicable
1C “Spccia] Instiuctions” and “Bulletin
Oiders” are included as Appendix B

b. THB Railroad Company

The THB is owned partially by the Penn
Central, and the Penn Cential’'s “Rules for
leducting Tiansportation” govern IHB
employecs IHB employees also aic governed
by “Special Instructions” of the IHB cuirent
timetable and “Bulletin Otdets” in a mannet
similar to IC employecs. The current timetable
on the date of the accident was IHB Timetable
No 3, effective April 26, 1970 Rule A-1 of
this timctable states i patt” .. IC rules and
timctable govern between Highlawn and
Maitkham Yaid . The applicable IC rules
ate included in Appendices A and B

The THB is a bridge 1ailroad foi 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 operating on those tracks The
“Rules for Conducting Transportation™ state

that IHB employeces are to be governed by
oiders of officers of fotcign iailioads when
operating on thei railicads Following the
accident, four IHB bulletin boatds weie
examined at locations wheic IHB crews report
for duty 1C Bulletin Oider No., 57, which
applicd to the accident tracks, was not dis-
played

C Desciiption of the Accident

1 'Tigin and Ciew
a IC Railioad Company

The locomotive of the IC train was unit
No 1218, a diesel-clecttic yard switcher The
locomotive was equipped with a two-way radio
having four channcls Channel No 1 was
assigned for general communications with IC
thtough tiains in the Chicago aiea The other
thiee channels wete assigned for 1C switching
opeiations The locomotive was not equipped
with a speedometer o1 a speed recording
device

The caboose was IC unit No 9636, a
28-foot caboose of the elevated-cupola type
with an all stcel body The steel stiuctusal
components on each end of the caboosc
included two 5- by 5- by Y-inch angles as
cotnetposts, two 3-inch, 6 7-pound Z-sections
as intetmediate vettical suppoits, and two 6- by
6-inch by 20-pound wide flange vertical doo:
suppotts  Side supports included six 3-inch,
6 7-pound Z-sections as intermediate vertical
suppoits in addition to the cotnerposts Biake
valves, communicating whistles, and whecl-type
handbiakes were located on each end platform
Inside the caboose, anothet biake valve was
located on the caboose wall beneath the
cupola Intetior furniture and appurtenances
genetally were wall mounted o1 secured to the
floor The caboose was not radio equipped, but
the 1eai-end crew had been piovided with two-
way ‘“‘handie-talkie” radios The “handie-
talkie” 1adios had two channels, both of which
wete assigned for switching opeirations These



tadios had been used for communication
between the locomotive and the caboose prior
to the accident. The caboose was not equipped
with extetior lights o1 maikers

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

The ttain ctew included the engineer,
conductor, front brakeman, flagman, and a
fitcman, who was also a student engineer. Wich
the exception of the fiteman, all of the ciew-
membets had previously worked this assign-
ment, and the engineer and conductor wete
assigned tegulatly to this job The crew’s
cxpetience with the IC r1anged fiom 7 to 26
years, except for the fiteman who had ap-
proximately 1 year of expericnce

An examination of the [C's personnel
tecotds indicated that except for the con-
ductor, all of the train ctew had tecords chat
weic clear of major rule violations. Theie was
no 1ecord of any iule violation by the con-
ductot since 1968 All of the ciew had been
fast examined on the IC vperating rules dwing

July o August 1970

b IHB Raihoad Company

The locomotive of the train was IHB unit
No 8717, a dieselclectiic yard switcher,
Genetal Motors Model 567 The locomotive
was not equipped with a radio, speed indicato:,
ot a speed tccording device The control
compartment was enclosed by steel sheeting
supparted by four 2%- by 1%- by 1/8-inch box-
section corneiposts, The 1ear portion of the
contiol compattment was Suppottcd ad-

ditionally by fow 2%- by 1%- by 1/8-inch box-

section intet mediate vertical supports spaced to

accommodate the one 1eat door and twao teat
windows On rcach side of the contiol compart-
ment there also weie two additional 242 by 1%-
by 1/8inch bos-section inteimediate veitical
suppotts

IHB Tiain 8717 included 36 cats and the
caboose Twenty-one of these cars were loaded
Neither the caboose not the reai-end train ciew
was equipped with radios

The ctew of THB Tiain 8717 included the
engineer, conductos, front brakeman, and the
flagman. With the exception of the {ftont brake-
man, all of the crew were assigned regulatly to
this job The nip to Markham Yatd was
familiat to the 1egulaily assigned crewmembers
and all of the ciew weie long-experienced rail-
toaders

The IHB personnel tecords indicated that
the last iule violation fot any of the crew
involved the flagman, and occutted 7 yeas
priot to the accident The temaining 1HB crew-
members had maintained 1cconds clear of any
1ule violations for at least 17 years.

The ctew had been examined last on
operating rules duiing 1969 The IHB ciew had
not been examined on cuirent 1C opetating
ules or the rules of other foreign iailioads
None of the surviving ciewmembers possessed
the cutrent applicable IC timetable.

Federal Raiioad Administiation (FRA)
investigatots intetviewed the IHB crewmembers
following the accident The three crewmembers
expressed thiee vatying opinions as to the
proper procedutes required to crossover from
the IC-IHB inteichange track to ttack No 5at
Highlawn None of the cltewmembers was swe
whether the accident site was within designated
IC vatd limits One crewmembet indicated an
interpretation of a 1ed aspect on Signal 6-1799
as “Stap, then proceed at iestricted speed,”
consistent with the THB version of this tule
Following the accident, FRA investigators also
cortesponded with IHB management concetn-
ing the interpretation of IC rules for the
intended ctossover movetnent The correspond-
ence was inconclusive as to the 1equited proce-
dutes necessmy to comply with 1C 1ules [C
officials stated that fusces weie not requited in
making the crossover



2. The Collision
a. IC Train 1218

The IC train crew went on duty at 10:30
pm. on the date of the accident. This was 2
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 uvsual
practice to have the caboose on the north end
of the cars involved. The locomotive was
normally positioncd north of the caboose, so
that the locomotive pulled the train.

September 8th was the first day foliowing
Labor Day and, because of this, the scheduled
service was disrupted from normal praccice.
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 yardmaster to shove the train
northward. This necessitated the placemene of
the locomotive on the south end of the train,
The Jocomotive was placed hicaded 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 are
conflicting statements concerning the perform-
ance of the brake rests prior to departure.

The flagman stated thar 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
instrucred the engineer by radio to shove the
‘train northward. This instruction was preceded
by a “high-ball” signal from the Barvey switch-
tender to the crew on the caboose, Both the
conductor and the flagman were located in the

"'c:upcda of the caboose when the caboose passed
the Harvey switchtender. Rule 103 requires
“that when cars arc pushed by a locomotive, a
.trainm'an must take a conspicuons position on
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the leading car and at night he must display a

whitc light. (Sce Appendix A.} )

The Harvey switchrender had designated
track No. 6 for the northward movement of
Train 1218 and had lined the varicus yard
switches to accommodare this movement. The
IC crew was not advised by the switchtendcr'of
any conflicting movements, This opportumty
existed when the train passed the switch-
tender’s position and was available also via
radic on the one common channcl 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-
nals.

The Harvey switchtender’s record of train
movements indicated that IIC Train 1218
reccived 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:

Divection
of Track
Train Time Movement  Nivmber
iHB 8717 10:30 p.m. Southward S
GTwW* 10:45 p.m. Southward 7
IHB* 10:50 p.m. Scuthward 5
1C 1218 11:00 pon. Northward 6

*Train number not indicaced.

