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To the Conrnission • 
Oeoeniber 2, 192 J, theie vas c rear-end col­

lision betvveen t,/o freight trains on the Chicago r± North 
jestern Railway at Peoatonica, 111,, resulting in the injury 
of three live stock attendants. 

Location and method of operation 

This accident occurred on out)division 3 of the 
Oaleno Division, extcaiin1: botv een <*est Jnicago, and Free-
port, 111., a d istanc e of 90.9 miles, m tne vicinity of 
the point of rccident tins is c single-track line over whicn 
trains are operated by time-table and train orders, and 
manual block operation 13 m effect between Pocxford and 
Freeport, 111., located L4.5 miles e^st and 13.6 mles -est 
of ^ecatonica, respectively, from. 6.30 a.m. bo 4.15 p.n., 
exeent Sundays, at the time or this accident the block 
system "/as not in effect. The accident occurred at a point 
33 feet east of tn^ depot at ^ecatonica, aoproachi-ir this 
•point from the west the track is taneent for nore than one 
mile, followed by a 1° 55' Curve to the 11 gat 2,123 feet m 
length, the accident occurring on this carve at a point 
606 leet fron its western end. The grade for eastcound 
trains is 0.195 per cent ascending at tne point of cCoident 
There is a passing track on the souch side of the Min track, 
the Passing tiack is 1,526 feet m length and its east switch 
is located 94 5 feet east of the deoot. beveral otaer tracks 
lead off the massing track, vrieh "/as unoccupied at the time 
•f the accident. 

Undei the rules when a tram stops under circum­
stances in which it mov oe oveitaKen by ^notner train, the 
flagman must go back immediately with flagmen's signals a 
sufficient distance to insure full protection, placing two 
torpedoes, and when necessary, in addition, displaying 
lighted fusees. /hen recalled and safety to the train will 
•permit, he may return. The rules, also provide that all third-
class trains mist approach and pass all stations, sidings, 
fuel and water stations at restricted saced expecting to 
find tiains within the switcnes or taking coal or v/ater, and 
will be aiepartd to stop unless tne main, track is seen or 
known to be clear. fxams occepyin? m a m track at such 



points will protect, a^uinst all trams whore the vie* m 
obscured by io',, stores or track curvature, or otnrr causes 
requiring additional safeguards. 

Owing to the depot end a water tink located 2^0 
feet west of the depot n e m e ; on the inside of the curve, 
the vi el* of the left marker of a caboose standing at the 
point of collision is restricted to a distance of P43 feet 
from the enginemanT s side of the cab of an eastbound engine, 
wnile a clear view of both markers can be h^d for ^ distance 
of 560 feet. 

Tho weather j?b el^ar at the tiTiO of tho accident, 
which occurred oetveen 6.10 rnd o.l5 p.m. 

Descrjption 

fastoound f r m r ht tiam extra 1154, on arrival at 
Pccatoniea at b.?0 p.m , axnrdin" to tho trail sheet, con­
sisted of three cars of stock aid i caboose, hauled by 
engine J154, and was m charge of Condaetor <ahl a ad "Jn^ine-
nan Dyer. The train was left standing on th, mam track 
with the rear end of the caboose "just ê  st of the depot, 
while the engine inas cut off ani proceeded to tne stock 
chutes, located south of the nam tne:, in order to nick 
up some cars, while standiny at this ooint the caboose v̂ as 
struck by tram Jo. 738. 

Sestbound thur d-cle&s freight tram ;'o. 733 con­
sisted of 12 cars and a caboose, haaled by engine 1375, and 
was m charge of Conductor Schluetter and mgineraan Shriver. 
This train left Freeport at 5.40 p.m., eccordms to the 
train sheet, 10 minutes late, and strick the rear end of 
extra 1154 while traveling ut a sneed variously estimated 
to have oeen between 5 e nd ZQ miles ner near. 

The caboose of extra 1154 , as telescoped by engine 
137 6 a distance of about 13 :eet, the J orward end of the 
caboose beinc, driven about :> feet into the stock car ahead 
of it; the caboosu and three stock cars were driven ahead a 
distance of obout 800 1 ect by the force of the iraoact. 

