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INTERSTATE COM'GRCE COMMISSION 

REPORT OF THE DIRECTOR OF THE BUREAU OF SAFETY IN RE 
INVESTIGATION OF AN ACCIDENT WHICH OCCURRED ON 
THE TOLEDO, PEORIA & WESTERN RAILROAD AT FORREST^ 
ILL., ON DECEMBER 21, 1929 

January 29, 1930. 
To the Co^mission* 

On December 21, 1929, there was a head-end 
collision between a freight tram and a road enrme 
L aking up a tram on the Toledo, Peoria & Western Rail­
road at Forrest, 111., which resulted m the death of 
one employee and the injury of one e iployee This 
accident was investigated m conjunction with a represent­
ative of the Illinois Commerce Com/iission 

Location and method of operation 
This accident occurred on the Eastern Division, 

waich extends between Effner, Inc , and Peoria, 111., a 
distance of Hi 1 miles, m the vicinity of the point of 
accident this is a single-track line over which trains 
are operated oy time-table ana tram orders, no block-
signal system being m use At Fori est the eastern yard-
li at termnates at mile post 46, the accident occurring 
at a point 123 feet inside of this mile post. Approach­
ing the point of accident in either direction the track 
is tangent for a distance of more tnan 3 miles, while 
approaching from the east the grade is level for a dis­
tance of 3,400 feet, from which point the grade is 0.S67 
per cent descending for a distance of 4,403 feet to the 
point of accident " There is a siding, known as the "hill 
track", 2, 778 feet m length, which parallels the a m 
track on the north, the east switch of this track is 
located 1,583 feet east of 7,P. 46, and there is a cross­
over extending eastward from the n a m track to the m i l 
track, the iain track crossover switcn heme 312 feet 
west of y P. 46 At a point 1,274 feet west of li.P. 45, 
the tracks of the Vtabash Railway cross those of the 
T.F.& ^. Railroad at grade. 

The weather was clear at the tine of the 
accident, which occurred at about 9.26 a.m. 

Description 

Engine X'-i., heaaea east, was in charge of Co I-
ductor Overackcr and Encinenan I. R . Smith, and at the 
Gi.e of the accident tho crew was aaking up a tram ore-
earatory to proceeding eastward. This engine had pro-
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ceedecl to the east end of the hill tiack, where two 
cers vere nicked up behind the engine, and it then 
returned to the m a m track and backed to a point just 
east of t̂ d east yard liSiit and a few car-lengths egst 
of a cut ot cars coupled, behind engine 33, which was 
standing on the m e m track waiting for a Wabash tram 
to clear tho crossing. After engine 14 had stood a t 
this point several minutes, the engmeman observed a 
1 estbound train approaching, and m an attempt to avert 
an accident he moved backward into the yarn liuits until 
stooped by the cut of cars coupled to engine 33, the 
collision occurring immediately afterwards. 

'"nestbound freight train extra 43 consisted of 
35 cars and a caboose, hauled oy engine 43, and was m 
charge ox Conductor Monce and Enqunenan Coppock. Tnis 
train departed fion Effner, 48.2 miles east of Forrest, 
at 4.50 a , , left Chattsworth, 5.9 miles fron Forrest, 
at 9.07 a. i., and entered the yarn limits at Forrest and 
collided with e n g i n e 14 while traveling at a speed 
estimated to have been between 18 and 20 miles oei hour. 

Sngme A3 war considerably damaged and had two 
pairs of drivers cherailed, the rear of the tendir was de­
railed to the left. The first 12 cars m extra <"3 .vere 
derailed and scattered m various positions along the 
light of way, tin eo oi then bemp demolishec and tne bal­
ance more oi less Damaged Engine 14 was derailed but r e -
, amed upright in a badly-damaged condition The two 
cars coupled to this engine came to rest across the hill 
track, the first car being destroyed and the second car 
badly damaged, while the two cars coupled to engine 32 
weie also derailed and destroyed. The employee killed 
vas the fire an of extra 42, ana the employee injured 
was tho engine Mn of engine 14. 