On the trip from Markham Yard to High-
Yawn, the engineer occupied his normal
position on the right side of the locomo 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 1rip, the enginecr was engaged in
conversation with the front brakeman concern-
ing the method of performing the forthcoming



industiial switching Thete was no turthet com-
munication between the locomotive and the
caboose after depattuie fiom Matkham Yard

The engineer cstimated that the tain’s
spced apploximatcd 15 to 20 miles pe: hout
immediately before the accident The engincer
was aware that the train was nearing Highlawn
and was prepating to make a speed 1eduction
when an emeigency biake application was
eapetienced The engineer tealized immediately
that an accident had occuired, as he was able
to sce derailed cars going off to the east side of
the right-of-way

The conductor and  flagman 1emained
inside the caboose after departuie fiom Maik-
ham Yuard, occupyving opposite seats in the
cupola The flagman stated that the conducton
had a biief radio conversation with the yard-
master shottly after leaving Markham Yard and
that was the last use of the tadio

The tlagman indicated that he was able to
obscive the signals goveining movement on
ttack No 6 on the ttip fiom Matkham Y:id to
Highlawn The obscrved aspects were gieen,
yellow, and red, 1espectively, fou signals
6-1928, 6-1862, and 6-1799 No action was
taken to reduce the speed of the nain The
flagman estimated the speed of the train as 10
miles per hour when passing these signals Rule
285 1equites a tiain, passing a yellow signal, to
apptoach the next signal prepared to stop Rule
291 allowed the tiain to pass that ted signal
(6-1799) prepared to stop shoit of train,
obstiuction, ot switch not properly lined and
lovking out for broken rail, but not exceeding
10 miles pet hour (Sce Appendix A )

As the tain approached Highlawn, the
flagnan obscived the dimmed headlight of a
locumotive near the IC-IHB intelchangc track,
but assumed that the locomotive was in the
clear Rule 17 tequites a tiain standing at a
junction to extinguish its headlight (See
Appendin A ) He did not observe any lighted
fusces The flagman stated that he could not
obsetve the switch position taigets in the dark-
ness He did indicarc that as the tiain ap-
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proached the crossover from trach No 6 to the
[C-IHB interchange crack, the headlight glow ot
the opposing train revealed that the ciossover
switches wetre lined for a collision coutse

The flagman then called a warning to the
conductot and jumped from the cupola to
opetate the emcigency brake valve, but the
speed of the train was not teduced before
impact Fhe conductor and flagman wete both
standing inside the caboose on the tloot level
neat the south, ot tiailing ¢nd, at the time the
collision occunied,

b IHB Train 8717

The THB tain crew went on duty at 2:15
pm. on the date of the accident This was a
tegular assignment that noimally performed
intcichange scivice between the [HB and the
Chicago, South Shote and South Bend Rail-
1oad, the Louisville and Nashville Railroad
(L&N}, and the Monon Railioad This assign-
ment did not make deliverics to the IC regular-
ly, but had done so intermittently in the past
Because of the holiday distuption, the delivery
to the L&N on the accident date was annulled
and, instead, the crew was directed to make ca
debivetics to che IC at Matkham Yard

At the start of their day’s assignment, the
ctew had been informed that jocomotive No
8717 would be exchanged for another These
instructions were later 1escinded This change
in instiuctions meant that the locomeotive
would be opeiating in teverse position for the
balance of the crew’s tour of duty, an ab-
notmal procedmie on the IHB The crew made
two attempts to turn the locomotive ptiot to
the accident and both attempts weie blocked
by conflicting yard movements The con-
ductor, therefore, decided to make the delivery
to the IC at Matkham Yard with the cab end
fotward, headed castward

At 10:07 pm , IHB Train 8717 depaited
Gibson Yard, which is located approximately 7
miles cast of Highlawn The engineer and font
brakeman weie on the locomaotive and the



conductor and ﬂagman were in the caboose at
the 1ea of the 36 cais that wete being pulled

At Cottage Giove Avenue approximately
1 mile east of Highlawn, the nain stopped and
a ciewmember used the IHB telephone to
scewre authotity for operation on IC tackage
fiom Highlawn to Markham Yard, The ciew
was aware of the piior vandalism to the High-
lawn telephone which precluded the use of that
means of communication

The front brakeman of Train 8717
contacted the IHB opciator located at Stewart
Avenue who, in twn, contacted the 1C’s
Harvey switchtender Authmity wasielayed to
the extent that the IHB fiont brakeman was
instiucted to use ttack No 5 from Highlawn to
Matkham Yaid This instruction was issucd by
the Haivey switchtender at 10:30 pm The
front biakeman was not mfoimed of any
conflicting movements,

IHB Tiain 8717 attived at Highlawn at
apptoximately 10:55 p m The front brakeman
indicated that the switch lcading to No 7 nack
was lined against their ditected movement and,
thetefore, the locomotive was stopped shoit of
this switch, The rest of the train then was
standing on the ascending grade of the IC-THB
intcichange track The front brakeman then
walked southward, lining No 7 track switch
and the four switches of the two crossavets
connecting the ICAHB interchange track with
IC track No 5 The front brakeman ttied to
operate the nack-occupancy indicatoy for tiack
No 5 on the way south, and again on his way
back, but found the indicatot inoperative The
fiont biakeman also stated that on his way
back to the locomotive he dropped lighted
fusees notth of the No 5§ track crossover
switch and south of the No 6 track ciossovei
switch

The front brakeman retnned to the loco-
motive and resumed his position in the control
compaitment on the west side of the loco-
motive The cnginces was in the normal
opeiating position, but because the cab end
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was forwaid, the engineet’s position was on the
left, o1 east side of the contiol compaitment.

[HB Triain 8717 staited to move south-
ward just after the brakeman entered the loco-
motive cab. The collision occurted shorcly
theteafter The IHB fiont biakeman did not
obscive the applozlching IC nain piior to
impact, (Sce Rules 99, D-99, D-152, 275, 510,
and 513 in Appendix A.)

The conductor and flagman wete located
in the caboose at the rcar of IHB Train 8717
when the accident occuired. Thelr statements
1egarding the movement of the tain piior to
the collision are generally consistent with the
fiont brakeman’s tccollection The conductor
cstimated that the tiain was standing 11 to 12
minutes before the short movement piior to
impact, while the flagman estimated this
interval as being 5 to 7 minutes Theit fist
knowledge of the accident was an eme1gency
brake application, followed imuncdiately by the
backwat d movement of the tiain

¢ Witnesses to the Collision

The accident occutred in a 1esidential
atca, and two 1esidents of scparate adjacent
apaltments were cyewitnesses to the collision
Both witnesses stated that the headlight on the
THB locomotive was lighted and the speed of
the IC tiain was estimated as being 10 to 20
miles pet hom before impact The speed of the
IHB Train was indicated to be very slow. One
witness, who was in a positiou to obsetve the
presence of lighted fusces, did not obsetve any
This witness was an off-duty city police offices
This witness stated that he was awate that the
IHB locomotive stopped before entering upon
IC wackage, and he estimated that a time
interval of 3 minutes clapsed between the stap
and start of the 1HB train

d. Point of Collision

The impact occuried on the crossover that
connects the 1C-IHB intelchange ttack to 1C



ttack No 6 The ciossover was 231 feet in
length and the collision took place 120 fect
noith of the No 6 tiack crossover switch

D Results of ihe Collision
1 Tiajectory of the Train Lquipment

As the sesult of the collision, the 1HB
locomotive was moved backward approximare-
ly 50 feet The locomotive temained sub-
stantially in line with the tiack, and only the
south trucks wete detailed The derailment of
the south tiucks tesulted fiom the trails over-
tarning undet the locomotive upon impact

The IC caboose landed upiight at the
bottom of the 10-foot-high 10adway embank-
ment, tuined approximately 115° fram the
ditection of travel The following thiec cats of
the JC wain weie all box cars loaded with
lumbeir The fitst tollowing car came to 1est on
the slope of the embankment The second cat
landed on top of the upiight caboose In all,
five boxcars and rhe caboose of the IC tain
deratled The locomotive was the ()nly detailed
equipment in the {HB nain The relative posi-
tions of the deiailed equipment following the
accident ate shown in Figuie 1

2 Casualties

The conductor of the IC nain died shoitly
after the accident The 1C flagman was injured
setiously

