
IT RE INVESTIGATION OF AN ACCIDENT "HIGH ^CCURRED ON THE 
ILLINOIS CENTRAL RAILROAD AT „TLSSa I O ^ A , OJ JANUARY 
30, 1521, 

L'iarch 22, IS 21. 

Or. Janaary 3C, 1221, tnere was a rear-end collision 

between & freignt train ani passenger train on tne Illinois 

Central Railroad at Vjilke, Iowa, .jfiici resulted in tne death 

of 1 employee and tne injury of 3 passengers and 2 employees. 

After investigation of this accident one Cnief of the Bureau 

of Safety reports as folio-irs-

Location 

Tne Waterloo District, on »t.iich tnis accident occurre 

extends oet^een Waterloo a.n.1 iort Dodge, lo *a, a distance of 

99.1 miles, m d is a singie-_ra.c>: line over r m c n trains are 

operated oy time-table a.±~A train orders, no block-signal system 

being in use. Approo-onmg tiilke from the east the track is 

tangent for approximately 4 i^iles, the grade for a distance of 

2,300 feet varies from 0,372 to 0,5 per cent ascending. The 

weather was misty. 

Descilption. 

Westbound freight t r a m extra 1881, consisting of 42 

cars and a caboose, hauled oy engine 1SS1, w&s in cnarge of 

Conductor Bariett m d Engineman Harnett, It left Waterloo 

at 2 d,.m., passed Allen, the last open telegraph office, 4.8 

miles east of T.ilie, at 10.30 a.,u., headed into tne passing 

tracK at Wilke and was cle^r of the m a m line at about 10 11 

a.m. The ere*; was unable to close the switcn, and at about 

10.52 a.m., while standing on the passing track, the rear end 

of this t r a m was struck by t r a m B&o. 15. 



Westbound passenger t r a m No 15 consisted of 1 ex­

press car, 3 mail cars, I refrigerator car, I baggage car, 

1 smoking car, 1 coacn and 1 Pullman sleeping car, m the 

order named, nauled by engine 117 5, and was m charge of Con­

ductor iHc&onagle and Engineman Livingston. It passed Alden 

at 10.45 a.m., 4 minutes late, headed into the east passmg-

tr^ck switcn at Wilkem <=md collided with the rear end of 

extra 1831 while travelling at a speed estimated at from 30 

to 50 miles an hour. 

Tne C c L D o o s e and six cars on the rear of extra 1381 

were destroyed. Engine 1175, and the first, third and fourth 

cars in its train, wvere derailed, but none of the equipment 

of t r a m No. 15 was seriously damaged. Tne employee killed 

w a s tne fireman of train No. 15. 

Summary of evidence. 

After extra 1861 had gotten into clear and stopped 

with tne caboose aoout 4 car-lengths from the switch, Con­

ductor 3arrett saw that Flagman Atkinson was having trouble 

with the itch and ran back with a flag, wnich ne gave to 

tne flagman and tnen sent him back to stop train Ko, 15, 

while he himself tried to close the sftitcn. Flagman Atkinson 

went ba.cj£. and he said that the engineman of tro-m No. 15 

acknowledged his stop signals when about \ mile from the 

point of accident but did not apply tne brakes until after he 

nad passed nim a distance of axout 600 feet. There is a 

bridge about 1,700 feet from the switcn, and Flagman Atkinson 

thought he had reached a point A i t m n 3Q0 feet of this bridge 
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L-nen trie t r c m passed him, running at a spaed of aoout 40 

or 50 m i s s an nour. Ihese statements of Flagon AtKmson 

..ere suest^r/tially oorrooo^ted oy those of Conductor Barrett, 

who added that ne also gave nand stop signals ..lien t r a m 

No, lo was abcat 15 or 20 C a r - l e n g m s fro.̂ . tne switcn 

Engineman Livingston, of t r a m No. 15, said ne sa? 

