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INTERSTATE CCOMMERCE COMMISSION

WASHINGTON

REPORT IN RE ACCIDENT
NEAR TAMAROA, ILL., ON

DECEMBER 20, 1940




Ralilroad:

Date?

Location:

Kind of accldent:
Trains involved:
Train numbers:
Engine numﬁers:
Consist:

Speed:

Operation:
Track:
Weather:

Casualties:

Cause:

SUMMARY

I1linois Central
December 20, 1940
Tamarca, Ill.
Rear-end collision
Freigit

Zxira 3000 South

3000
34 cars, caboose
4 me Ps he

Timetable,
block-signal system

Three;
grade southward

Dense fog
About 8 a. m.

2 killed; 2 inJjured

train orders

Inv-2470

Freight

Extra 1328 South
1328

36 cars, caboose

18"‘4:5 M p. h.

and automatic

tangent; 0.06 percent ascending

Accident caussd oy failure fto operate
following train in accordance with

signal indications
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INTERSTATE COMMERCE COMMISSION

INVESTIGATION NO. 2470

IN THE MATTER OF MAKING ACCIDENT INVESTIGATION REPORTS
UNDER THE ACCIDENT REPCRTS ACT OF MAY 6, 1910,

THE ILLINJOIS CENTRAL RATILROAD COMPANY

—— e -

February 5, 1241

Accident near Tamaroca, Ill., on December 20, 1940, caused
by fallure to operate following train in accordance
with signal indications.

REPORT OF THE COMMISSIONI

PATTERSON, Ccmmissioner:

On December 20, 1940, there was a rear-end collislon
between two freight trains on the Illinois Central Railroad
near T:.naros, I1l., which resulted in the death of two em-
ploye-c and the inJury of two employees. This accident was
invesitizated in conjunction with the Illinois Commerce
Commigsion,
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lUnd.er authority of section 17 (2) of the Interstate Com-
merce Act the above-entitled proceeding was referred by the
Commission to Commissionecr Patterson for consideratlion and
disposition,
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Locatlon and Method of Operatilon

This accident occurred on that part of the St. Louls
Division designated as the Centralia District which extends
between Centralia, I11., and Ballard, Kv., a distance of 112.4
miles. In thc viclnity of the point of accldent this is a
3-track line; these tracks, from west to east are: No. 1,
southward main; o. 7, northward high-speed main; and No. 3,
northward freighit main., On tracks Nos. 1 and 2 trains are
operated by timetable, treain orders and an automatic block=
slgnal system, and on track No, 3 by timetable and train orders
only. The accident cccurred on track No. 1 at a point 1.35
miles south of lhe statlcn at .rmaroa. As the point of accildent
1s approached from the north 5i'e track is tangent from the
station to the point of (ccidunt auéd a considerable dilstance
beyond. The grade for govth-bound trains is 0.06 percent
ascending at the point of sccident. A siding 4,710 feet in
length parallels treck Wo.o 1 on the west and lts south switch
1s 1,33 miles south of the ztation. The accident occurred 94
feet south of the south siding-switch.,

Signals 279-1 and 280-1 governing movements on track No.
1 are located on masts at the right of the track, respectively,
6,527 and 362 feet north of the point of accident. Operation
of signal 279-1 is automatic when the interlocking station at
Tamaroa 1s unattended and semi-automatic during the period that
the interlocking is attended; signal 280-1 is automatic. These
slgnals are of the two-arm, two-position, lower-quadrant, sema-—
phore type, continuously lighted. The involved aspects, indi-
cations, names and corresponding rule numbers are asc fcllows:

Aspect Indication Name Rule No.
Green—-over-green Proceed Clear 284
Green-over-ycllow Proceed at Medium Approach 283

Speed Prepared to
Stop at the Next
Slgnal

ﬁed—over—yellow Stop; Then Proceed 'Stop and 282
Proceed

Definitions.

