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I1linois Central
December 29, 1938
Marissa, Ill.

Rear-end collidion

Freight ¢ Freight
Extra 1532 : Extra 1843
1539 ¢ 1843

13 cars and ¢ 30 cars and caboose
caboose

Standing : 25~35 m.p.h.

Timetable, train orders and automatic
block~signal system

Double; tangent; 0.49 percent descend-
ing for northward movcments

Clear

8:37 p. m.

5 injured

Failure to operate second train in
accordance with signal indications

and failurc of first train to furnish
adequate flag protection.
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March 8, 1939.

To Tthe Commission:

On December 29, 1938, there was a rcar~cnd collisionr betwecn
two freighc troins on the Illinois Central Railroad at Marissa,
I1l., which rcsvlted in the injury of five employecs. This in-
vestigation was made 1n conjunction with a reprcsentative of the
Illinois Commerce Commission.

Location and licthod of Opcration

This acclacnt occurrcd on that part of the St. Louls Divie-
sion designated as the Sv. Louls Digtrict which extends between
East St. Louls, and Corbondale, Ill., a distance of 91.3 miles.
In ithe viecinilty of the point of accident this is a double~track
line over which trains are operated by timetable, train orders
and an automatic block-signal system, and the movement of extra
trains without train orders is authorized by mlec. At Marissa
a housc track 2,318 feet in length parallels the main tracks on
the east; the north entrance switch to this track is located
1,733 feet north of the pacseager station which is locatcd be-
tween these tracks. The accident occurred on the northward
nain track at a point 854 feet north of the passenzger station.
Approaching from the south the track is tangent more than 9,000
fecet to the point of accident and more than 6,000 fect beyond.
The grade 1s 0,42 percent descending northward a distance of
4,100 fcet to the voint of accident and fcr some distancc beyond.

Northward automatic signals G-38-2 and G-37-2 are located
4,095 and 250 fcet, respectively, south of the point of accident,
and signal G-36-4 ig located 5,504 Fcet north of the point of
cccident; these arc 2-arm, 2-position, lower—-quadrant, scmaphorec
siznals approech lighted.

Night aspects and indications of these signals are as
follows:

Green—-over-grecn Proceed

Green~over-yellow Proceed at medlum spced
prepared to stop at the
next signal.

Red-over-yellow Stop; then proceed.

Timetable rule 282 reads, in part: On twc or more tracks,
##% Trging may pags a "Stop and Proceed" signal without stopping,
proceeding at restricted speed not exceeding (15) miles an hour.

Medium speed is defined as "Procecd at a speed reduced to
not excceding one~half the maximum authorized at point involved
(not exceeding thirty miles per hour) preparcd to stop at the
next signal."
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Regstricted spced is defincd as "Proceed prepared to stop
short of train, obstruction, or anything that may require the
specd of a train to be reduced."

The maximum authorized speed for the second train involved
is 50 miles per hour.

Operating rulcs provide as follows:

Rule 505. Block signals govern the use of the
blocks, but, unless otherwise provided,

. do not supersede the supecriority of
trains; nor dispense with the use or the
observance of other signals whenever and
wherever they may be required.

Rule 35. The following signals will be used
by flagmen:

Day Signals - A red flag, Night Signals - A red light,

Torpedoes A white 1light,
and Fusees. Torpedoes and
Fusces.

Rule 99, When a train stops under circumstances in
which it msay bc overtaken by another train,
the flagman must go back immediately with
flagman's signals a sufficient distance to
insure full protection, placing two torpedoas,
and when necessary, in addition, displaying
lighted fusees. *#*¥ Conductors and enginemen
are responsible for the protection of their
trains,

Rule 917, Conductors must not allow other duties %o
interfere with the proper protection of
“their train, and must require their flagman
to act promptly and in strict accordance
with the rules, #*#¥%

The weather was clear at the time of the accident, which
occurred about 8:37 p. n.

