~

INTERSTATE COMMERCE COMMISSION

REPORT OF THE CHIEF OF THE BUREAU OF SAFETY IN RE INVES-
TIGATION OF AN ACCIDENT WHICH OCCURRED ON THE ATCHISON,
TOPEKA & SANTA FE RAILWAY AT EAST FORT MADISON, ILL, ON
MAY 29, 1922

Jury 18, 1922

To v Codrarission
On May 29, 1922, theie was a head-end collision between two pas-

senger ttains on the Atchison, Topeka & Santa Fe Railway at East

Foit Madison, Ill, which 1esulted in the death of 2 employees and

the mjmy of 48 passengers and 3 employecs The inivestigation of

this accident was conducted 1n conjunction with representatives of
the Commeirce Commission of Ilhinos

LOCATION AND MITIIOD OF OPERATION

This accrdent occurred on that part of the Ilhnois Division ex-
tendig between Clulheothe, Tll, and Shopton, Lowa, a distance of
104 5 miles  In the vicimty of the point of accadent, with the eacep-
tion of about 6,000 feet of single t1ack over the Mississippr River le-
tween Kast Fort Madison, IIl, and Foit Madigon, Iowa, this 15 a
double-track hine, over which t1a1ns ale operated by time-table, tiam
orders, and a manual block-s1gnal system

Train movements over the single-tiack section are contiolled by
mterlocking signals operated fiom two mechanical nterlocking
toweis, one at East I'oat Madison and one at the draw of the
bridge These towers ale connected by an electiic encuit so that
a movement can not be made over the single-track section 1 either
direction until one operator has commumeated with the other and
had the other thiow a Ikmife switch, permitting the first operatol to
clear the signals, and when this has been done the olher operator
can not change the route or permut an opposing train to proceed
until the movemenl for which the signal has been cleared has been
completed, the levers in his tower having been locked in normal

position

Nore —Delay m issuihg this repoit wag occaswoned by a delay of approxi-
mately one month on the part of the 1athead company n fuimslung a copv of
the evidence taken 1n this 1nyestigation after 1t had been transciibed
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ACCIDENT AT EAST TORT MADISON, ILI. 3

The accident occuiled about 15 feet west of the fiog of the switch
leading fiom single to double track at the eastern end of the biidge
The movements of westhbound trains approaching this point are
governed by a one-aim, lower-quadrant, two-position distant sig-
nal, displaying yellow or preen for caubion and proceed, 1espec-
tively, a two-arm route signal of the lower-quadrant, two-position
type, the top arm governing main-hne movements and displaying
red or green for stop and proceed, respectively, a one-aim, lower-
gquadiant, two-posifion home signal displaying red o1 gieen fm
stop and proceed, respectively, and o tramn-order board, these sig-
nals bemg located 6,844, 4,009, 787, and 313 feet, respectively, easi
of the pomnt of accadent The eastbound home and distant signals
ale located approximately 200 and 2,500 feet, respectively, west of
the point of acaident

Approaching from the east the track 1s tangent for several mules
and the grade neaily Jevel Approaching fiom the west theie 15 a
curve of 3° 30" leading to the left, thig curve being about 2,500 feet
mn length, followed by about 200 feet of tangent to the point of acci-
dent, the giade 15 fiom 0365 to 0596 per cent descending for a
distance of about 2,600 feet, followed by about 1,170 feet of level
track The weather was clear at the tume of the accident, which
ocemred at 407 2 m

DESCRIPTION

Tastbound passenger fiain fourth No 2 conssted of 1 club car,
1 diming car, and 5 Puliman sleeping cars, hauled by engine 531, and
was 1 charge of Conductor Dunn and Engineman Wallace It left
Shopton at 3 54 a m, 44 minutes late, crossed the bridge, and had
1eached the switch leading fiom single to double track when 1t
collided nearly head-on with train No 1, while tiaveling at a speed
estimated to have heen 18 ot 20 miles an hour

Westhound passenger train No 1 consisted of 1 baggage car, 1
smolaing car, 1 chair car, 3 tourist gleeping cars, and 8 Pullman sleep-
ing cars, hauled by engine 3403, and was m charge of Conductor
Wells and Engineman Faton It left Dallas City, 62 miles from
East Fort Madison and the last open office, at 4 00 & m , 3 minutes
late, and collided with train fourth No 2 at East Foirt Madison while
tiaveling at a speed estimated to have been about 30 miles an hou

Engime 3403 came to rest on 1ts right side, while engine 531 was
also derailed to the 11ght and came to 1est mclined at an angle of
about 45 degiees, hoth engines were quite badly damaged The first
car of each triain was also derailed, and half of the left side of the
baggage ca1 of tramn No 1 was torn away The employees lalled
were the engineman of train No 1 and the fireman of tramm fourth
No 2
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SUMMARY OI' LVIDENCE