Medium Speed.--Proceed at a speed reduced to not exceeding
one~half the meximum authorized at point involved (not exceed-
ing thirty miles per hour) prepared to stop at the next signal.



Restricted Speed.--Proceed prepared to stop short of train,
obstruction, or anything that may require the speed of a train
to be reduced. , . ‘

When the south siding-switch is open, or when the mailn
track south of signal 280-1 is occupied, signal 280-1 displays
stop—-and—=procesd and signal 279-~1 displays approach.

During the mov:ment of the trains involved in the vicinity
of Tamaroa, the interlocking at that point was attended.

Transportation rules read in whole or in part as follows:

1l. A train finding a fusee burning on or
near its track m 5t =top and extinguish the
fusee, and then proceed at restricted speed.

34. All members of train and engine crews
must, when oracticable, comuunicate to each
other by its name the indication of all
signals affecting the movement of their train.

99. L LA

When a train 1s moving under clrcumstances
in which it may be overtaken by another train,
the flagman must take such action as may be
necessary to insure full protection. By night,
or by day when the vlew 1s obsgcured, lighted
Tusees must be thrown off at proper intervals.

When day signals cannot be plainly seen,
owing to weather or other conditions, night
signals must also be used. Conductors and
enginemen are responsible for the protection
of their trains.

ENGINEMEN

993. During foggy or stormy weather must not

attempt to recover lost time; take extraordinary
precautions, both at switches and at all places

where authority to proceed depends upon signals. ‘

Time-table speclal instructlons read in part as follows?

282. On two or more tracks, ¥ ¥ % Trgins may
pass a "Stop and Procced" signal without stop-
ping, proceeding at restricted speed not exceed-
ing (15) miles per hour.



In the viecinity of the point of accident the maximum
authorized speed for the trains involved 1is 40 miles per hour.

There was a dense fog at the time of the accident, which
occurred about 8 a. m.

Descript

Extra 30C0, a south-bound freight train, with Conductor
Vaughn and Enginsman Barton in cherge, consisted of engine
3000, 84 emnty cars and s caboose, This train departed from
Centralia, 27.4 miles north cf Tameroa, at 5:42 a. m., according
to the train she:t, and eniered ~he siding at Tamaroa to clear
for Seccnd 9, a south-bouad exprces and TaWT train. Soon
afterward Extra 3000 snte. =
south siding-switch, aud, -7
mated at 4 miles per hour,
1328 South.

on coutarer?d maliln track at the
ilz 1t was roving at a speed esti-
ts rear end was struck by Extra

= Ql

Extra 1323, & south-ovound freight train, with Conductor
Slssom and Engiaenmen Aletat in cuargs, consisted of engine 1328,
56 empty cars and a caboose. This train departed from Centralia
at 7:15 a. m., acceording to the train sheet, passed Ashley,
13.44 miles nortii of Tamaros, at 7:40 a. m., passed signal
279-1, which displayed green-cover-yellow, passed signal 280-1,
which displayed red-over-yellow, and, while moving at a speed
variously estimated at 18 to 45 miles per nour, collided with
the rear end of Extra 3000.

The caboose of EZxtra 3000 was derailed and cdemolished.
The first seven cars ahead of the caboose were derailed and
two were demolished. The rear t: uc& of the eighth car ahead
of the caboose was derailed. Engine 1328 ancé 1tc tender stopped
on their 1eft sides on track No. 2 about 400 fest south of the
point of accicent, and were badly damaged. Tre first eight
cars of Extra 1328 were derailed. The front truck ol the
ninth car was derailed. Of the derailed cars of both trains,
12 stoppcd in various positions across the thres main tracks,
and 3 stopved wast of the tracks.

The employveeg killed wers the conductor of Extra 3000
and the engineman of Extra 1328, and the employees injured were
the conductor and the fireman of Extra 1328.