Description

Extre 1539 North, engaged in coal-mine switching service,
congisted of 12 loaded cars, one empty car, and a caboose, hauled
by engine 1539, and was in charge of Conductor Stralt and Engine-
man Turner. At Pinckneyville, the initial station for this train,
23.5 mlles south of Marissa, the crew recelved a clearance card
and a message detailing work at numerous coal mines and including



the rcllowing lineup on trains:

No. 205 and No. 226 and 15 on time

No. 277 and 1lst and 2nd 273 and 289 regular

Exa 1394 B&E coal cars leave Belleville on arrival of No.20
Exa 1374 Clark may eat at Pinckneyville B&E coal

Exa 1768 Brown leave Pville just ahead or just behind No. 226
Listed at Cdale 4.15 PM picking up at Dowcll

OTN 512 PM

Extra 1539 left Pinckneyville without train orders at 5:31
Pelle, according to the train sheet, engaged in assigned dutiles
en route, arrived at Marissa at 8:29 or 8:30 penn., With 13 cars
and a caboose, and while picking up a car from the house track
the rear end was struck by Extra 1843 North,

Extra 1843 North, consisted of 30 londed frecight cars and a
caboose, hauled by cngine 1843, and was in charge of Conductor
Evans and Engineman Roethe. This train, cn route from the Cen~
tralia District, entered the St. Louls District at Du Quoin, 9.7
miles south of Pinckneyville, departed at 7:08 p.m., according
to the trailn sheet, and left Pinckneyville, the last open office,
at 7:57 pems No train orders or instructions regarding other
trains on the district involved were rcceived. Approaching
Marissa this train received a green-over-yellow aspect displayed
by signal G-38-2, a red-over-ycllow aspect displayecd by signal
G-37-2, and while running at a spced variously estimated to have
been from 25 to 35 miles per hour collided with the rear of
Extra 1539 North.

Engine 1843 was derailed to the west and stopped on its left
side parallel with and fouling the southward track 175 fect north
of the point of collision, with its front end badly damaged and
the cab practically demolished.. The three rear cars and the
caboose of the standing train and the first six cars of the mov-
ing train were deralled and badly damagced, and stopped at various
angles to and foullng both main tracks and the house track.

The five employees injured comprised the entire orew of
Extra 1843 Noxrth.

Summary of Evidence

Conductor Strait, of Extra 1532, wno is regularly assigned .
to coal~mine service betwecen Pinckneyville and Lenzburg, a dis-
tance of 28.1 miles, stated that he hgs been assigned to such
scrvice in that territory for variocus pecriods during the past 16
or 18 years. Prior to departure from Pinckneyville it is the
custom to recceive a message from the dispatcher containing work-
ing instructions, which also includes a line-up containing infor-
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mation of the approximate movement of other troins in that dis-
trict. Additional infornation in regard to the trains specified
therein, when necessary, 1s obtained from the dispatcher by
telephone at points en route. When departing from Pinckneyville
he received the customary line—up and a clearance card but no
train ordcrs. The line-up indicatced that Extra 1768 would be the
first train following. Extra 1843 was not included in the lineup.
Worls was performed en route and hc conversed with the dispatcher
about 6:40 p.n. in regard to Extra 1394 South which was on the
linc~upe. While sctting out cars at Tilden, 4.4 miles south of
Marissa, he placed two torpedoes on the rail; he thought the flag-
man had also placed torpedoes at a stop made prior to that time.
On the basis of information 1n the linc-up he estimated that
Extra 1768 would not arrive at Marissa until after 9 p.n. He ar-
rived at that point about 8:30 p.nm., and therefore cstimated that
he hed an intcrval of at least 30 minutes before the first follow-
ing train would arrive; hc expected the work at Marissa to con-~
surie from 6 to 10 minutes only. As his train passed the station
he got off to obtaln from the bill-box way-bills covering cars
picked up c¢n route, and, with a fusce and a white lantern in his
posscssion, he assumed the responsibility for protecting the rear
end whilc the flagman rode until the train stopped and assisted
in getting thc car from the house track. The weather was clear,
the markers were properly lighted, and the caboose stopped north
of signal G-37-2 and about 22 car lengths north of the station