Summary of evidence 

Tngmeman Smith, of engine 14, stated that 
axter leaving the roundhouse, hia engine entered tno hill 
tiack aiid proceeded to the crossover switch, backed 
tniough the crossover, and then continued eastward on the 
iain track to the east end of the hill track, where two 
cers wure oicked up, after ' Inch a return movement over 
the /.am track was ra::e. The cut c± cars was brought to 
a stop a short distance fro . the engine and cut of cars 
standmf at the Wabash crossing, waiting for a passenger 
tram to clear the crossing About five mantes later, 
ne observed extra 43 accroaching fro i the east, and as it 
Wfs moving rather rapidly ne thought something was wrong, 
so he sounded one blast of tho engine whistle and backed 
o-j until his tram came m contact with the westoound cut, 
this taking none in order to give the approaching tinn 
ole-rty of room m which to stop. He thougnt extra 42 was 
'ovinp a t a speed of about 15 aulas per hour at tne time 
or the accident. 
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Foad Brakenan Kirk, of engine 14, stated that 
v r i l e standing on the t t f t of his own train, ho looked 
towards the east and saw a train approaching, and after 
signaling his engmeman three or four times that a train 
i-as approaching, which signals apparently were not 
observed, he started running eastward towards the engine 
and shouted a warning to the engmeman, he continued to 
run eastward until he was about 100 feet from the ap­
proaching train before ho realized that it was not going 
to stop, and he thm started towards the right-oi-way 
fence KG dio not hoar the brakes grinding v/hen the 
engine of extra 42 passed m m , which was at a point be­
tween 100 and 200 foot from the pomt of accident. He 
estimated the speed of that train a t 25 miles per ho or, 
although ho said that due to his inexperience ho was not 
a very good judge of speed 

Conductoi Overacker, of engine 14, stated that 
after instructing his crew to eret two cars fro \ the east 
eno of the hill trackt he, went to the freight house and 
became engaged m loading freight. After comnleting 
this task he started towards his engine, which had re­
turned with the errs, with the intention of instructing 
the crew to follow the westbound engine As he stepoed 
across the track he observed a tram approaching from 
the east, it then being m the vicinity of the east hill 
crack switch, but at that ti je he had no idea the ap­
pioachmg tram v.ould not stop as from his location he 
could not approximate its speea. 

The statements of Fnemail Wilson and Road Brake-
aian G. E. Smith, both of whom had had very little ex­
perience, brought out no additional facts of 1 ;ioortance 
a s to what transpired prior to the accident, 