At 400 a m, Bridge Tingimeer Schneider, on duty at the draw-
birdge mterlocking tower, notified the digpatcher tiain fourth No
2 was appicaching fiom the west, and mquiied 1f he should allow
it to proceed over the bridge hefore tiamn No 1 crossed, and on
recening an affitmative 1eply the operator in the mnlerlocking tower
at East Fort Madison threw the lnife switch at that point which
perrmtted Biidge Engineer Schneider to clear the eastbound sig-
nals for train fomth No 2 On account of being on the outside
of the culve when approaching the end of the single-tiack seclion,

Engineman Wallace was unable to see the signal mdications, but
he said he was told by the fiieman they were clear, and he was

wotking steam and mereasing the speed when the accident oceurzed

Tiain No 1 had been repoited as passing Dallas City just as the
dispatcher had told the bridge engineer to allow train forrth No
2 to cross the biidge, at which time the double-tiack switeh at
East Fort Macison had been lined for the moiement ol tiain lowith
No 2, and all westbound signals weie set against tiain No 1 as it
approached When Opelator Bettchy, on duty at ast Fort Madi-
son, 1ealized that tiain No 1 was not going to stop 1t was too late
for him to stop the tiain by hand signals Ile did not see any fite
flying from the wheels

Fneman Van Loo stated that when distant signals weie set
against g tiam 1t was Engineman Eaton’s custom to shut off
steam at the distant signal and 1educe speed, but on this occasion
he did not shut off steam at the distant signal, although he sonnded
the station whistle, the station board 15 located 272 feet west of the
dastant stgnal  The fireman had been working on the fire appioach-
mg East Foit Madison, and on getting on his seat hox when the
engine was about opposile the route signal, the incheation of which
he did not notice, he saw that the home mgnal and the {ram-order
boaid weie digplaying stop indications  His tiain was then tiavel-
mg at a high rate of speed, and he said he called the indication
of the signals to Engmeman Eaton as soon as he saw them, at
which time the engineman had staited to apply the air brakes, and
he said the engineman acknowledged his call with a wave of s
hand, as was his custom, and then made a service application of
the an birakes Soon alterwards he again directed the engine-
man’s attention to the stop signals, but the engineman paid no atten-
tion to lnm and continued to loolk ahead The engineman then
1eached for the thiottle with lis left hand and for the sand valve
with the other, apparently to see that the throttle was closed and
the sand valve open, and then made another service application of the
ann brakes Shoitly afterwaids Fireman Van Loo saw the reflec-
tion of a headlight on an elevator m the vieimity of the switch,,
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v and called to the engineman to apply the an biales in emergency,

saying that his fiamn was not going to stop, at which time the
engineman sounded one blast on the whistle, calling for brakes
Fireman Van Loo started to get off on the left side, and then de-
cided 16 would be safer to get off on the engineman’s side and goi

L16 1 —View looking west engine 531 on left

back 1n the cab and ciossed over on the right side of the engine,
at the same time again calling {o the engineman {o apply the air
brakes and jump At this tume the engineman was standing 1n a
crouching position, with his hand on the brake valve, and 1eached
for the 1eveise gear, but he did not lmow whether or not the engine-

T1c 2 -—Engine 3403

man succeeded 1n reveising the engime At the time he crossed over
from the left to the right side before jumping, Fireman Van Loo
could hear the an blowing fiom the brake valve, but so far as he
knew the engineman had not apphed the air brakes in eme1gency
Fireman Van Loo did not think the first application of the brakes
decreased the speed, and said thal after that time he was not
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paymg much attentron to whether or not the speed was 1educed *
IIe further stated that he did not take charge of the engine himself
because ithe engineman had his hand on the brake valve and seemed
to be conscious of what was going on, and also because theie were
only a few seconds in which to act, and he was busy tiying to get
off himsel{

Conductor Wells, of train No 1, who was riding n the forwaid
end of the second car, said his first knowledge of anything wiong
was when he noticed the tiaim-oidexr board 1n the stop position, and
at the same time the engineman sounded the wlastle signal fou
brakes and the conductor felt the nakes being applied  Neither he
nor Flagman Casey noticed any application of the a1 biakes until
probably a few scconds before the collision occurted On getting
off immedhately after the accident, the conductor saw the easthound
tram-or1der boaad displaying a clear indication and the westbound
tram-order board displaying a stop indication, wlnle the flagman
said all signals weie set against his tramn