The engineer of the [HB train was found
dead in the wieckage The THB front brakeman
survived the collision with serious injuiies

3 Equipment Damage

The IC caboose experienced the initial
impact, overtumned, and subsequently had a
loaded boxcat land on top of it The steel-body
caboose sutvived without majot deformation of
the body configutation Tiguie 4 shows the end
of the caboose that collided with the THB loco-
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motive Figute 5 shows the trailing end, and
what otiginally was the west side, of the
caboose  The inteiior of the caboose was
cluttered with dislodged and overtuined furni-
tute and apputtenances The IC estimated the
damage to the caboose to be $5,000

The thice cais that followed the caboose
in 1C Train 1218 weie damaged extensively
The IC cstimated damages of the cats, in the
otder the cars followed the caboose, to be
510,000, $6,000, and $6,000, 1espectively The
fourth and fifth cars behind the caboose wete
damaged modetately

The cab uf the IHB locomotive was
demolished, with the exception of a small atea
wheie the front biakeman was located Figure
6 shows the cngineet’s side of the locomotive
Figuie 7 shows the opposite side of the loco-
motive The stuctural underfiame of the loco-
motive appeated to be relatively undamaged
The IHB estimated the damages to the loco-

niotive to be 75,600

4 Posi-Collision Activities

The sound of the collision aioused the
neighbothood and, within a few minutes,
residents and ciewmembers weie on the scenc
cffecting 1escae The IC conductor and flagman
wete found within the caboose by other IC
crewmembers The tlagman was found standing
at the impact end, which otiginally was the
notth end, of the caboose and he was removed
after the disiodged noith door was foiced
open. The conductor was found lying pattially
on one of the bunks neat the center of the
caboosce Intetiot debiis necessitated that access
to the conductor be accomplished thiough the
trailing door of the cabouse This access was
obtained only after disposing of a locked
padlock that secuied the door The conductor
was iemoved to the outside as theie was
concetn by the 1C ciewmembers chat the
cabouse might collapse undet the weight of the
boxcar on top of it
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Figure & — The Colliston End of IC
Caboose No. 9636
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Figure 5 ~ The Trailing End of {& Saboose

No. 9636
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Figure 6 — The Right Side or Engineer’s Side
Of IHB Locomotive No 8717
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Figure 7 — The Left Side of [HB Locomaotive
MNo. 8717



The IHB front biakeman was found
conscious in the west side of the locomotive
contiol compartment by local residents He
was assisted to the glound to await medical
attention The engincer had succumbed and
was not discoveted in the wieckage until aftes
artival of 1escuc units

Local rescuc units weie advised im-
mediately ot the accident and responded
promptly The injuied survivots weie dis-
patched by ambulance to a local hospital The
IC conductor died in the hospital apptoximate-
ly 1 hout after the accident.

Post-mortem  cxaminations of the IC
conductor and the IHB engincer  wele
pet formed by the county cotoner The cause of
death of the engincer was deteimined as
“multiple injuries extreme ” The cause of
death of the conductor was determined as
“cranial cciehial injuijes and inteinal frac-
tutes 7 An analysis of the conductot’s blood
for alcohol indicated an amount
scquential to the accident

incon-

A postaccident examination of the IC
trackage in the aica revealed that all of the
switches wete lined to accommodate move-
ment from the IC-THB intetchange track to
track No 5 The No 6 track crossover switch
of the crossover between track No 5 and track
No 6 showed evidence of having been tun
through by the tailing point movement of
Train 1218

Inspection of the signals after the accident
indicated that the signals were functioning as
intended under the circumstances, that is,
signal 6-1799 displayced a continuous icd aspect
regatdless of tiack occupancy The tiack-
occupancy indicator for trtack No 5 was found
to be inoperative, as both lamps of the
indicator were bioken

The IHB locomotive was damaged to an
extent which precluded a postaccident inspec-
tion of the controls, brake system, ot head-
light The 1C locomotive and the 16 un-
damaged cars of Tiain 1218 werc inspected,
and no conditions were discovered to indicate
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that cquipment failute was a causal factor in
the accident

Substantiation of the 1HB front brake-
man’s use of fusecs ptior to the accident was
provided by a witness, an off-duty 1HB switch-
man who lived in the aica This man indicated
that he awoke to the sound of the collision,
diessed, and arrived at the scene approximately
3 minutes after the accident and found one
fusce buining between ttack No 5 and No 6
This man is the only withess who obscived a
fusee, cither befoie o1 immediately after the
accident Residue from butned out fusees was
prevalent in the immediate atca the day follow-
ing the accident, but fusees also had been used
in this aiea, befoic and after the accident The
1HB normally uses fusees that take ap-
proximately 5 minutes to expite after ignition

5 Cost of the Collision

The cstimated cost of the accident is
tabulated below These costs do not include
peisonal injuty settlements, lading damage,
expenses to clear the wieckage, legal fees,
accident investigation costs, and the expense of
delays to tratfic

1C Equipment Damage - $ 28,400
IC Track Damage - 100
IHB Equipment Damage - 75,000

Total Costs $103,500

11 ANALYSIS

A The Accident Would Not Have OQccurred
il I

As is the case in most accidents, thetc
wete many factors that were influential to the
occurience of this collision The absence of any
one of these factors most likely would have
iesulted in the avoidance of the fatal collision
Some of the factors involved in this accident



wete ciicumstantial and nontevetsible, while
othets were contiollable This section of the
tepott deals with the contiollable causal
factots, o1 the causal “ifs.”

1 TIf the Rules Had Been Obseived?

This collision occmied vn trackage owned
by the IC and, therefoie, both the 1C and 1HB
train  ctews wete govetned by the cunent
“Rules and Regulations of rthe Operating
Department,” subsequent timetable instiuc-
tions, and subsequent bulletin oider instiue-
tions, all issued by the IC and listed in Ap-
pendices A and B

a The IC Tiain Ciew

Most of the 1ules listed in the appendices
appeat influential in the movement of the 1C
train fiom Markham Yard to Highlawn ac-
cording to the Hteral interpretation How-
ever, all of these tules been
indicated by the two 1ailioads as being ap-
plicable to these ciicumstances, o1 the
evidence piesents conflicting citcumstances
The mattet of tule clality will be discussed
later, but two 1ules not complicd with by 1C
petsonnel were Rules 103 and 291

The IC conductor in chaige of the tiain
was in the caboose 'This location was the
best vantage point for contiol of the north-
ward ttain movement The conductor had
communications with the engineer available
thiough use of the radio and also could
control the train’s movement by use of the
brake valves on the caboose

have not

Rule 103 states, “When cais ate pushed
by an engine, and the conditions require, a
trainman must take a conspicuous pusition
on leading cat, and at night he must display a
white light.” Rule 291 involves movement
by a signal with a number plate, such as
signal 6-1799, when displaying a 1ed aspect
This 1ule authoiizes passing the signal with-
out stopping, but at “Restiicted Speed ”
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“Restiicted Speed” is defined as “Proceed
ptepated to stop shoit of train, obstruction,
or switch not propetly lined and Jook out
for broken tail, but not exceeding 10 MPH ™

The conductor of the IC train failed to
comply with these tules The cupola of the
caboose could not be intetprcted logically as
a “‘conspicuous position” and the p]acemenr
of a lantern inside the caboose door was not
a logical location to “display a white light.”
The fact that the 1C train did not “stop short
of a nain o1 switch not popely 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 setious injwy, even if the collision
occutted Full compliance with Rule 291
would have avetted the accident

Rules 106 and 106(a} delegate dircet
tesponsibifity for the safety of a train to the
conductor and the enginea, but also
indicate chat other crewmembeis have a
responsibility to prevent accidents o1 viola-
tion of the tules The IC flagman, who was
located in the caboose with the conductor,
had the opportunity to take a conspicuous
position and to display the 1equited white
light He also had oppottunity to control the
noithwaid movement of the tnain., The flag-
man failed to rake any action until it was
too late The flagman saw the headlight of
the IHB locomotive but evidently did not
telate it to Rule 17 and 1calize the loco-
motive was not stauding and waiting for the
1C train to pass the junction

The engineer of the IC nain was located
21 cav lengths back of the caboose and,
theiefore, in the darkness of the night, his
enact contol of the train was dependent to
some extent upon the actions of the con-
ductor o1 flagiman in the caboose However,
the collision occurred 715 feet, or ap-
proximately 14 car lengths, noith of signal
61799 Rule 291 Spcc.ifies a maximum



speed of 10 miles pexr hour when any pait of
the train passes signal 6-1799, and under the
conditions of darkness the requited spced
could be inteipreted as considerably less
than 10 miles per hour A distance of 3,340
feet scpatates signal 6-1799 and the next
signal to the south, signal 6-1862 Just prior
to the collision, the enginecer was starting to
reduce the speed of the 22-car 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 prepaied to stop at the next signal
Although the aspect of signal 6-1799 did not
requite that the tiain stop before passing, it
did iequiie that the tiain be undet contiol
and able to stop short of a switch improperly
lined.