at 8:29 or 8:30 pen. As he walked toward the caboose after
obtaining thc way-bills hc noted that signal G-37-2 was function-
ing properly as the position of the semaphorc arms indicated
"stop;" the block bchind him was unoccupied at that time and this
slgnal was not lighted. As he arrived at the caboose he saw the
rcflcction of the headlight of the approaching train about 1 3/4
milcs distant; he immediately lighted the fusee and waved it as

a stop signal and procceded toward the approaching train; his
signals were not acknowledged and the engine passed him at a
spced of 30 or 35 niles per hour at a polnt about 16 car lengths
south of his caboosc; the collision occurred immedlately there-
after. He hal never received instructions of any kind authoriz-
ing hin to disregard rulc 99; it was his opinlon that the flag
protection he furnished and the distance he went back fully com—
plied with the rule in this instwmee. He considered the message
containing thce line-up as special instructions; they werc per-
forming thelr dutices on this occasion in accordance with the in-
formation thercin and in the samc manner in which thils work has
been done durlng the past 18 years. The supervising officers are
aviare of the custon and he has necver becn criticized for perform-—
ing his duties in this manner nor for violation of rule 99.

Engineman Turncr, of Extra 1539, stated that he is rcgularly
assigned to coal-ninc service in the district involved and he has
been 1n this scrvice for various pecriods during the past four
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ycars. The rear headlight was illuminated while backing into the
house track but imnmediately after coupling to the car, about 15
car lengths distant and before proceeding ahead, 1t was oxtin-
ruished: the accident occurred about one or two minutes thereafter
as he stopped north of the house~track swltch to back to the traimn -
It is the cuaton %o rcceive a line-up, at the beginning of each
trip, containing information of the movement of all following
trains so that they can clear them. Prior to the date of the
accident they had always cleared all following trains shown on
the line-up without stopping them and this i1s the first instance,
except a south-~bound train o week prior to the accident, in which
such a train was not included. The flag protection afforded at
the tine of the accldent was the same as usually had been fur-
nished whilec working coal mines when the inZormation received
from the chicef dispatcher indicated that no following trains

were ncare. When approaching preceding trains on the main track
he usually finds the flagman from 4 to 15 car lengths back of the
caboose; in his opinion the added protection of the automatic
block signals makces 1t unnecessary to proceed a greater distance
and in this particular instance the block signal at Marissa
afforded adequate protcction with the Tlagnan baclt that distance.
He recently attcnded a class for instructions and examination on
train rules conducted by the trainmaster and the traveling engin-
cer; he has never becen authorized to disregard rule 99. The
weather was clear at the time of the accldent and he could see
the lighted right marker on the caboose.

Fireman Beck, of Extra 1539, stated that the weather was
clear and, while piclking up the car from thec house track, he
noted that both caboose markers werc properly lighted. The rear
headlight was extinguished after coupling to the car on the
house track. A short tinc prior tc the date of accident a similar
nmovernient was made to pilck up a car at Marissa and the flag pro-
Tection furnished in that instance was thc same as when the acci-
dent occurrcd. When engaged in switching the conl-mine tracks
the nembers of the crew kcep a lookout for following trains.

Flaguan Stohlheber, of Extra 1539, stated that in accordance
with the usual practice he assisted in picking up the car from
the house track and as he returned after his engine had departed
with the car he saw the conductor on the cenglneman's side of the
northviard track waving a lighted fusee as a stop signal at a
point about 15 car lengths south of the caboose. The approaching
Train was drifting at a gpeed of 30 or 35 miles per hour when it
struck the caboose. Flagman Stahlheber was not expecting Lxtra
1843 because it was not mentioned in the line-up. He has been
assigned in the district involved at various times during his 24
years of cmployment. The line-up reccived at the beginning of
the trip includes all train movements affecting them during their
trip, thercfore, the conductor does not thereafter contact the
dispatcher by telephone or otherwise in regard to any train move=-
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ments unless 1t is cpparent that a train specified in the line-up
is late on the cstimated arriving time; such inquiries are made
for that renson only. The flag protection furnished is governed
by thelir estimate of the time of traln movements vhich is based
on the information conveyed in the linc-up. He usually goes out
to flag but there are instances when, becausc of belng engaged 1n
switching on an auxiliary track and at a point to the rear of
their train, he does not provide flag protection; there arc other
occasions when the work requires obstructing both maln tracks and
flag protection is not rendered; it is impossible to accomplish
their switching and comply with rule 99 at all times as the crew
consists'of the conductor and two men only. Torpedoes are gener-
ally placed for protcction at points where they stop to perform
work and i1f the information in the line-up indicateg a train is
close a 10 minute fusce is dropped; however, fusees are of little
valuc as the minc switching requires 1 to 1z hours. He has never
been lnstructed to disregard rule 99 nor reprimanded for violatlng
it. In his opinion Extra 1539 was properly protected at the time
of the accident because the visibility from the approaching train
Wwas clear about 1% miles; he thought that the conductor had
placed torpedocs at Tilden, 4.4 miles south of Marissa, and they
were in automatic block-signal territory; however, he stated that
the automatic block signals do not relieve them from observing
rule 99,