tne flagman not more tnan 10 carler.gtns distant, the flagman 

being about naif way oetwssn tne bridge ani tne switcn. The 

sp^ed of nis t r a m at this time was about 60 miles an near 

and he said tnat ne at once snat off stean, nade a 20 or 25-

pcund brake-pipe redaction, m d opened tne sanders. As the 

train passed tne flag^jr. he La a hir. giving violent stop 

signals, out ne said ne ^ s m i e r tne impression that the 

trouble .us at tne jest end cf tne passing track a n d that an 

emergency application of the brakes .Jas not necessary Ke 

said ne could not determine the position of the switch, until 

it jvas only 300 feet distant- at about this time ne saw the 

conductor giving stop signals^ realised tnat tne switcn was 

open, and tnen placed the brajre t t C L 1A . e m tne emergency 

position. Engineman Livingston did not think he could have 

stopped his t r a m even if ne had L a i s an emergency application 

of tne air crakes as soon as he Sa» T tne bra^e^an. Tne front 

cab window on the engineman s side was a double »»indo«v, and 

was not equipped with a clsar-vision wmiorf Conductor 

McGonagle, of t r a m No. 15, said tnat his first knowledge 

of anything wrong men the air orakes were applied m 

emergency, at i-niicn time the traim was m the vicinity of the 



sari ten, travelling at a speed, of 35 or 40 miles an hour; he 

thoagnt tne collision occurred a few seconds afterward Con­

ductor J.cGtoi.agle nad not noticed? any service application of the 

brakes or reduction in the speed prior to the emergency ap­

plication. 

While the statements of Engineman Livingston in­

dicate! tnat the view was very materially obscured on account 

of tne weatner conditions, tne engineman of extra, 1881 said 

ne cou.ld see tne indication of the switch target, a distance 

of about 1,000 feet, while botn tne engineman and head brajce-

iuan, from tneir positions near tne head end of their 43-car 

train, sere able to s e e tne flagman trying to close the switch 

and then go back to flag t r a m Wo 15. Conductor Barrett 

and Flagman Atkinson said the track could be seen a distance 

of l\ miles, wmle tne conductor of train No. 15 said he 

thought tne in&itner conditions urould sligntiy interfere with 

an sngineiucun1 s view of a flagman. 

Tne crew of t r a m first No. 62 nad used the switch 

a short time before tne arrival of extra 1881 and experienced 

no difficulty m handling it; this w&a also the case when Head 

Brakeman Cameron, of extra 1881, opened the switch at the 

U i e his train headed in on tne passing track. Flagman Atkinson 

did not ^a.&e amy thorough examination of tne switch wnen he 

found tnat ne could not close it but Conductor Barrett said 

ne f o m d ne co^ld only aove tne switch points about an inch 

and on examination fooni tnat a bridle rod connecting the 

s«iten points was o m d m g against one of tne head olock ties. 



7/hen RoculmcLSter Rogers reached the scene of the 

accident ne saw that the ondle rod nad been binding on the 

west head block, the binding taking place on the south side cf 

the north switcn point o,ni on the north side of the south 

switcn point, also on tne south side of the so^tn rail where" 

tne end of the rod nad hit tne head olcck. Tne track walker 

nad been over this portion of tne track on tne morning of the 

accident and at that time had noticed nothing wrong with the 

suiteh. 

Conclusions. 

This accident las caused by the failure of Engine-

man Livingston, of t r i m No. 1 5 , tc be governed by the stop 

signals of tne flagman and tne conductor of extra 1881 and 

tne indication of tne switch target of tne east passing track 

switch, 

Tne evidence indicates tnat Flagman Atkinson at a 

minimum estimate vias back nearly 1,000 feet from tne switch, 

and it also appears probaole that his stop signals could 

nave been seen at least twice tnat distance. Under these 

circumstances, had Engine nan Livingston been maintaining 

a proper loo±L-out he snould nave been able to see the stop 

signals of the flagman m ample time to bring his t r a m to 

a stop before entering the passing-track switch. Both his 

own statement that he assumed the flagman was flagging for 

some condition at the west switcn, and tne conductor's state­

ment that the brakes were not applied until immediately be­

fore the accident occurred, as well as the flagman's state­

ment that the brakes were not applied when t r a m Ko. 15 
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passed m m , m-nCate tnat Enginema-i Livingston did not 

promptlv tciice proper action to stop his train after being 
i 

flagged. 

Tne investigation indicated tnat tne difficulty 

experienced m closing tne switch was due to the creeping 

of tne rails, out it was not determined exactly wnen or 

under j.nat circumstances tnis creeping occurred. 

Engineman Livingston .»as employed as 'a fireman 

in 1889 ina was p r o m o t e d to engineman m 1897, his record 

was good. 

At cue tii.e of the accident tne crew of extra 

1881 n a d "been on duty nearly 10 hours, after nearly 11 hoars 

off duty; the crew of train No. 15 nad been on duty from 

Z\ to 5 hours, after periods off d u t y varying from about 24 

hours to aoout 32 hours. 