Summary of Evidence
Engineman Barton, of Extra 30C0O, ctavted that fog weas

encountered about 2 miies north of Tamaroa and 1t became more
dense as his train moved southward. Signal 279-1 displayed



clear. His train entered the north siding-switch to clear for
Secord 9, and stopned on the siding at 7:04 a. m., with the
engine standing about 4 car lengths north of the south sicing-
switch. At this time he observed that signal 280-1 displayed
clear until Second 9 passed on track No. 1 at 7:47 a. m., after
which time the indication changed %o stop-and-procesd. The
front brakeman opsned tne sgouth siding-switch, and signal 280-1
continued to display stop-and-proceed, then Extra 30C0 started
to move from the sidarng to track No. 1. The enginemen sald
that his engine paszsed the swiich at 7:49 a. m., and because

of the fog he dropped a 10-minute lighted fusee near the switch
on the right side of track No. 1 so that the flagman could
locate the switch without diflziculiy. The fog was so dense
that the reflection from the u-rse digappeared from his view
when the engine was not mcr Zenzths south of it and
he remarked about =his to I Zr2 engineman worked
steam until hie engire weas ¢rable dissence south of the
8iding switch, tken closed t ttle and driftesd until he
thought the rear of the train was on the main track. He then
sounded a proceed whistle signal ané agaln started to work
e
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cteam, but the brares becoming epplied from the rear indicated
that the flagman was unakle 1o
made a full-service brexc-plpe rsduction to ascertain if all
brakes would release proverly, tnen again started the train.
The train had atvtcained a cpeed of about 4 milss per hour when
the air brakss kecame applied and the train stopved about

7:58 a. m. He thought his train consumed 8 or 9 minutes in
moving from the siding to the main track. It iIeg customary for
a Tlagman to provide flag protection wnen a train moves Irom

a siding to the main traclk, and he dersnded upon the conductor
and the flagman to provide such protection in this case. He
sald that enginemen are instructed by officilals to run at
reduced speed during foggy and stormy weather. In his opinion
the braking distance between signals 279-1 and 230-1 is suffic-
ient in which to stop a freight train from a epeed of 40 miles
rer hour, 1if action is taken at signal 27&-1.

The statements of Fireman Morgsn and rront Brakeman
Corzine, of Extra 3000, practically corroborated the statement

of Engineman Barton.

Flagman Evilsizer, of Ixtra 3000, stated that because of
dense fog whep Second 9 approached Tamaroa, he could not =see
the headlight until the engine reacned a point about 10 car
lengths north of the caboosgs. After Second 9 passed at 7:47
a. m. he turned the caboose markers to display red to the rear
and placed two torpedoes on the west rail of %irack LNo. 1 oppo—

site the caboose. The *rain started to movz southward and about

2 or 3 car lengths south of the torpedoes he threw a lighted

oard the caboose. The engineman



10-minute fusee to the west side of track No. 1. When the
caboose had proceeded about 10 cer lengths farther the fusee
disappeared from his view. The flagman remained on *he rear
platform, and when the caboose reached a point about 15 car
lengths north of signal 280-1 he threw off another lighted 10-
minute fusee to the west side of track No. 1. Wken the caboose
entered track Ho. 1 he 1lined the south siding-switch to normal
posltion, then picked up the fusee which the engineman had
dropoed at the siritca; this fusee was consumed about two-thirds
its length. As he boarded the rear end of the ceboose he looked
beck and saw the headlight of Zxtra 1328, which was not more
than 10 car lengihs distant. He called a warning to the con-
ductor, who was in the cu»nola, &nd the flagman jumped just prior
to the accident. He estiumated “hat the speed of Extra 1328

was 40 or 45 miles mer hy»w» v on the cecldent occurred. The
rules permit traine to ras- eignals dlsplaying stop—and-proceed
at a speed not excesding 15 miles per hour tut crews must look
out for trains cr obstructlion. He said that if Extra 1328 had
been operated in comnliance with thzse provigions the accident
would have been everied. He 4id rot hear any norpedo exploded
nor 4did he hear the engine whis<le of Extra 1328 sounded in
acknowledgement of either of thc two fusees that he threw off,
When he lined ths south siding-switch he could not see the
lighted fusee wiich he had thrown off about 15 car lengths
north of signal 268C-1. Since the fusees lighted were of the
10-minute {ype and since hisc train did not consume 10 minutes

in moving from the siding to track No. 1, he thought that both
fusees should have been burning when Extra 1328 approached them.