Engmeman Coppock, of exxra 42, stated mat the 
brakes had been inspected by a car inspector, and tested, 
before departing from Effner, the initial station. Seven 
cars were picked up at Sheldon, 2 miles west of Effner, 
but no other cars were nicked up or set out after leaving 
that point Subseauently, four other stops were ~iade en 
route, the last being at Chatsworth, but in no insiance 
was any difficulty experienced m stopping, and upon 
leaving Chats1'orth he noticed, the air uauge registered 
90 pounds mam-reservoir and 70 pounds "brake-pipe pressure. 
There is an ascending grade - est of Chatsvorth and steam 
^as vorked until the tram reached a pomt about 1 ule 
east of Forrest, at which ti ̂ e the tram V i r a e moving at a 
speed of slightly over 20 mles per hour He then closed 
f-e throttle and nade a bra^e-pipe reduction of about 
five or six po mds for the ourpose of testing the brakes, 
and judging fro - the length of the exhaust, he thought 
the brakes were working through the entire tram. fnen 
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his engine reached a point just eest of the east hill 
trade switch^ or about one-half iiile f r o x i where the 
running test was lrade, he observed an engine standing 
on the main track, the fireman apparently saw it at 
about the sane xme, as the fireman shouted so lethmg 
xhat the engmeman did not understand. E lfine ian 
Copoock imnediately maoe a service application oi the 
brakes ana when he noted that the exhaust was very short, 
he moved the brake-valve handle to the emergency posi­
tion, this also failed materially to check the speed of 
the train, although ne thought the engine brakes were 
working orocerly He estimated the speed at the time 
the brakes were applied m emergency at 30 miles per 
hour, which was at a point between 1,200 and 1,500 
feet from the point of accident, and at 18 miles per 
hour at the time of the accident. It also appeared from 
Engmeman Coppock's statements that the front window 
and one sine window on his side of the cab were open, and 
that the visibility had been good for about 1 mile, ex­
cept at one point after star tine down the grade, whe^e 
tne engine encountered a small snow drift which caused 
the snow to fly to some extent, and at no time were 
conditions such that he could not deter une his location. 
Encaneman Coppock further stated that the short exhaust 
received uhen he applied the orakes in emergency indicated 
to him that the tram line had becone stopped up near 
the forward end of the train, after the lunnmg test of 
the brakes was made, and he-expressed toe opinion that 
possibly an angle cock could have been turned by some 
person who v,as riding on the train and who got off urior 
to the accident, he did not see anybody alight fro a the 
tiain, but said he had heard that some person had oeen 
seen to get off, although he did not know the name of 
'is informant. 

Head Brakeman Ruble, of extra 43, stated that 
after tne cars were picked up at Sheldo i, ha coupled up 
the air hose at the head end of the tram He rode on 
the fireman"s side of tne cneine between Chatsworth and 
the point of accident and noticed the engine lan use the 
brakes on two or three occasions after leaving Chatsworth. 
The engine encountered several snow drifts before reach­
ing Forrest, which caused the snow to fly consideraoly 
on his side of the engine, and this materially restricted 
Ins range of vision, m fact, it became necessary to 
close the side windows to keep tne snow from blowing 
into tne cab. As the t-"am approached the point of ac­
cident, he uae standing on the deck near the f ire ia-i's 
seatbox and the fire ran vas m the gangway between the 
engine ana tender trymg to get a view ahead, the fueman 
suddenly called to the engmeman to apply the brakes, the 
collision occurring very shortly afterwards. Head Brake-
man Ruble did not see the engine standing on the lain 
track prior to the accident, and was of the opinion that 



the fireman was the first to observe it, as the brakes 
vera not applied until the fireman had called to the 
enginenan. Head Erakerjan Ruble also said that ne 
cic not hove enough experience to judge the speed of the 
train at the tine of the accident, neither could he 
estimate the distance the tram traveled after the fire-
i an shouted a warning. 

Conductor ./once, of extra 43, stated that be­
fore leaving Effnei, the tram was inspected and re­
ported by the car inspector to be m good condition. 
Alter piecing up the seven cars at Sheldon, he coupled 
up the air oh the seventh car and Brakeman Ruble coupled 
up the en<_ine. Two stops were liaoe by Watseka, once to 
. eet a train and once to take water and t/JO lore at 
Cctsiftort , once for the I C crossing and once in tne 
pabsmg trace, and on each occasion these slops w e e e iade 
by using tne a n brakes, wmcn appealed to function 
pioperly. He looked over his tram while it was standing 
on the passing track at the latter point waiting for 
a..other tram to pass, and as the head end of that tram 
was passLF lis caboose ,_ie blew the tail hose wnistle, 
and after his tram pulled out of the sidine he sounded 
]t again, \ hich indicated that the air was couoled 
chrough the tiair Between Chatsworth and the ooirt of 
accident he lookea at the air gauge m tne caboose on 
three or i o u r occasions, and m each case it showed a 
pressure oi 70 pounds. H e felt no application of the 
brakes until after the entire tram had passed over the 
sammit east of Forrest, and at tnat time the engine vas 
piobrbly in the vicinity of the cast hill track switch. 
This appeared to be a light application which causeo. the 
slacK to bunch and when the caboose rebounded he lost 
nis balance but as soon as he got up he was again knocked 
down by a second shocic, and he did not have ti n o to 
realize what was happening; or whether the brakes u e r e 