The accident would not have occurted if
the 1ules had been obseived by the IC ciew-
membeis

b The IHB Tiain Ciew

Rule N of the “Rules and Regulations of
the Operating Depaitment” of the IC
indicates that tiains of other railioads
operating on the IC aie subject to IC 1ules
The THB train crew had not been examined
on the IC rules, had not received the oppot-
tunity to review all IC bulletin orders, did
not passess copies of IC rule books o1 time-
tables, and presented vaiying inteipietations
as to the methods of operation on IC uack-
age

Most of the 1ules listed in the appendices
would apply to [HB opetation on JC track-
age 1t appeats that Rule 93, Rule 99, Rule
D-99, Rule D-152, Rule 510, and Rule 513
would be significant, paiticulatly as these
tules all concein the method of accomplish-
ing the ctossover movement fiom the IC-IHB
intetchange track actoss IC nack No 6 to IC
track No 5. These rules also were subject to
varying inteipretations by the involved IHB
crewmembeis, all of whom were experienced
men. The specific point conceined is

20

whethet this ciossover movement should
have been covered by fusee wt flag protec-
tion

The cotsespondence between the FRA and
IHB tcpiesentatives previously referied to
was an attempt on the pare of the FRA to
clarify  this  point  The 1esponse  was
inconelusive  Sometime after the accident
occutied, the two railtoads convened a joint
investigation of the accident to determine
the cause At this investigation, an IC
repiesentative  stated that the
movement planned by the IHB did not
requite fusee protection It is difficult to
reconcile this 1easoning with the litetal
language of Rules D-152 and 510, but this
interpretation makes the usc o1 nonuse of
fusecs academic

CT OS50V

Specitic rule violation by IHB personncl
has not been cstablished as a causal factor
ftom the evidence [t has been cstablished
that the [HB personnel weie not familia
with applicable IC rules, instructions, and
bulletin oiders To what extent this un-
familiarity conttibuted to the accident and
the 1csu1ting severity is a matter of spccu]a—
fion

2 If the Signal System Had Piovided the
Intended Contiol?

Chapter Il of the “Ameiican Railway
Signaling Principles and  Practices”’  com-
mences with the following statement: “The
purpose of railioad signals is the transmitting
of information to employees in charge of the
opetation of trains.”

Signal 6-1799 was located 715 feet south of
the point of impact and controlled northwaid
ttain movement on IC trtack No 6 On August
21, 1969, tack changes in the vicinity of the
Little Calumet River biidge resulted in signal

! Published by the Signal Scction, Assaciation of American
Railioads; May 1955 cdition



6-1799 displaying a coutinuous ied aspeet
Pricn to the 1969 uack changes, the alighiment
of any of the fow wossover switches at High-
lawn for a crossover movement tesulted in a
ted aspect displayed by signal 6-1799 {or
northward movements on track No 6 A sed
aspect demanded caution in advancing a tiain
notthward on oack No 6, as an accident could
result from distegard of the 1ed waining Aftes
the 1969 changes, this waining no lunge
eaisted, as signal 6-1799 displayed ied for
The
evidence indicated that the [C conductor and
Magman obsctved the ied aspect of signal

noimal conditions as well as abnoimal

6-1799, but ignoted its meaning as it was a
normal occutience The signal no longer tians-
mitted positive information to the employecs
in chaige of the operation of trains However,
no special insteuctions nullified the necessity
for complying with the 1equiements of the
restricted speed 1afe

No altetnative means were provided to
ptotect noithward movements on tiack No. 6
o1 the southwaid movement of IHB tiains
acioss track No 6 These means were available
within the economic boundaties of the Litcle
Calaet River channel widening project and
could have included such items as tiack-oc-
cupancy indicators at Highlawn for track No
6, switch-position indicatoss {or notthwaid
movement on ttack Nu 6, o1, simply, special
mstiuctions requiting piecautionary measwes
in accomplishing the ciussovet movement at
Highlawn

A signal that displays a continuous wain-
ing indication may ptovide less protection than
no signal at all A continuously displayed wain-
ing signal invites disiespect of the intended
warning and ttansmics spatse information to
employees

The accident might not have oceured if
the signal system had provided the intended
(D]ll’l(}l
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3 [If the Operating Rules 1fad Provided the
Intended Contiol?

a Nonobjective Operating Rules

The intetpretations of many tules wuie
involved in this accident The one ghuing tule
violation chat had divecr intluence on the oc-
cuticnee of the accident involved Rule 291
This 1ule authotized passing a 1ed signal with-
out stopping at “Resnicted Speed ” The word-
ing of Rule 291 had been changed with the
adoption of the new 1ule book on September
1, 1970 Piion to this date, a ted aspect on
signal 6-1799 required a train to stop, and then
the tiain was peimitted to proceed at “Re-
stiicted Speed ” 1f this provision of Rule 291
still had been effective and obscived on the
accident date, it is likely that the ovesall
severity of the collision would have been less
The speed of Train 1218 most likely waould
have been stower and it also is plobnblc that
the [C aew would have been mote attentive to
the citc umstances

The “Restiicted Speed” tule, as well as
other simila tules such as *Reduced Speed” o
“Yard Speed,” are subject to yuestion as to
theit effcctivencss in accomplishing the
intended function These 1ules have advanced
opetations, but in many instances it has come
about at the cxpense of satety

The FRA actively investigated 117 hail-
road accidents dusing the fiscal year ending on
June 30, 19702
involved collisions that occwred as the tesule
of ciewmembers not taking the proper action
Twenty-six, o1 90 percent, of these collisions
icsulted fiom failutes of crewmembers to
opetate their tiains in accordance with 1estiic-
rive signal indications and/or 1ules governing
speeds within yard limirs

¥

Twenty nine accidents

2¥Summary of Accidents Imestigated by the Tederal
Railioad Administiation in the Fiscak Year 1969-1970 7



Various tailioads have shown their awase-
ness of the problems of the “Restricted Speed”
rule The maximum speed permitted under this
sule was otiginally 20 miles per how This
speed has been loweted to 15 miles per hout on
some tailioads and to 10 miles per hour on
others, like the IC A 10 mile per hout spced
limit did not prevent this accident, as the rule
was violated and no signal device stopped the
ttain

The ““Restricted Speed,” “Reduced
Speed,” and “Yard Speed” tules appear im-
practical undet present circumstances 1t does
not secm logical to expect employces to be
prepated to stop a train shoit of an unspecified
obstiuction, a switch not propetly lined, a
bioken rail, o1 one-half the range of vision
while proceeding duiing the darkness of night
ovet an unlighted pathway The necessary
speed to fulfill the requirement of these 1ules is
not compatible to advancing operations and,
thetcfore, the rules are not enforced until after
an accident occurs The end iesuft advances
neither safety not cfficient operations