Fireman Shingleston, of Extra 1328, stated that a*t Centralia
a terminal air-brake test was macde and the brakes functioned
properly en route. As the train approachsd Tamaroa the speed
was about 30 miles per hour and he was on the left seatbox main-
taining a lookouvu; the engineran was seated in his usual posi-
Tlion maintaining a lookout ahead. At signal 279-1 the engineman
called 1%ts aspo~t as green-over-yellow; hovever, because of fog
the firenrca &i75 rot see this signel. The fireman warned the
enginema. vo re<.uce speed because a train might be on the sliding.
The engineman male a light brake-pipe reduction, which reduced
speed to 18 or 22 miles per hour, then he released; tne throttle
remained open. When the engine was about 7 car lengths south of
the north siding-switch, the engineman eaid that the siding was
unoccupied; this was the last comment he hsard the englineman
make. When the train neared signal 280-1 the engineman, who
was looking ahead, did not call its indication. The fireman
was maintaining a lookout ahead but did not see the signal.
The first he knew of a train immediatesly ahead was when he saw
the marker of Extra 3000 at a distance cof about 4 or 5 car
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lengths. At this time the speed was about 18 miles per hour

snd ne jumped off tihe engine. The engineman did not take action
to stop the train. The fireman sszid that in the vicinity of the
point of accident he did not ovserve a lighted fuses nor aesar .
& torpedo explode. The fireman seid there was nothing wrong
with the mechanicel condition of the engine The maximum
authorized speed for his train ih this tc*r¢tory is 40 miles per
hour and the dis%encs between signals 279-1 and 280-1 wes suffic-
ient in which %o stop his train. Under the rulcs, after the
engineman observed tiiet signal 278-1 displayed green—over—-yellow
he should have reduced speed to not exceeding 20 miles per hour
and operated his train so as to rass a 51vnal displaying stop~—
and-proczed at nos exceeling Jo _1les per hour prepared to ctop

short of train or obstruci~on. The flremnan said that 1f <he
rules had been ccmplied -y o - accident Vould leave been averted.
If he had heard “or—:esdoes ixplﬁge or red oteerved signal 28C-1
displaying stop-snd-nrocaed he irculd have advised the engineman
to take further sction to control the speed of the train.
Conductor figasom, of Extra 1323, staced tiiat as the train
ozcurr he was in the

a
approached the pcint vhere ths accident oz
cupola of the ceZoosze and the sweed was ab
per hour. There was a dense fog waich res G the view of
signals to aboutl 175 fest. EraZe-pine pressu of 70 pounds was
being maintained. A 1light braxe-pipe reduction wes made in the
viecinity of Tamarca, then releared; no otﬂpr brare-nipe reduction
was made prior to tlhe aczicerns. lhe first intimation he had of
anything being vrong wes the cstopping of The train abruntiy

from a speed of Z8 or 30 miles per hour. After ths accident
occurred he proceeded southward slong the east sice of the train,
and observed a lighted fusee on the west side of. ths traln at a
poiat about 5 nr 6 car lengths nortih of signal 280-1. The

rules require thet iwrnen a lighted fusee is on the track or near
it, a train must be stopped, and the fusee mus:i be extinguished,
then the «rain r~y proceed at restricted speed. When a train
enters tv-> mai' srack from a siding, employees are instructed

to place roercezs and fusees on the main track before such
movement L7 mad..

ea
25 or 30 miles
te

Frout Brakeman Caraker, of Extra 1328, stated that when
his train vas approaching the point whers the accident occurred
he was in the cupola of the caboosge, and the speed was about
30 miles per hour. Fog restricted visibility *o a distance of
3 car lenzths. In the vicinity of Tamaroa he observed, as
indicated by the cavoorce gauge, that a brake-pipe reduction or
5 pounds was mace, then releassd. No other apo“ication was made
prior to the collision, which occurred at & or 8:01 a. m.