Summa r y of e vi d en ~ e 

Conductor .anl, of ext^a 1154, stated fchet ne in­
structed the head brakeman to protect M a m Street Crossing, 
located about 2 25 feet psst of tne depot at feeato^ica, 
and that he toon the flagman alonr to assist m switching 
operations ..md to help l o a d stocA, leaving the caboose and 
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three cars standing an the n̂ iti treoK unprotected, although 
the markers v, ore aurnma; properly, ^ftei bhe caboose and 
three oars had been standing on the m a m track about 5 0 or 5 5 
minutes the collision occurred. Conductor âhl admitted that 
he had not afforded proper protection to the rear end of 
this tiam as required, saying that he had a time-table m 
his possession and was fully aware of tram ? To. 738, but 
that his engmeman was not familiar with tne work and as a 
result the moves made were slow, more time being consumed 
m pei forming the work than ne had ant icinated, he did not 
realize how muoh time had elapsed, and thought it was not 
yet 6 p.m. v. hen tne collision occurred- He stated he had 
intended to provide protection from that time on if his 
own tram had not dennted from Pecotonica nr. or to that time. 
Conductor Xahl farther stated that hod the omoose and three 
cars been pLmed on the passing track, when ne sa/J that the 
stock was not loaded, the accident v. ould have been avoided. 
Head Brakeman Ouillouy was unaware of anything wrong prior 
to the accident. 

Engineman Shi lver, of tram lo. 738, stated that 
the s^eed of his train \ms about 15 miles oer houi on massing 
the west switch of the passing track and that approaching 
the depot he nad the air brakes applied in full service, in­
tending to bring his own train to a stop with tne caboose at 
the depot m order to ste IX there was a c m of milk to be 
moved. On account of the auive his headlight did. not slime 
upon the caboose ahead, and. lie was at tne water tank before 
he got a good view of both markers, he moved the brake val"vo 
handle to the et-mpency position, and est mated the speed 
of his train to hive been reduced to about 5 mile., ner hour 
at the time or the collision. The air brakes worked properly, 
out he did not trunk tnat an emergency effect obtained 
offing to the previous service application. Engineman Shriver 
thought the no .son for the caboose and three cars being 
driven ahead about 200 feet by the force of the impact, al­
though he estimated the speed of his own tram to have been 
5 miles per hour at the time of the collision, was because 
the caboose and cars n, d been stand.ing so long that the 
brakes probmly leaked off. Statements of Fireman McKeown 
corroborated those of Engmeman Shriver, Conductor Schluetter 
t i e s riding m the cabouse and estimated the speed of his 
train to have been about 15 miles ier hour at the time of 
the collision. 

Conclusions 
This accident was caused ny t^e failure of Conductor 

Wahl, of extra 1 1 5 4 , to see t o it that oroner protection 
was afforded to that portion of his train left standing on 
the m a m track, and by the failure of .Engineman Shriver, of 
tram No. 730, properly to control the speed of his train 
approamms the depot at Per atonic a t 
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Conductor h'ahl should ha^e provided for flag pro­
tection or snould have left the caooose e 'id three cars 
standing on the passing track, which was unoccupied, in­
stead of leaving them on the mam track, when the engine 
was cut off and proceeded to the stock chutes. By so doing 
the accident vould have t pen avoided. As it was more time 
was consumed m making the switching movements than he 
anticipated or realized, the caboose and cars being left 
standing on the main track about 50 or 55 minutes. Conductor 
vVahl acknowledged nis failure to provide proper protection 
as required. 

Engmeman Shriver snoild have approached the depot 
under full control, especially so when nis view across the 
inside of the curve vms obstructed ay the deaot and water 
tank, and then the accident could have been averted. While 
he estimated the snced of his train to have been 5 niles 
per hour at the tine of the collision, the distance the 
caboose and ti ree cars ',eie driven ahead on the slightly 
ascending grade by the force of the inroact, indicated that 
the speed was probably m excess of his estimate. 

Conductor 1/ahl entered tho service on July 3, 
1919, Engmeman Ghr±ver entered on September 15, 1901, and 
v<as promoted to engmeman on January 1, 1907. At the time 
of the accident none of the employees involved had been on 
duty m violation of any of the provisions of the hours of 
service l^w. 

he sr> ect fully submitted, 

7. BOHLAITO, 
Dirocto r-


