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INTERSTATT COMMERCE COMI'ISSION

REPCRT OF THE DIRECTOR OF THF BUREAU OF SAFETY IN FE
INVISTIGATION OF AN ACCIDCNT WiIICH OCCURRED ON THE
CHICAGO & ALTON RAILROAD AT COVEL, ILL , ON
FEBRUARY 19, 1931,

Merch 13, 1931,

To the Commission:®

On February 19, 1831, there was a head-end collision
between a pasecenger train and a freight train on the
Chicago & Alton Railroad at Ccvel, I1ll,, resulting in the
injury of four pascengers, two mail clerke, one express
messenger, and three employees.

Location and method of operation

Thig accident occurred on Subdivision 2 of the North-
ern Division, extendiag betwoen Bloomington snd Roodhouse,
I11., a digtance of 110.6 mrles, 1in the vicinity of the
noint of accident tlis 1g a single-track line over wvhich
trainsg ars operated by tine-teble, train crders, and a
manual block-signal system The accident occurred on the
main track at a point 366 feert wegt of the eact gwitch of
the passiag track at Covel, approaching fron the eost,
ther= 18 a 1° curve to the right 1,157 feet in length,
foliowed by 1,439 feest of tangent %o the switch, this
tangent extending for a considerable distance beyond that
voint Tne grade for westbhound trains 1s 0.17 per cent
descencding The passing tracl parallele the rnain track
on the south

The weather w-g foggy at the time of the accident,
which occurrea about 6 57 e m

Description

Eastbound freight train extra 880 consisted of 37
cars and a caboose, hauled by engine 880, and was 1n charge
or Conductor Keyes end Erngineman Strunk. At Mason City,
38.7 miles west of Covel, the crew received copy of train
order Mo. 12, Form 19, reading as follows:
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"Wo 41 Motor 186 meet Extra 820 esst
at Covel No 41 take siding at
Covel "

Extra 880 departed from Maccen Cirty at 5.30 a.m , according
to the train sheet, and on arrival at Covel was brought

to a stop on tine »nin tracl clear ou the esst switch of
the passing track at akout €.50 # m., where 1t was struck
shortly afterwards by train No. 41

Westbound pasesenger train Yo 41 consisted of gas-
electric .wotor car !I-18 and woccen trailser coach 763, and
was 1n charge of Conductor Williamg and Engineman Foreman
At Bloomington, 1ts initial terminal, € 2 miles east of
Covel, the crew received copy of train order o, 12, Form
31, previcuely guoted., Truin No. 41 departed from Blooming-
ton at 6.49 a.m , according to the train sheet, four
winules late, passed the emst switch of the passing treck
without stopping, at wnich por-i 1%t should have taken the
s1ding, and collided with extrs €230 while 4ravel.nz at a
speed eptimated to have been about 15 miles per hour

The motor car was considerably damaged, none of
the squipument in either train wae derailed

Sumary of evidence

Engineman Strunk, of extra 880, stated tha*t he
brovght his train to a ston on the main track by means
of the straight air, clear of the east switch of the vase-
ing track at about © 56 a m It wasz very foggy, visibility
being restricted to about 8 or 10 car-lengths, and the
Talls were very slivpery A pounding noisge had developed
on the laft side of the engine end just after the train
came to a stop the engineman got cdown o~ that side and
trist to locate the trouble. When he got down he could
see the reflection of the headligcht of the motor car
about 15 or 20 car-lengths distant,1t appearing tkrough
the fog like the mocon does through the clouds, and
shortly afterwards the collisicon ogourred, at which time
the air brekes were set on his engine, but not on the
cars in the train, ne est'mated the speed of train No
41 to have been froa 15 to 17 mileg per hour at the time
of the accident. Engineman Strurk furtner etated that the
headlight on his own epgine w=2s burning at the time of the
accident Firernan Taylor thought that vision was restrict-
ed to about three or four car-lzngths, his other state-
ments were similar to those of Ingineman Strumnk, excevt
that he thought his train had been stending about two
minutes. Head Brakemsn Perry stated that visibility was
restricted to ebout 10 or 12 car-iengths turourh the fog,
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when his tr in stopned ne i1mmediately got down on the
right si1de and eterted for the switch, ond then he hesard
trein No. 41 sound the waistle, ro he startcd to run
tow=rd the switch, 1ntending to ocpen 1% and let the opposing
trnin enter the passing treock without the necessity of
coming to a stop, but when he wes egbtill about one car-—
length from the switch traxin No. 41 passed him, at a speed
of about 15 miles per houar. Conductor Leyes sard that 1t
wes the practice for a trerin nolding the mein track at a
meeting point to open the switch for the opposing train to
hecad in, provided the trein helding the mein track arraived
there in time to de so. Stotements of Flagmean Langley de-
velopaed nothing additional of 1mportence.