Immediately after thzs accident occurred he proceeded toward the
front of the  train and ovserved a lighted fusee on the west
side of track No. 1 at a point about 27 car lengths north of
tre point of accident.

Flagman Faulkn=sr, of Extra 1223, stated that as his train
approacked Tamaros hs felt the air brakes become applied, then
they were releaszd. A fog, vhich became more dense as his
train proceeded <outirrard, ccnsiderably restricted visibility.
The speed was about 30 miles per hour at tre time the accident
occurred. Immedietely afterward he proceeded back to provide
flag protection snd ovserved a Hurrning fusee near the front end
of his train and at the -;:35% <iz of %rack MNon. 1, but he did
not observe any fucgee betacen o7z cehoose and the station at
Tamaroa; hovevzsr, hs obe2rred Tiiat =i, nal 279-1 dieplayed stop.

Agent-Operator loathis, at Tamaroa, stated that when he
reported for du“y ah01+ 7 8. s 2 haza was settling. When
Second 9 passed the stgtion at 7:47 a. m. and wnen Extra 1328
passed at 7:87 a. m., the fog was dense and visibility was
restricted to ancut 150 feet. When Zx“tra 1328 pasesed the
station the headlight was lighted, steam was being worked, and
the engine whissle was sounded for thne road crossings. About
1 or 1-1/2 hour: after the accident occurred he observed that
signal 279-1 displayed stop.
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Car Inspector Sanders, at Centralia, cstated that he
conducted a terminal air-brake test of Exbtra 1328 and all brakes
functioned properly; the brake-cylinder piston-travel was within
the prescribed limits.

General Foreman West stated tnat he inspescted engine 1328
about 9:30 a. m. at the scene of the accident. The throttle
was clocged, the automatic brake valve in release position, the
straight-...r braze valve in application pocition, and the
reverse 2. er in position for forward rotion. He attached no
particul- - sign-Ticance to the position of the throttle and the
brake-ve. vz ha:r Jles, as they could have bsen disturbed subse~
quent to the accident. Tests made subsequent to the accident
disclosed that the air-brake equipment was in suitable condition
for service.,

Wrecking Foreman Young stated that an air-btrake test of
the rear 27 cars of Extra 1328 disclosed that the piston travel
of these cars varied between a minimum of 7 inches and a maximum
of 8~3/4 inches.
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Traveling Engineer Hake stated that in the vicinity of the
point of accident a train similar to Cxtra 1328 could be stoppad
from a speea of 4C miles per hour by a service braxe applicetion
in 1,800 feet and Dy an emergency appiica*ion in 600 feet.

Signal Maintainer Von Batson stated that when he last
insvected signal 273-1, on Dscember 11, and sigral 280-1, on
Deczuber 16, they were functionirg nroperl..

Signal Tes*man Wasmer sgstated that about 11 p. m., December
20, he made a devailed clheck of ike signal equipment involved
an ne sigrals vere ITound to og functioning properly.

shet smrployews are instructed

Superintercent McE~rzn =7 .Ted
~arins formy or stormy veather,
nsi
a

to onerate *“a“h‘ wvith co.tiot

i - A B
When Tog prevaile tiroug ot 2 consiZeran’.e Cistence the dis-
patchers iscue messasce bulietins coacerning ths condition of
weather; howevs>, ia this 1nstance fo) at Tamarca was a locel
condition only cnd ~od existed out a short tipe prior to the
accident. UWrnen ~ralas enooudter local fogz unexpectedly tiaey

should opsrate ir compliance with the rules. He said that sur-
prise tests ars conducted by d*oolavln; recstrictive signal
indicetione, Hlc opinion, bas=d on obgervation, was that
enginemen obey e rules.