(eneral Foreman Cullom found the lnake valve of engine 8403
1n the emergency position and the 1everse pear two o1 thiee notches
hack of center  The driving-wheel brake shoes weie Inuned blue
He examined the tiack for a distance of several hundred feet but did
notl, find any evidence of sand having been used

All the ewvidence 18 to the effect that engine 3403 was 1 good
working order and that the a1 Inakes had worked propeily at all
tumes, no diffienlty haiing been experienced m stopping the tiamn at
vartous points en 1oute  The an brakes had been thoioughly wn-
spected befoie deparling from Clucago, while 2 running test had
been made before leaving Chillicothe, 100 9 miles fiom FEast Foit
Madison Stopsweie made at Edelstein and (Gialesbuig, 92 9 and 53 5
miles,1espectively, fiom East Fort Madison  The speed was also ma-
terially 1educed 1 accordance with mumeipal 1egulations while pass-
ing thiough Stionghuist,22 1 miles from East [Foit Madison  Ttwas
also stated by employees who handled the undamaged equipment
after the accident that the air biakes weie 1n good worling oider
The mnvestigation also failed to bring out anything to indicate that
Engineman Eaton had not been mm good physieal condition up to
the time the train appioached the pomt of accident

CONCLUSIONS

This accident was caused by the faluie of Engineman Eaton of
train No 1, propeily to obseive signal indications

While there 15 no evidence to indicate whether o1 not Engineman
Faton saw the mmdication of the distant signal, the statements of

TFireman Van Loo indicate that he saw the home signal and the traimn-
.

T
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order board mn the stop position, but for some unknown 1eason he
took no effective measures toward bringing lus tiain to a stop  Ts
actions in this particular suggest that in some way he may have been
so meapacitated as to be unable to take proper steps  Under cireum-
stances of this character, the conduct of the fireman 1s governed by
1ule 494 of the Rules and Regulations of the Operating Depar tment,
which rule 1eads as follows

“They must watch the engimeman, and in case he should fail to
promptly ohey signals, sec. that he 1s not disabled Tt the engmeman
becomes suddenly disabled o1 can not be kept awake, stop the train
and 1eport to the conductor ™

When Fueman Van Loo first directed the engimeman’s atten’1on to
the signal indications there was still time for the engimemantto have
stopped the train, but in view of the fact that the engineman seemed
to be alert, acknowledged the mndication of the signals to the fireman,
and had his hand on the nale valve appalently making an applica-
tion of the brakes, the fueman said he had no reason 1o suppose 1t
would be necessary for him to take chaige of the engine, and when
he finally 1ealized that theie was danger of an accident he was en-
gaged 1n preparing to jump

The circumstances sutiounding this accident raised a question as
to the condition of the air-birake system, but aside fiom the ap-
palent physical mability of the engineman to operate the brakes, and
the one blast of the whistle sounded by him just before the accident
ccomred, theie 1s nothing to support this theory, while thete s
abundant evidence of a positive character that the brakes weie 1n
good condition

I'his accadent again forebly duects attention to the necessity for
autoniatic tram-stop o1 tiain-contiol devices which will intervene to
stop a tiamn 1n case an engineman, for any roason, neglects or fauls
properly to control 1t when appioaching a point of danger In this
case adequate signals were provided, the distant, home, and tiain-
o1der signals were all displayed against tram No 1, and the fircman,
who was fully alive to the situation, called a warning to the engine-
man, which was appaiently undeistood and acknowledged DBut due
possibly to sudden or momentary mental lapse or physical mcapacity
o1 other unexplamned reason, the engineman faled to control o1 stop
his train, and it proceeded unchecked until 1t collided with the
opposing passenger tiamm  Under these conditions, 1t was merely
extieme good fortune that theie was not a greater number of fatali-
ttes  The failuie of an experrenced engimeman, 1n chatge of an 1m-
portant passenger train, propeily to control s train and to stop be-
fore passing a danget pomnt 1s a matter of giave concern, particu-
la1ly as in this case, when theie were apparently no circumstances

r
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of an eatenuating chaiacter but the operating conditions were such
as are commonly and fiequently encountered in railioad seivice
Had a smtable tramn-contiol device been 1n use at this pont this ac-
cident wonld undoubtedly have heen prevented and the i oduction
and use of such devices 15 necessary to guard against the oceurrence
of siumlar accidents 1n the futuie

The employees involsed weie experienced men  The crew ot tiain
No 1 had been on duty a Iitlle more than 6 hous, after 24 hows o
mote off duty  The ciew ol tiain No 2 had been on duty less ihan
an hour, after % hours or moie off duty

Respectfully submatted

W P DBorrLaxp,
Chiep, Bureaw of Sujety

MASHINGTON GOVIRNMINT PRINTING OFFICE 1927
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