Engineman Foreman, of trsin Mo. 41, stated that
vision vas consilderably rastricted through the fog and
lhat the riils were wet and in very poor condition for
breking purposes. He was fully aware that under the re-
guirements of train order MNo. 12 hig train was to take
siding 1n order to me~t extra 880 at Covel, was thoroughly
familiar with the physicel characteristics, and was not
confused as to nis location at any Time despite the heavy
fog. Approachiag Covel, he hearc the comaunicating air
whistle signal sounded by Conductor Williams calling atten-
tion to the meet, he shut off the motor and as soon ag he
saw the station whistling board, located 1,384 feet east
of the east gwitch of the pasring track, he opened the
gandere znd made about a 15-pound braXe-pipe reduction {rou
a prescure of 70-pounds, at vhich time the speed of the
train was about 35 miles per hour. The speed wes not
retarded properly, and he therefore made a eecond raduction
at which time the spesd was about 235 miles per hour, but
the brekes again did not respond properly, so he finally
went to emergency as a last resort, but feeling that 1t
would do no good; no release had been made from the first
reduction, and the brakee did not respond any more at this
time than they did from the first reduction When the motor
car had almost reached the switch he saw the engine of
extra 880 standing on the main track, and realizing that
his own train was nct going to get stopped ain timc, he
opened the door and junped just before the collision
occurred, estimating the speed at the time the accident
occurred to have been about 15 miles per hour. He could not
gay positively whether the wheels on the wmotor car btecame
locked,and the only reason he could attribute for the
failure of his train to get stopped 1n tirme was that the
alTr brakes did not hold or that the wheels skidded Engine-
man Foreman stated that he di1d not try the sanders before



gtarting on this trip te sec whether they worked preoperly,
and while he used them approscaing the meeting point, he
dicd nect see eny send on the rails when he walked back
aliter the accident A count of the ralls made 1m-
mealately after the accident, from thz point where .

he mwade the first brake-pipe reductioca to the east switch
of the paseing track, ghowed this distance to be 59
rax1l-lengths, or 1,770 feet, wnile the accident ccourred
266 feet beyond the swiuch, or a %total distonce of 2,036
fect. In conncoction with the air-brake test made at
Bloomington, prior to starting the trip, Engineman Fore-
men s21d tnat he started tha motor and cut in the pump,
but that tne air pressure did not pump up, due to the
front angle cock being open, After he closed the front
angle cock, the air pressure did not then pump up like

1t should, and he found the Wower valve partly open.

The car inspector had already signalled him to try

the brakee, wut tonere was not enough air pressure to try
them, and the car i1nspeztor waelked to the head end of

the train to see why the engineman did not try then. It
1s required tnat the air pressure be punped up tc within
5 pounde of the maximum before being tested, and the
maximum brake plpe pregsurce on motor car M-16 1s 70
pounds On thie occasion, however, after the pir pressure
hod been pumped up to about 68 pounds, the cngineman
tried the brakes, making a 20-pound brake-pipe :seduction,
and thce car inspector walked back, gave the sifnal to re-
lease and nodded his hsed, from which the engineman as-
gunad. that the brakes were all right. On leaviry Bloomirg-
ton he made a running test of the air brakes wh_le the
train was traveling at a epesd of abovt 10 milee per hour,
he felt the brakes take hold snd then released them im-
mediately, having depsrted from that point a little late,
end did not again use them until he nacde the first re-
duction approaching Covel. ZEagineman Forcman stated