holding. Hu thought the maximum speed attained -iter 
leaving Chatsworth was not more than 35 miles per hour and 
estimated it at 18 or 30 miles per hour at the ti"c of 
the accident. Conductor Monce did not inspect the tinn 
until pfter the fireman had been removed from tne 
wreckage, vhich was at 11.53 a.n , and then ho walked back 
a.long the tram to the caboose and found all of the piston 
in braking position, although this would be their naterel 
position on account of the broken brake pipes resulting 
f r o i the accident. Ke was unable to inspect some of the 
derailed cars, the ends of v-hich were buried in the ,nd, 
but was present 1 hen a gondola, Vmch had been tne sixth 
car froj the engine, was picked up and found to nave a 
closed angle cock, this angle cock was of the self-locking 
type, the handle of vhich had to be raised before it could 
o e opened or closed. Conductor ilonce further stated chat 
at the ti ie he inspected the train at Chatswortr. he did 
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not see any unauthorized person on the tram, -\hile no 
one could have been inside any of the cars, as they were 
all loaded and sealec, Subsequent to the accident, 
however, he was lnforred oy the roadmaster that a nan 
had been seen riding on his train, and it was his opinion 
that if the closed angle cock found m the wreckage wee 
turned to that position prior to the accident, it was 
done by souie one otrer than an employee. 

Superintendent Eckard stated that the only 
reference he could locate regarding the yard limits at 
Forest i.a& General Order tlo. 19 , dated May 9 , 1919, 'hich 
fixed the eastern yard limit at mile post 46 and the 
vestern limt at mile post 4 7 . He had no knowledge a s 
to - hen t^e yard-lint boards were removed, as it had 
beea oone 1 ithout authority, but a s nearly as he coiId 
determine, they i*ere removed more than six months previous 
bo the date of the accident. Mi. Eckard also said that 
the angle cock which was found closed m the wreckage was 
discovered on Decenoer 23 while digging under the drawbar 
of the car m order to place a cable preparatory to 
picking up the cai, but his special agents vere unable 
to uncover anything to supuort the theory that it had 
been turned with malicious intent. 

The investigation developed that none of the 
employees involved knew the location of the eastern 
yard limit at Forrest, there being no yard-limit board 
to designate this point Engineman Smith, of engile 14, 

T i e s of the opinion'that it ^as about 400 leet east of 
tne east hill track switch, and, therefore, thought he 
was within yard limits when the cars were picked irom 
the east end of the hill track. Fireman Wilson heard 
there were yard limits at Forrest but did not know their 
locations, Brakeman Kirk understood the east yard li-it 
«as close to the east hill track s-itch but did not pro­
vide flag protection mile using the n a m track in tnat 
vicinity as he had not been instructed to do so, Brake-
man Smith did not know definitely and Conductor Overacker 
had not signed for the general order covering the loca­
tion of yard limits as he was not a conductor at the 
time it was issued, but he tnoup-ht the eastern yard limit 
vas 500 or 600 feet east of the hill track switch. Engine-
man Coppock, of extra 4 3 , vas of the impression that the 
yard linit began about at the east hill track switch, and 
Bralcenan Ruble did not know, while Conductor Monce started 
that he had not seen a yard-limit board but from informa­
tion obtained from other employees he understood it Tras 
a few feet east of the east hill track switch. 