A similas argument conceining nonobjective
rules could be presented on the pioper display
of the hecadlight on the THB locomotive The
headlight of this locomotive was sighted by the
IC flagman ptior to the accident, yet the flag-
man took no action as he assumed the 1HB
train was in the clear It is not known on what
logical basis this assumption was made, as Rule
17 indicates that the headlight must be
extinguished when a train is standing to meet
another tiain at a junction Special Instruction
D-151 indicates that the interchange ttack at
Highlawn is a “junction,” but “junction” is not
defined elsewhete in the rules Rules 17 and
17(a) are structuted as safety measutes to
conttol headlight display, but they airc un-
specific in the meaning and 1equited action for
conflicting train movements The waining
provided by the headlight of the THB loco-
motive was distegarded as the rules did not
cover fully the citcunstances
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There weie othet rules involved in this
accident that were not objective, and subject to
vatious interpretations A prime example
involved the question as to whether flag ot
fusee ptotection was iequired by the IHB in
accomplishing the intended ciossover
movement to IC trtack No 5 For this instance,
the catriet’s interpretation must ptevail; how-
ever, to be consistent in application, that inter-
pietation must be disseminated and explained
to all those governed by it Tt would be bettet
to 1ewtite the rules simply to cxpress theit
intent objectively

b Interchange Practices Between Railioads

Both the IC and the 1HB have tules
indicating that IHB employces operating on 1C
trackage ate subject to IC 1ules It would be an
invitation to disaster to expect otherwise with
prescent citcumstances However, 1HB
cmployecs ate exposed to this situation on rail-
toads other than the IC On the date of the
accident, this IHB ttain crew was assigned work
on two other railroads besides the 1C THB
timetable No. 3 indicates that IHB employees
aic subject to the rules of eight 1ailioads,
although it is unknown to what extent individ-
ual employces arc involved with each road o
rule

The applicable THB 1ule book contains
146 pages and the 1HB timctable contains 46
pages The applicable IC rule book contains
184 pages and the IC timetable 18 pages
Presumably, the other trailroads on whose
tracks [HB train ctews opetate have jule books
and timetables of similar size Theie were 33 1C
1ules intetpreted as applicable to the operations
in this accident and these ate tabulated in
Appendix A Of these 33 rules, 23 either do
not exist ot carry markedly different connota-
tions in the IHB 1ule book. Canrying this to an
extreme, ohe could pr()jcct this pl()pOLti(m O
disctepancies through the 184 page 1C wole
book text and multiply it by the cight othe



raitroads involved T¢ is not difficult to under-
stand why confusion existed among the
members of the THB train ctew when they were
interviewed for their understanding of 1C rules

Obedicnce to the 1ules is also dependent
upon theit being available for peiusal by the
involved ciewmembets The purpose of bulletin
orders is to advise cicwimembers of unusual
citcumstances o1 exceptions to 1ule book o1
timetable instiuctions

The abscence of 1C Bulletin Order No 57
at locations whete THB bulletins wete posted is
consistent with the IHB crewmembers’ lack of
knowledge of 1C yard limits This bulletin
otdei, which coriected the yard limit location,
in itself, did not appear significant to the ac-
cident, as the THB ciewmembears did not
posscss the timetable that Bulletin Ordar No
57 coitected The missing bulletin ordet, the
absence of 1C timetables, and the unfamiliatity
of the IHB ciewmembets wich 1IC tules, suggest
that overall opetations wete not conducted in
accordance with T1C 1ules Lt appeats, instcad,
that IHB opeiations on IC tiackage wete
dependent more upon the expetienced judg-
ment of the IHB crewmembers This is not
good practice since judgment of individuals
valics

Presumably, the two 1ailioads had valid
1casons for structuring theit tespective
opctating rules in diffetent mannets  The
reasons become obscuted, however, when inte:-
change practices and citcumstances ate con-
sideted in theis entitety

¢ The Need for Objective Operating Rules

The FRA now is considering the promul-
gation of tegulations governing opeiating
proceduies for the Nation’s railioads This
accident cleaily illustiates the hazards of 1ules
that do not desciibe conditions objectively,
tales that aic not compatible with each other
ot encountered conditions, and tules that ate
not enforccable until after an accident occurs
The 1ailroad industry is a unique tiansportation
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mode since its pathway is contiolled by, and
generally only accessible to, operators subject
to company discipline Objective, enforceable
tules may accomplish a great deal in promoting
the overall safety of the system if they aie
sttictly obseived Rules such as “Restiicted
Speed,” “Reduced Speed,” and “Yard Speed,”
as defined in this case ate examples of 1ules
that do not breed a safe system

A teview of existing tules appeats 1in
order The application of a systems approach in
this 1cview would teveal tules that ate in-
compatible not only with each other, but also
with the capabilities of the opetating personnel
and the total railioad envitonment “‘Obedience
to the 1ules” can be accomplished only when
the rules ae objectively  defined, under-
standable, and 1cadily located and identified

The accident would not have occurred if
the opciating tules had ptovided the intended
contzol

I Good Communications Had Exisred?

4
a The IC Switchtender at Harvey

As is the case in so many instances,
adequate communications among the involved
parties might have aveited the accident Thiee
persons primaiily weie involved in the
movements of 1C Train 1218 and IHB Triain
8717 priot to the collision, namely the IC
conductot, the IHB fiont brakeman, and the IC
switchtender located at Harvey Of these three
persons, only the switchtender knew of the
possible coincidental movement of both trains
wver conflicting pathways This information
was not passed on to the tespective involved
train ciews and the fatal accident occurted.

The switchtendect’s 1ecotd of tiain move-
ments indicates chat 1HB Train 8717 secuted
authotity to operate southwaid on 1C track
No 5 at 10:30 p m, the starting time foi the
crew of IC Tiain 1218 This information was
secuied by the fiont biakeman of the THB nain
fiom the Haivey switchtender, secondhand, via



an IHB opetatot located at Stewait Avenue
The IHB fiont biakeman was not advised of
any possible contlict in tiain movement The
lack of such advice would be undcistandable in
view of the unceitainty of the intended move-
ment of IC Train 1218 at that time

JC Train 1218 moved noithward on t1ack
No 6 from Markham Yard at 11 p m. At that
time, IHB Train 8717 had not arrived at Mark-
ham Yaid and the possibility of a conflict
between the authorized movements evidently
existed. No action was taken by the switch-
tender, although tadio communication was
available to the locomotive of IC Tiain 1218,
and the tain passed by the switchtender’s
position at a elatively slow speed The man
who was ditecting tiaffic established unal-
tetable routes for the trains, but assumed no
control thereafter, as fail-safe piocedures were
not established

The IC 1ules do not iequire communica-
tion between the switchtender and affected
ttain crews nor do the rules direct iespon-
sibility to the switchtender for movements
with the cuttent of tiaffic on track No 6 A
proceed signal by the switchtender for a notth-
watrd train movement on tiack No. 6 means
only that the switches ate lined for such a
movement Theteafter, 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 ate essential to
safc opelations

b The Vandalized Telephone at Highlawn

Another consideration of the communica-
tion involvement with this accident conceins
the telephone at Highlawn  This telephone
allowed ditect communication between the
Hatvey switchtender and THB pcisonnel
sceking auchotity to use IC tiackage between
Highlawn and Matkham Yaird The telephone
had been vandalized sometime prior to the
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accident and had not been repaiied sub-
sequently. Alteinate procedwal jequirements
for involved train crews and the Haivey switch-
tendet 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 opeiable, the accident
would not have occuited Thitty minutes
clapsed from the time the IHB front brakeman
secuted authotity for operation on IC trackage
and the authotization of the movement of 1C
Train 1218 from Markham Yaid A subsequent
time interval of appioximately 8 minutes
occutied piiot to the collision Ditect com-
munications between the IHB train ciew and
the Hatvey switchtender could have resulted in
the switchtender’s advising the IHB crew of the
notthwaid movement of the IC train. This
becomes a more distinet possibility when the
time of the two movements coincide, such as in
this casc An operable telephone at Highlawn
could have projected this ditect communica-
tion