that while he did not heve stonderd brake-pipe rressure
whea he tried the air bra%ers at Bloomington, after
getting started the governor allowed the mein-reservolr
presrure to pump up Lo between 110 and 120 pounde before
1t opened When he arrived at the motor cs1 that morning
he personally clesed the cut-out cocke of the brake
valvee, he was fariliar with the operation of the M-24-C
brake valve with which motor car 1-16 was equipved, end
ascerteined peforc sterting on the trip that the cocks
were 1n position for proper operation of the air brakes
on both cars of nis two-car ftrain. The breke valve
exhaust to atmoasphere 185 made through a pipe below the
floor of 1he cab, but the exhaust cen be heerd by the
engincman while the motor 1e running, provided the window
1s open, ®nginemrn Foreman coid that he heard t.ae exhaust
frombhe fairet brake-pipe rcdvction, but thet he did not
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remember hearing any cxhaust men the following two reduc-
tiong were made Ee was matieficd that the air brakee on
the trailer worked properly, bul he was not positive about
tnose on the motor car, due to the fact that —hen the cars
were moved after the acecident the brakes were sticking

on the tr-iler but not on *he motor rar, Enginemen Forcman
felt that he started braking in time to have gotten his
train stopned for the east passing-treck swvitch provided
the air breakes had respontded as he expected.

Conductor Williams, of train No. 41 stated that a
terminal test or tho zar brekes ves 1adc at Bloomington and
that waen the running test vas nacde on leaving that roint
the brakes seemed to zprly. Conductor Williams sounded the
communicating air walstle signrl calling attentlon to the
meet at Govel wlhen goout 1 or 12 miles east of the swvitch
Oh reaching a point about 40 or D0 rail-lengths fron the

ast switch, the coanductor felt tk= air brekes epply, at
lech time he estimated the epecd $o have been bprircen
35 ond 40 miles per hovr, although 1t riesht have be:n
more then 40 miles per hour When ke £ .1t tne ai1r brokes
apmlv he 1mmediately sterted woellzing Yovard the f ont
end of the crr, 1n order o be i1n pogition to open tae
gvit-h for hlr tro1a to tole sidirg, Le ¢i1d net feel ony
other air-bick. rrnlicebtlod nads rnd scid the momertun of
the trein wec ~Cu ﬁn*‘Jy re tosdcd Cordactor Williams
1 er 1401¢ then one applica-
tlon 7~ 196@, 107 "\r, ca thig occasion ng felt cnly cne
ai1r-brecke applic~ilon ard presaned thet 1t voe a gervice
applicrtion It mreg hir opirica thes vhoen tlie brakes
ere aprlizd, the vhecle locled and thn el.d on the
clippery roils

Car Inspector. Brerdley, at Bleomington, ctated that ke
ingpected th»* ai1r tr~%er o trioin Yo 4. when the terminal
test was male prior to ite dopertrre or the trip in ques-
tion Afler the brelag verz (rrolicd he erw that they vwere
get aad 2lso ex~m ned the prston traval, ther walked to
the rear of the trein, fourfed tae whigtle four times, ond
gotr tnn s the broles re¢9wsjﬂ Toe n1r brakes aprlied and
recleaced prove.lvy  He did not weosuire the pirston travel
oa this cceon ' oi, tut sitated 1rst 1t generslly measvur=d
abvo.t O inclic o, Thut they never allcewed 1t to reach €
1ncnes, and thet he had never seesu more than 6 i1anches of
pistcn ‘ulmre'r on o trazler. Air Broke Irstractor MeGlone,
hovever, etated tlat stondard pisten trovel neasured be-
treen 7 and 9 incacg.
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Machinist Szadabos, at the Bloomlngton roundincuse,
stated that after motor car 1'-16 arrived in the roundhouse
the night before the accident occurred, the alr eguipment
was tesgted, the pirston travel meagured 6- inches, according
to hie recollectlon no writiten record PaV1ng been made,
and he seid that the eand ran on both rails, forward and
backward, but tnat he did not notice now much sand was in
the boxes,