Obeservations of the Commission's Inspsctors

Subsequent to the accident a detsiled te
equiprment involved was made and the Commission
observed %taat “iie signals funcsioned properly and t

were good. Inspection of the engine disclosed that it was in
safe and suitable condition for service.

Disgscursion

Accorcine To the evidence, Extra 2000 South had entered
the si1di - ot Tararoca to clear for Second S, a south-bound
expresc :. . mal. train, which passed the south giding-switch
on track n. 1 akout 7¥:43 a. m. 1mmediately afterwaho, ixsra
3000 bega.l 1o entver track Lo. 1 et the south siding-switch and
about 12 minutes latzsr wnen it was movinz 2% a upeed of about |
4 miles par hour its rear end was siruck oy Extra 1328 South
at a poin*% 94 feet south of thic ewitch. A dense fog restrict-
ing visibility tc a distance of zbout 175 feet orevailed at the
point of accident and throughout a distance of 2 miles immcci-
ately north thereof.

Under the rules, Extra 3000 was requiréd to furnish flag
protection during the time it was moving from the siding to the
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main track and afterward until it had sttained sufficient speed
that 1% would no% te overtaken by another train. According to
the statement of the flagman of this train, he plrczd two tor—
padoes on the west rail of track Ne. 1 opposite the point whers
Rie c2boose etood on the siding, dropped a burning 10-minute
Turee 2 or 3 car lengthe farther south on the wert side of track
#0, 1, and dropped anotker burning 10-minute fusee about 1,000
Teet north of the gouth siding—switeil on the west side of track
No. 1. As the front brakeman of the following train was in the
caboose and the conductor of the preceding train snd the sngine—
man of the following train were xilled in the accident, the
Tlagman of the preceding train and the fireman of the following
train were the only surviving witnesses near th2 point of impact.
According to the statement of the fireman of the follovinz train,

he dia not hear a torpedo exploded and re Z2I¢ not ces a oarning
fusee. On the other hari, immediately after *ha accident
occurred, the concuctor, the flagman and the Tront b““reman of
the following train caw a Juru;hb fucse but their estimatss of
1ts location varied from a noint acou® 1,400 fzet uorbh of fhe
south switch to a point near the soutih switeh; nowevar, they did
not see a fusee at the locabion vhere the flegman of the preced-
ing train placed ths first fusez, bu%t it is prortable that this
ruse2 had been dropy2d mors than 10 minut:c snd had burned out

before they made these observetions.

At signal 27¢-1, Extra 1328 received a grsen-over-yellow
aspect, which required ithis train to approack signal 2&60-1
expecting %o find it dieplaving rea-over-yellow; at the latter
signal this train received 2 red-over-yellow aspect, nich
required it to »rocesd at a speed cf not more than 15 milss per
hour and to be »nrepared to stop shcrt of train or obstruction.
Jdevertheless, accorcing to the evicence, Extra 1328 was moving
at a speed variously estimated from 13 to 45 miles per hour when
it struck the rear end of Extra 3C0C a%t a point 458 feet south
of signal 280-1. Subsecuent to the accident tests of the signals
involved disclczed that they were funcuioning as intended. o
defect that might have contributed to the cause of the accident
was disclosed 11 engine 1323 or in the alr-brske systenm of the
following train,.

Cause

accident was caused by failure to

It is found that this
ain in accordance with signal indications.

operate the following tra
Dated at Washington, D. C., this fifth day of February,l194l.

By the Commission, Commissioncr Patterson.

W. P. BARTEL,
(SEAL) Sccretary.