Vandalism has been attributed as a causal
factor of many railicad accidents in the past
Other acts of vandalism in this area wete
evident as shown by the inoperative track-
occupancy indicator and the previous van-
dalism of the Highlawn telephone, but the arca
was not securcd by right-of-way fences. The
vandalized telephone at Highlawn had not been
teported to the responsible IC maintenance
officer prior to the accident, even though it
was common knowledge among crewmembers
that the telephone was inopetable. The iequire-
ment for communication extends to all
involved The accident might not have
occutied if good communications had existed

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

Fot operational convenience, (C Train
1218 depatted Matkham Yard with the loco-
motive shoving the train from the south end



with the unlighted caboose as the lcad cat on
the notth end of the tain The scheduled
destination was approximately 4 miles fiom

Markham Yasd
The tiain was expected to negotiate approx-

imately one-half mile of tiackage ©“  prepaied
to stop shoit of train, obstiuction, or switch
not propetly lined and look out for broken
tail " According to 1ule. the lead car was to
be maiked by “a white light” of unspecitied
intensity Notmally wainmen’s lanceins are
used for this purpose These lanteins project a
light simila in intensity to a houschold
flashlight, but not necessatily in a directed
beam The IC conductor and Hagman failed to
comply fully with this 1ule, howevet, and no
light was directed to the pathway ahead of
them duting their trip

The tiain crew was to be prepated to stop
shott of any tiain that could be headed by a
similar caboose o1 car The t1ain ciew was to be
piepated to stop shoit of an obstiuction which
could include an item such as a joinc bar
jammed between a switch point and stock-ail,
or objects of simifar size, The train ctew was to
be ptepated to stop shost of switches that were
equipped with switch position tacgets that wete
dependent upon a light souice for 1eflectivity
The tiain ciew was to look out for bioken ail
that could be difficult to identify in the day-
time, much less at night 1t would appear that a
ciceping speed of 1 to 2 miles pet hour would
be as fast as a tiain could piogiess and still
comply with the existing “Restricted Speed”
tule when shoving an unlighted cat at night

The incompatibility of the “Restiicted
Speed” sule with a nighttime tiain movement
involving a caboose as a lead cai scems clear A
fuither consideiation involves the visibility of
such a tiain to otheis conceined In this
instance, if the approaching 1C caboose clearly
had been identifiable, it seems probable that
the IHB front biakeman o cngincer would
have taken action eithar to avert the collision
o1 most certainly, to lessen the sevetity of their
injuties by abandoning the locomotive. Wheth-
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er the white light 1cquited by the 1C 1ule would
have promoted this eventuality is a matter of
speculation A Jight of much gleater intensity
than a tainman’s lantesn would increase the
possibility for ready identification of an ap-
proaching tiain vnder similar ciicumstances

The muvement made by 1C Tiain 1218 in
this accident was not unusual for 1ailroad yard
operatiuns in many instarces, 1eveise move-
ments with unlighted cats also are made over
tail-highway or pedestrian giade crossings,
complicating the hazard, Automobiles are
equipped with backap lights for reverse move-
ments This case clearly illustraces, the requite-
ment for simila safety appurtenances on
cquipment used extensively for backup move-
ments

The accident would not have been as
severe, and may not have occutied, if the path-
way of the caboose of 1C Tiain 1218 had been
lighted adequately for the notthwaid move-
ment

B Equipment Design

Thus fai, this analysis has dealt substan-
tially with the causal factors involved in the
collision of the two wains. The dynamics of the
collision and the cause of the subsequent
fatalities and seiious injuties also are significant
to improving the safety envitonment of 1ail-
ioad employees The Safety Boaid’s 1e-
constiuction of the sequence of events that
resulted in the fatalities and setious injuiies
follows.

Upon impact, the couples of the IC
caboose overtode the coupler of the IHB loco-
motive The stiuctwial body of the caboose
climbed over the heavy unde:frame of the loco-
motive, with the caboose losing its tiucks in
the process The caboose angled to the cast and
subsequently stiuck the engincer’s side of the
contiol compartment of the locomotive This
itapact initiated the collapse of the locomotive
cab, napping the IHB enginect. The caboose



was still being shoved by the weight of the
train behind it and rolled off the side of the
locomotive, oveiturning as it went down the
10-foot-high 10adway 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 cais subsequently stiuck 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 upiight caboose.

The IHB engineer was trapped in the
general wieckage and succumbed from multiple
injuties The IHB front brakeman survived by
the circumstantial easterly trajectory of the
caboose This trajectory might have been
influenced by the curvature of the ctossover
whete impact occurted, In any event, the only
pottion of the locomotive contiol 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 priot
to collision Upon impact, they evidently were
thrown forward, but stayed within the
caboose During the initial impact and the sub-
sequent overtmning, some fuiniture and
caboose appurtenances were dislodged The
two crewmembers wete tossed around again as
the caboose overtwined 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 momentum during the crash gyra-
tions was not determined

This accident aptly illustrates two
vehicular crash chatacteristics that have been
ptevalent 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,
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and (2) the apparent lack of occupant ciash
protection provided with curient locomotive
cab design. Unfortunately, both chaiacteristics
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 hout for the
IC ttain, while the THB train had just com-
menced to move. The IHB locomotive cab was
demolished, with one fatality resulting Theie
have been numerous ather slow-speed collisions
that have iesulted in similar serious ciicum-
stances and they ate documented in FRA 1ail-
road accident teports A prime example is il-
lustrated in the FRA’s “Railroad Accident
Repott No 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 hout.
The locomotive crew on the standing t1ain had
ample warning of the impending collision to
evacuate the control compartment, but they
expected only a hard bump and braced them-
selves accordingly Upon impact, the caboose
of the backing train climbed the underframe of
the locomotive and demolished the locomotive
cab. Two occupants of the locomotive cab
were killed, while the third occupant lost aleg
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 whete it is
exposed to all collision hazards without provid-
ing piotection far the occupants of that
compartment The caboose in this accident
survived the dynamics of the collision relatively
intact structutally  The critical vertical struc-
tural supports at the end of the caboose
consisted of two cornetposts, which were 5- by
5-inch angles one-half inch thick Intermediate
suppotts included two 3-inch Z-sections, one-
quartter 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-
quatter inch. By contrast, the vertical stiuc-



tutal suppotts at the end of the locomotive
control compartment consisted of six box sec-
tions, cach being 2%2 by 1% inches and one-
cighth 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 per foot for each of the
membets used as vettical supports in the
caboose were 16.2 pounds fot the cotnerposts,
6.7 pounds fot the inteimediate Z-sections, and
20.0 pounds for the inteimediate wide flange
scctions It is appatent why the control
compattment of the locomotive collapsed and
the caboose remained intact upon impact

It also is pettinent to note that although
the IC caboose survived the collision in ielative-
ly good shape, the conductos within the
caboose was a fatality “The opetation was a
success, but the patient died ” it was not deter-
mined what caused the fatal blow or blows
Howevet, it is significant that although most of
the caboose furnishings were secuted, the
inteiior of the caboose was cluttered with over-
turned furniture and apputtenances following
the accident. This may have had some effect on
the extent of the injuties incuired by the oc-
cupants It is also likely that some injuries were
incuired as a result of the unsecured crew-
membets being tossed about

The IC crewmembers cvidently did not
have time to escape the impending collision by
means of the ieat doot of the caboose If suf-
ficient time had existed, any such attempt for
escape would have been fiuitless, as the rea
caboose door was locked from the outside by a
padlock An exit that is provided for emer-
gency escape is valueless under such conditions

The FRA has 1ecognized the lack of crash-
worthiness in ptesent railioad locomotive
design The FRA recently conducted an
industiywide seminat in an attempt to solve
the problems As the result, obseivations and
ideas developed ditected to the impirovement
of cab design Locomotive crashworthiness
may be improved by various design modifica-
tions including changes to the type ot location
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of the conttol compartment, but this also may
promote unsuspected degradation of safety in
other areas. It appears that a more systematic
apptoach is required-one thar will avoid the
creation of other problems, The use of systems
engineeting in reviewing current locomotive
design would consider not only the apparent
problems illustrated by this accident, but the
entite teliability and safety of the locomative
duting its expected scivice life Systems en-
gincering has proven to be beneficial in the
actospace industry There is no apparent 1cason
why this technique cannot be applied to the
railroad field with long-lasting results

IV. CONCLUSIONS

1. The 1C crewmembers violated the wle
Tequiting a ctewman to take a conspicuous
position and display a white light when cars are
pushed by an engine Compliance with this 1ule
might have averted the collision and, if not,
would have lessened the incidence of fatality
and setious injuty.