Head Brakeman Ragland, of Extra 1539, stated that he has
worked on the run involved for five or sist years. He remalned at
the switch while the flagman coupled the car on the house track;
the weather was clear and he saw no smoke from thelr engine which
might have obscurcd signal G-87-2. The line-ups are issued by
the dispatcher; they usc them in thce same manner as train orders
and he understood the information contained thereln conveys
authority to disregard rule 99; he said they could not observe
the rule and accomplish the work.

Engineman Roethe, of Extra 1843, statcd that the air brakes
were tested on 20 loaded cars picked up at Du Quoin and they func-—
tioned properly when applied at Pinckneyville. A clearancc card
was reccived at that point but no train orders or other instruc-
tlons as to movements of other trains were issued to them; through
trains arc never given information as to movement of coal-mine
crews. Approaching Marissa their speed was apbout 50 mlles per
hour vhen he observed that signal G-38-2 displayed a green—over-
ycllow aspect., He closed the throttle about 30 car lengths from
the signal ond epplied the brakes with a brake-pipe reduction of
between 20 and 25 pounds. As they paessed the signal the fireman
was firing the locomotive and the brakeman was on the fircman's
seat pox. Looking ahead Engincman Rocthe saw a proceed signal
and recleascd the brakes when about 30 car lengths north of Signel
G-38-2, at which time the speed had been reduced to about 30 miles
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per hour. He then saw the red-over—~yecllow aspect displayed by
signal G~37-2 and instantly realized that he had become confused
as to the signal locations and had mistaken signal G-36-2, which
was displaying a procecd indication, for signal G-37-2; the fire-
man obscrved and called out the stop indication at the samc time,
He did not scc the caboose markers or a flagman at any time and
was not awarc that the track was occupied until the headlight
revealed the caboose; when he was within 8 or 10 car lengths of
it he saw two men coming out the doorway, onc of whom had a
lighted fusce. No torpedoes were exploded cnroute. The head-
light of an approaching south-bound train did not restrict his
vision and he saw no hecadlight in the vicinlty of the housc
track; howcver, hc thought that telegraph poles, cross—arms

and wires might have interfered to soric extent with hls view of
signal G-37-2., During his experience on the district involved
he has observed that rule 99 is generally obeyed by the minc-
run crews; however, these crews have usually been in the clear.
More than onc year had elapsed preceding the date of accident
since he had overtakcen a mine-run train on the main track; in
that instance he encounterced a fusee and a flagman. He underwent
a physical and an operating-rulcs examination carly in 1938; no
cxception was taken to hils physical condition or his vlision at
that time; he was wearing his glasses at the time of accident.

Fireman Brokaw, of Extra 1843, stated that the weather was
clear. MNo torpedoes were cxploded en route. The head brakeman
was on the engine; the speed was about 50 miles per hour when
they nll saw and called the green-over—yéllow aspect of signal
G-38-2; the cngincman applied the air brakes and the speed was
reducecd to about 25 milcs per hour. The fireman then began
firing the engine, and the brakcs were rcleased while he was 80
cngaged. The engineman made an emergency application at about
the north end of the depot. Resuming his position on the seat
box Fireman Brokaw saw the red aspect displayed by signal G-37-2
about 250 feet distant, at which time they were vithin a distance
of about 500 fecet of the caboose. He did not hear the engineman
or head brakeman call out the aspect of signhal G-37-2; they did
not announce tie presence of a flagman or a lighted fusee and he
saw neither one. He could not recall having observed lighted
markers on the caboose and he said that approaching northward
after passing signal G-38-2 a pole or other object for a time
interferes with the view of signal G-37~2.