Conclusions 
This accident was caused by the failure of 

Sngmenah Coppock, of extra 4 3 , to have nis tram under 
proper control ^hen approaching yard limits. 

file://-/hile
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Accorcing to the statements of Engmeman Coppock, 
no difficulty was experienced with the air brakes while 
making various stops en route, he also made a running 
test of the brakes when his train reached a point about 
1 lie east of Forrest, and the exhaust indicated, that the 
brakes were forking the full length of the tram, Uoon 
reaching a point m the vicinity of the east hill track 
switch, however, he observed engine 14 occupying the 
n a m track and at once made a service application of the 
brakes, it was on this occasion that, for the first ti ie, 
there appeared to be something wrong T. ith the brakes, and 
he immediately ^oved the brake-valve handle to the 
e ergency position but it seemed to have very little ef­
fect in reducing the speed of the tram, although he 
thought the engine brakes 7 ere 1 orkmg properly. Extra 
42 consisted of 35 cars and a caboose, with a tonnage 
of approximately 1,400 tons, and even m view of the 
0.667 per cent descending grade approaching the oomt of 
accident, it nould seem that the use of only tne engine 
brakes, wnich 1 ere found to have been m good condition, 
should have raterially reduced the speed of the train 
\ lthm the distance the train travellea, providing the 
brakes i ere handled m the manner described by Ongine^an 
Coppock. The damage caused oy this accident indicates 
that the speed probably ias higher than the esti lates of 
18 or 20 ules per hour, ana it is more than probable 
that if the accident had not occurred, extra 43 ,ould 
have collided --ith the passenger tram standing on the 
Wabash crossing, 1,151 feet distant. 

The rules provide that second and third-class 
and extra trains rust move ithm yard limits orcpared to 
stop unless the n a m track is seen oi kno u. to be clear, 
there is also a provision that yard livits will be 
indicated by yard-limit boards, and locations shown m the 
ti ie- table The yard limits at Forrest v ere not :arked 
by yard-li it ooards, and the locations are not shown m 
the current time-table, no'ever, a general order dated 
Hay 9, 1919, fixed the location of the east yaru limit at 
;ile post 46. While the accident occurred only 135 feet 
inside yard li nts, it was the opinion of all the 
employees questioned that the limits extended to or east 
of the hill track switch, located lore than 1, 700 feet 
from the ooint of accident, Enamne lan Coppock .'as 
familiar ith the locality and 'as not confused as to 
his location, and according to his understanding of the 
yard limits, he should have had his tram under control, 
as required by the rules, before it passed the ea&t 
switch of the hill track There should be no question, 
however, as to yara limits, and it is recommended tnat 
this phase of the situation be corrected immediately 
by the responsible officials of this railroad. 

Thile clearing the wreckage t «ro days after the 
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accident, the angle cock on the rear end of the sixth 
car in the tram I B S found closed The theory was 
advanced that tnis angle cock had been turned by Bone 
unknown person prior to the accident, but as this end 
of the car ;,as ouned m the earth the angle cock 
could easily have been turned during the course of the 
accident. Nothing could be developed to support the 
theory of a closed anele cock, and there seens little 
reason to attach importance to this discovery. 

Engine-man Coppock has been an engine nan on 
this railroad for 30 years and Firenan L. T. Smth. was 
employed m July, 1938. Conductor Monce entered the 
service November 21, 1929, as a brakeman, and was pro-
10ted to conductor on December 10; he had had 17 years' 
previous experience, 6 of which had been as a conductor. 
Flagman Shepard had been employed as a brakeman at 
intervals since 1918, T* hilo" Brakeman Ruble was an in­
experienced man. Engineman I., R Smith has been in the 
service as fireman and engmeman since 1930, Conductor 
Overacker was employed a brakeman during 1913, oemg 
promoted to conductor December 12, 1939, Brake lan 0. E, 
Smith was recently employed by this road but an ex­
perienced nan, having had six years' experience as a 
conductor, .mile Fireman Wilson and Brakeman Kirk Trere 
mpxpprrenced At the time of the accident none of these 
employees had been on duty m violation of any of the 
pvovifiiono of the hours of service law. 

Respectfully submitted, 

lili. P. BORLAND, 
Director. 