2 1C crewmembers violated the rule
tequiring that the IC train be opeaiated
piepated to stop short of a nain o1 a switch
tmptopetly lined when passing a “Restiicted
Procced” signal

3, The IHB crewmembers had not been
examined on IC rules, nor could they present
consistent interpretations of applicable 1C
rules.

4. 1t could not be deteimined if fusce
protection was used by the IHB ciewmembers
for ptotecting 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 tansmit positive infotmation to
employees in charge of the operation of trains.
No alternative means of contiol were provided

6. The opetating rules involved in this case
did not define objectively the ciicumstances
encounteted The rules were ambiguous, weie



not compatible with the expected efficient
opctation of tiains, and could not be
intespreted as applicable without considerable
crossitcferencing and comparison with other
1ules

7 The rules of the IC and THB were not
consistent in structuie or meaning. This in-
consistency encouraged the prevalent lack of
understanding of applicable IC rules by the
involved THB crewinembers

8. The failure of the IC switchtender to
advise the ciewmembers of the IC nain of a
possible conflict in movement with the IHB
train played a significant role in the occurrence
of the collision The 1esponsibility for estab-
lishing such communications o1 other ap-
plicable pioceduics was not covered by rule
even though means were provided to promote
communication

9 The vandalized telephone at Highlawn
resulted in indirect and untimely communica-
tions between the [HB ctewmembets and the
IC switchtender, who was tesponsible for
authorizing THB movement upon IC tackage.
The vandalized telephone had been inoperative
for some time piioy to the accident, but had
not been repaired.

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

11 The severity of the accident was in-
fluenced by the lack of ciash piotection
provided to the occupants of the IHB loco-
motive, and the proven tendency of railroad
cat equipment to climb over the heavy undei-
frames of locomotives upon collision.

V. PROBABLE CAUSE

The National Transportation Safct:y Board
determines that the piobable cause of this
accident was the failuie of the Hlinois Cential
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crewmembess to operate IC Train 1218 at a
speed so as to be able to avoid the collision.

Additional factois that contiibuted to the
occurience of the accident wete:

a The failure of the 1linois Central ciew-
members to comply with the rule
requiting that a ciewman take a conspic-
uous position on the lead car and display
a white light when cars are pushed by an
engine,

The failure of the linois Cential Railtoad
Company to provide additional piotection
to accommodate the safe movement of
trains on tiack No. 6 when other track
changes initiated a permanent display of
“Restiicted Proceed” on signal 6-1799 in
1949

¢ Inadequacies in operating rules, piactices,

and personnel faining

=

Contiibuting to the sevetity of the accident
was the appatent lack of crash protection
provided to the occupants of the [HB loco-
mo tive,

VI. RECOMMENDATIONS

The National Tiansportation Safety Board
recommends that:

1 The Tlinois Central Railioad Company
take the necessaty action to ensure that
its employces comply with the company’s
opcrating 1ules

2, The Federal Railroad Administiation, in
establishing operating tules under the
auspices of the Federal Railroad Safety
Act of 1970, take the necessary action to
ensure that such rules are:

a Objective and undeistandable
b Compatible with the environment and
expected tesults
¢. Enforceable before an accident occurs
as well as after che fact

Compact and 1eadily identifiable as to

applicability



e Compatible with practices of inter-
C}lﬂl}gc th\V(‘:CH Iaih ()Hds.

3 The Indiana Haibor Belt Railiocad

Company take the neccessary action to
ensute that its employces ate vetsed
thoroughly on the 1ules of othet tailroads
over which these employees must operate
4 The Wlinois Cential Railioad Company
develop definite safe procedures for che
ttansfer of cars fiom the ICIHB intet-
change ttack at Highlawn to 1C tiacks No
50t No 6

5 The [linois Cental Railioad Company
take the necessary action to ensure that
communication procedutes ot facilities
used for the advancement of tiain opera-

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

6 The Federal Railioad Administiation and
the railtoad industry continuc and expand
theit coopetative effoits toward the rime-
ly improvement of the crashworthiness of
railtoad cquipment, particulatly as it is
ielated to the piotection of the occupants
of locomotive control compartments
Improvement efforts should consider all
aspects of locomotive safety as related to
the entire enviionment of railioad opeia-
tion, and not be confined to the improve-
ment of individual comp onents

BY THE NATIONAL TRANSPORTATION SAFETY BOARD:

JOHN H REED

Chaitman

QSCAR M. LAURETL
Membes

FRANCIS H McADAMS
Member

LOUISM THAYER
Membet

Isabel A Buigess, Member, was absent, not voting

November 24, 1971
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APPENDIX A

EXCERPTS FROM “RULES AND
REGULATIONS OF THE OPERATING
DEPARTMENT,"

ILLINOIS CENTRAL RAILROAD COMPANY

GENERAL RULES

L I

Rule N,

& % % ok

Trains of othet railtoads, running over any division of this railroad, are subject to these 1ules
and are under the jurisdiction of officers of that division

S
DEFINITIONS

X ok ¥k
RESTRICTED PROCEED SIGNAL —

A block signal designated by a number plate,

E
SPEEDS

* ok ok ok

MEDIUM SPEED.—A speed not exceeding 30 MPH.
REDUCED SPEED — Proceed prepared to stop short of train or obstruction.

RESTRICTED SPEED - Proceed prepared to stop short of train, obstruction, or switch not
propetly lined and look out for broken rail, but not exceeding 10 MPH.

* ok kK
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YARD SPEED — A speed prepated to stop within one-half the tange of vision.

P

OPERATING RULES

Rule 11

Rule 17

Rule 17(a)

Rule 18

Rule 93

ok £ F

A tiain o1 engine finding a fusee butning on o1 near its track must stop Aftet
stopping, the train or engine may proceed at REDUCED SPEED for not less than two
miles

k ok ok k

The headlight must be displayed to the front of trains by day and night It must be
extinguished when a t1ain tuins out to meet another train and has stopped cleat of
the main track, or is standing to meet a tiain at the end of two o1 more tracks ot at a
junction,

#* &K koK

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

* & ok Xk

{4) Whea standing or moving on main tiack at meeting points.

¥ ok ok ok

Yard cngines will display a headlight to the fiont and reat by night,

PR

Within yard limits main track may be used, and all tiains and engines must move on
main tracks within yard limits at YARD SPEED unless such tracks ate known to be
cleas

NOTE — Whete Automatic Block Signal System, CTC, and Intetlocking rules ate in

effect, “known to be clear” includes when track is known to be clear by signal
indication
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Rule 98

Rule 99.

Rule 99(a).

Rule D-99

Trains and engines must not be moved against the cumient of t1affic within yard limits
until provision has been made for the piotection of such movement and, in addition,
movement must be made at YARD SPEED

R T

NOTE - Yard limits are indicated by yard limit signs and their locations are shown
in timetable

* ok kK

Trains and engines must apptoach the end of two or mote tracks, junctions, railroad
crossings at grade, and drawbridges, piepared to stop, unless the switches ate propeily
lined, signals indicate proceed, and track is cleat . . .