Head Braleman Miller, of Extra 1843, stated that no torpe-
does were exploded en route. He was on the fircman's seat box,
Yeeping a lookout ahead prior to and at the time the collisilon
occurred, and the visibility was clear. The specd was reduced
to about 30 mlles per hour in accordance with the indication of
signel G—-38-2. The glare of a headlight of the engine on the
housc track interfered with his view so that he dld not sce the
rcd aspect of signal G—~37-2 until they wecre within 10 or 12 car

[
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lengths of the caboose. The markers were brightly illuminated,
but he did not sce a flagman, a lighted fusce, a red or a vhite
lantern before the collision occurred.

Conductcr Evans, of Extra 1843, stated that he was in the
caboose cupola anproacliing Marissa. The speed was about 50 miles
per hour when o heavy brake~plpe reduction was made, at which
time the locomotive was near signal G—-38-2, and the speed was re-
duced to about 25 miles per hour. After this application the
brakes were released and about 1 minute later he felt the brakes
again being applicd and the caboose air-gauge hand went to zero;
immediately thereafter the collision occurred, which was about 8:37
p.m. He has worked on the St. Louis Distriet 7 years. Line-ups
are issued by the dispatcher to mine-run crews which inform them
of the approximate time of movements of other trains at specified
points. While no instructions have ever been issued relieving
them from compliance with rule 99, north-bound mine~run crews have
always considered the line-up as authority to occupy the main
tracks without Zlag protection while engaged in switching if theilr
estimate, based on information in the line-ups, indicates that no
trains are near. Thls practice has existed so long that the
custom has become the rule. It 1s necessary to violate rule 99 in
order to accomnlish thcir duties at the coal mines.

The testimony orf Flagman Fitch, of Extra 1843, added nothing
to the ftestimony of the other witnesses.

Dispatcher Perry stated that when he issued the line-up %o
Extra 1532 about 5:05 p.m., he had no figures on extra 1843 as it
was not on the St. Louis District. He had no communication with
the crew orf Extra 1539 thereafter prior to the time of the acci-
dent as they did not call on the telephone; thercfore, he had no
opportunity to inform them of the movement of Extra 1843. Occa-
slonally the mine-run crew involved calls on the telephone from
outlylng points en route but not regulariy.

Superintendcent Hamilton, in charge of the district involved,
stated that whilc the investigation indicated that they were not
reguiring the observance of rule 99, the management of the divi-
slon is not a party to such practice.

Observations of the Commission's Inspectors

subscgquent’ to the accident a night test was made by the Com~
nisslon!s inspectors to determine the range of visibility approach-
ing the polint invelved. A caboosc with 1lluminated red markers
on 1ts south endwas placed at the point of collision. Engine
15639, headed north with its rear headlight burning, was placed at
the point on the housc track wherc it had been coupled to the car
on the night of the accident and from the cab of an engine ap-
proaching northward it was ecstaplished that under the conditions
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iich prevailed on tlie night the accident occurred, the red-over—
yellow asncect of signal G-37-2 could be scen a distance o at

least 3,945 fect and the caboose markers were visible at a dis-
tance of at least 4,200 feet. It was also established that had .
the recor headlicht of cngine 1539 been i1llumingted it could not

have bcen seen from on approaching north-bound train until the
engine was vitihiin 783 fecet of signal G-37-2 becausc of the loca—
tion of the depot.

Digcussion

Tlic crew of Extra 1539 reccived a line~up and a clearance
cord at Pinckneyville and »nroceeded northward, switching at coal
nmines en routc. This train stopped at Marissa about 8:30 p.m. tO
pick up a car from thc house truck., According to the evidence,
a8 the caboose nassed the depot the conductor alighted to procure
wey-bills and at the same time, in accordancc with the usual cus-—
tom, lhe assumed the rcsponsibililty of protecting the train; the
Ilagrnan rode to the stopping point to assist in coupling to the
cars The conductor had only a white lantcern and a fusee in his
posscsslon. The cavoose stopped at a point 250 fecet north of
autometic oirnal G-357-2. This signal wasfunctioning properly and
the caboosc markers were lighted. About seven minutes later,
after engine 1539 had picked up the car and was preparing to
back to the train, tiac rear end was struck by Extra 1843.