Subsequent to the accident, tests were made of the air
equipnent on motor car h-16 and trei1ler 763. As the pipe
leading to the brake valve from the main reservoir on
motor car !-16 was brcken off, thes breke valve could not be
tested 1n poeition The wvelve was taken from the bracket,
however, and 211 perts through the velve and through the
various gaskets we.e se~n to recister and were not obstruct-
ed 1n any way Tne cut-cut cocks beneath the brake valve
were 1n their proper positian for the hendling of the brakes
of thie car with the trailler, and the cut-out cock in the
crogsover pilne to the triple velve wees open

In order to nake o test of the triple velve ~nd breake
cvylinder of this equimnent, 1t ves necessary to put 2 cep
on the breke pipe leading to the breke velve on the engine-
man's end of the car. The triple valvae was found Lo be
functioning properly The pieton travel existing at the
time of the accidcnt could not b= determined, es the top
rod and eguelizin lever to the forverd truck werc broken
of f All parts thet 1t tes possible to test, however, in-
cluding the slack adjuster, furctioned propsrly

Test was then iade of the aig brzkes of trailer car
763, the piston travel measvred 6% inches, and the enuipment
was found to be in proper operating coanditicn

Inspection of the sanders on motor car 1-16 disclosed
that the send pipes were broken off aes a result of the
accident, but the sand valve was 1n the running position,
i1ndicating thet the sanders had not been opened. Wet
sand was found i1n the sand boxes, epparcntly causad by the
water frow tn= broken radiator.

In a report submitted by llaster Mechanic Branch, Air
Brale & Mechanical Instructor lcGlone, eond Road Foreman of
Enginaes Meztyard, they stated that they were positive there



were no mechanical defects existing on motor car M-16 that
could 1n any way have contributed to this accident

Concluelons

Thig eccident was caused by the failure of Engineman
Foreman, of %train Mo 41, properly to control the speed of
his train apvroacnin. a weeting point

Engineman Foreanen was fully aware that under the re-
quirements of trcin order No. 1z, his train vas to teke
s1ding to meet extra 880 ot Covel, and he stoted he was
not confusecd a2s to his location at any time, despite the
heavy fog. The point where he said he firet begen braking
wes located by him a8 being 1,770 fest fro the east switch
and 2,036 feet from the point cof aceldent This chould have
heen sufficient distance 11 which to ctop, unlese he greatly
undercstimated his speed ZEnginerian Foreman further stated
that he obtzined no effect frowm the sccond and third brake-
pipe recductions Acrordaing to itests wmade aster the sccident,
however, the brakes on the trsziler were in good conditicn,
the only thing noted being that occasionally tne triple
va lve would not asswie the releare position after en
emergency application, no definite information concerning
the brekes on the motor car could be obterined, duve to
danage resulting from the accident, exceptv that the appli-
ances for operating the tizke system weres 1n good condition
Under these circumstances, no positive statement can be made
as to the efficiency of the brzskes as a whole, but 1 there
vas anything wrong, 1t should have bern discovered before
reaching the meetinc point As 1t wag, Engineman Foreman
huriied throuegh the terminal test at Bloomington, finelly
making 1t from a brake-pipe pressure legs than that reouired,
and 1t 18 evident fron his statements that he made only a
very perfunctory running test alter leaviag that point. It
was his duty to kncw whether he had efficient brakes, znd
he should havec mede c¢zrtezn thet nis tests were adecuate
to determine this foct.,

, All the emplovees comprieing the crewg of the 7o
trains were experienced men, at the time of the accident the
crew of trein No. 41 had been on duty less than 1 hour, and
th% crew of extra 880 legs than & hours,prior to which they
ha }%eon off duty for 17& hourg or more.

Respectfully submitted,
W. P BORLANMD,

Director.