* ¥ & X

When a tiain is moving under circumstances in which it may be overtaken by another
erain, the flagman must cake such action as may be necessaty to insure full protection
By night, or by day when view is obscuired burning fusees must be thiown off at
proper intetvals

When a train stops under circumstances in which it may 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 butning fusees

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

The front of the train must be protected in the same way when necessaty by the
forward trainman or firteman.

I EETE.

Within Interlocking, Automatic Block System or Cennalized Traffic Control System
limits, flag protection is not requited against following movements on the same track.

L I

A train running against the cuirent ot traffic must protect itself as required by Rule
99

¥ ¥ ok ok
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Rule 103

Rule 106

Rule 106(a}

Rule 109.

Rule D-152

Rule 160

When cars are pushed by an engine, and the conditions 1equite, a trainman must take
a conspicuous position on leading car, and at night he must display a white light

Both the conductor and the engincer atc iesponsible for the safety of the train and
the obscrvance of the rules and, under conditions not provided for by the rules, must
take every precaution for ptotection, but this does not relieve other employces of
theit 1esponsibility under the ules

When safety of trains and observance of rules ate involved, all othet crew membeis ase
responsible to the extent of theu ability to prevent accident or violation of the 1ules

When the conductor ot engincer fails to take action to stop the train, and an cmet-
gency tequites, other ciew membets must take immediate action to stop the nain

L

Bulletin orders and notices will be tssued by the proper official and will be numbeied
consceutively on each division, beginning with Januaty first of each yeai, and will be
posted on bulletin boards designated in timetable Whea instuctions aie of a
permanent natute, they will be tiansferred to timetable special instiuctions when new
timetable is issued, otherwise they expiie with the calenda:r year

Conductots, cnginemen, tiainmen, yatdmen and others concerned must examine
bulletin ciders and notices befoe commencing each day’s woik o1 trip, if bulletin
board is Jocated at the station where work is started, and if bulletin boaid is not
located at such station, they must examine such bulletin ordess and notices ar finst
oppot tunity and will be held 1esponsible for theii obseivance

Bulletin boards must not be used to post unofficial notices

Employes in chatge of bulletin boatds must promptly post on such boaids bulletin
otders and notices which they teceive

% 4 % ok

When a train ciosses over to, oi obstiucts another main tiack, unless otherwise
piavided, it must first be protected, as prescribed by Rule 99, in both directions on
that track

* %k %

When speed is testiicted by 1ule, special instiuctions, bulletin orders o1 otherwise,
such specd 1estiictions must be observed Specd restiictions, unless otherwise
provided, apply to the entire train
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Rule 161.  Trainmen on rear of trains will, when practical, give proceed signal o1 notify engineer
by radio, when so equipped, that 1cat of train has passed point where speed restric-
tion applies.

* ok ok ok

RULES GOVERNING MOVEMENT OF TRAINS BY BLOCK AND INTERLOCKING SIGNALS

R

Rule 267  When a block o1 intetlocking signal displays “Absolute Stop” or a block signal dis-
plays “Restricted Proceed,” one ot more of the following conditions may exist in the
block o1 interlocking limits:

{a) Tiain or other obstruction.

(b} A main track switch or detail not set to normal position

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

(d) A car or engine on a siding ot auxiliary track within fouling distance of a main track
(e) A broken iail

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

(g) Failure of a signal

* ok kK

Rule 275 When a movement through a crossover from one main tiack to anothe: main track, or
from a siding o1 auxiliaty track to a main track, is to be made in Automatic Block
Signal System o1 Centralized Tratfic Control System limits, both switches of the
crossover must be open before main starts the crossover movement, and the move-
ment must be completed before either switch is 1estored to not mal position

E R 1
Rule 281 (Signals)
Aspect — Green
Indication — Proceed
Name — Clear
X ok ok k
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Rule 285

Rule 291

(Signals)

Aspect — Yellow

Indication - Proceed, prepating to stop at next signal Tiain exceeding Medium
Speed must at once teduce to that speed.

Name — Appioach

* o# ok ok

(Signals)

Aspect — Red (With numbet plate)
Indication — Proceed at Restricted Speed
Name — Restiicted Proceed

See Rule 509{a}

ok ok ok

AUTOMATIC BLOCK SYSTEM RULES

Rule 508{a)

Rule 509(a)

Rule 510,

Rule 513

* ok K %

On any track signaled for traffic in onc direction, block signals apply only to trains o
cugines moving with the curtent of waffic

® ok ok ok

Except as piovided in timctable special instiuctions, bulletin otder or Rule 104 (g,
trains or engines may pass “Restiicted Proceed” signals without stopping, proceeding
at RESTRICTED SPEED until entire tiain has passed thiough block, expecting to
find one o1 mote of the conditions mentioned in Rule 267.

* ok ok

A switch must not be opened to peimit a train movement to a main tiack, nor may a
ttain move to a point within fouling distance of a main track, unless train is
authotized by 1ule, timetable or train order to occupy main tack or is protected as
presctibed by Rule 99

Unless otheiwise provided, befote a train o1 engine enters o1 fouls a main track, o1
ciosses fiom onc main track to another, a member of the ciew must opetate the
switch and wait five minutes at the switch beforc the train ot engine fouls the main
track.

I S S
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APPENDIX B
EXCERPTS FROM CHICAGO DIVISION THROUGH TRAIN TIMETABLE NO 16
AND APPLICABLE BULLETIN ORDERS,
ILLINOIS CENTRAL RAILROAD COMPANY

TIMETABLE NO. 16 — March 8, 1970

ok ¥ %
SPECIAL INSTRUCTIONS
EE
93. Yard Limits:
Kk ok ok
(MP 29 plus 264 feet to MP 31) Cee s ... Tracks 5 and 6
E oA ok ¥

101. Speed Restrictions: Speeds shown are maximum authoiized between points named but do
not modify any rule or special instiuction which may requite lower specd.

* ok ok X

Between Kensington and Richton — All Trains
Switcher o1 Transfes
Engines

* ok ok ¥

Tracks 5,6 . .. .. . .o .o 30 MPH

N-151. Two or more Tracks:

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

Mo Location Use
1 West . v« . . Southwaid, subuiban
2 Sccond . ) . . . Notthwaid, subuiban
3 Thid .. o .« . . . Southwad, passenger and fteight
4  Foutth .« « +. .. . Northwad, passenget and fieight
5 Fifth . .. Southward, fieight
6 Sixth . . .« Noithwaid, fieight
7 Bast of tiack 6 between Highlawn and

Haivey only, noithward and south-
ward transfer trains between Highlawn
THB Junction and Markham Yard

Between Highlawn [HB Junction and notth end Maskham Yard, tracks 6 and 7 may be used by
notthwaid and southwaid tiains; these tracks must not be used without authotity of switchtender
located at north end of Markham Yard

Track No 7 between the above points has no block signals

Trains or Engincs will move at reduced speed on Track No 7 and flag protection is not
requited.

SUPERINTENDENT’S BULLETIN ORDER NO. 57 — Maich 9, 1970
"
All Concerned:
Rule 93
That portion of special instructions contained in Chicago Division
thiough tiain time table No. 16 taking effect 12:01 a m., Sunday, Maich 8,
1970 is amended to read:

Rule 93 yaid limits

MP 14 + 4488 to MP 29 + 0264’ e . ... Tracks 5 & 6
MP 29 + 0264' to MP 31 . . . . ., Track 3 & 4

# ok ok K
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SUPERINTENDENT’S BULLETIN ORDER NO. 19 - Januaiy 1, 1970
S B

ALL CONCERNED:
Effcctive 4:00 p.m., Thutsday, August 21, 1969, and continuing until further notice, a system
of hand opetated 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 ciossover prepared to stop and will not
ptoceed until propet hand signal has been received by switchtender on duty

Movement through these tutnouts must not exceed fiftecen (15) miles per how

* ok ok ok
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