As hc arrived at the caboosec with the way-bills the conductor
said hc sa the headlight of the approaching train about 1-3/4
miles distant; immediately lighting the fusce he proceeded toward
the train waving the fusec as a stop signal. His signals were
not acknovledged and the train passed him at a point about 16 car
lengthis south of the caboosec. He also said that he had placed
torpcdoes on the rail at Tilden, 4.4 miles south of Marissa. The
flaguan stated that as he was returning from the house track he
saw the conductor waving the fusee at a polilnt about 15 car lengths
gouth of the caboose and shortl:r thereafter the approaching loco~
motivwe passed the north end of the depot. He also stated that the
conductor had informed him et Tilden that hc had placed torpedoes
at that noint. However, the threoe cmployees who werc on cngine
1643 stated positively that they heard no torpedoes exploded en
routcs The eneineman of that train stated that he complied with
the indication of signal G-38-2 and after reducing the speed to
about 30 miles per hour he mistook signal G-36~2, located 5,754
feet nortir of signal G-37-2 and which was displaying a proceed .
indication, for signal G-37-2 and rclecascd his brakes; under the
rules he was required to reduce speed to not more than 25 miles
per hour after pessing signal G-38-2; he then saw the yellow—over-
rced aspect displeyed by signal (—37-2 and recalized his error, but
1t was then too latc to stop before colliding. Had automatic
train stop, train control or cab signal devices been in use, 1t is
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probable this cerror would have been detected in time to avert this
accident. He alasc stated that he did not see a flagman or the
caboose markers and was nov awarc that the traclk was occupied umz
til he was within 8 or 10 car lengths of the caboosc when 1t was
revealed by the headlicht of his own enginc, at which time he saw
two men coming from the dovorway, onc of whom had a lighted fusec.
After passing the approach signal the fireman was firing but he
looked out when the emergency application was made at the north
cnd of the depot and saw the stop signal about 250 feet distant.
The head brakeman, wvho was sitting on the fireman's seat box and
looking ahcad, stated that he ¢id not sce a flagman at any time;
he also stated that the glerce of the rear headlight of the engine
on the house track blinded him to the extent that he did not see
the red—over-yellow aspect of signal G-37-2 until immediately
prior to the collision and that he first saw the lighted caboose
markcrs when about 12 car lengths distant; however, his englneman
stated that he saw no headlight in the vicinity of the house track.
The engineman thought that telegraph poles and thelr cross—arms
intcrfercd with bls view of signal G~37-2.

Tests made by the Commission'!s inspcctors subsequent to the
accident and under conditions similar to thosc prevailling at the
time 1t occurred, cstablished that the yellow—over-red aspect of
signal G=37~2 was visible from the cab of a northbound locomotive
a distance of at least 3,945 feet and the lighted red markers of
the caboose could be seen a distance of at least 4,200 feet. This
test also established that had the rear headlight of engine 1539
been lighted it could not have been seen from engine 1843 until
they werc within 789 feet of signal G-37-2. The engine crew of
cngine 1539 stated that the headlight was extinguished approxi-
mately two minutes prior to the time of the accident.

The evidence 1s conclusive that the engineman and the head
brakeman of Extra 1843 for a time overlooked the indication of
signel G-37-2, 1t seems incredible that they also failled to sce
a lightew fusec being waved across the track as stated by the
conductor and the flagman; it also seems improbable that all three
eriployces on locomotive 1843 failed to near the explosion of tor-

pedoes at Tilden had they been placed at that point, as stated by
the conductor.

According to thec cvidence, at the beginning of a trip crews
ensaged in coal-ninc service receive llnc—ups which convey advance
Information of the approx timate time of movements ol cther trains
at specifled points curing thelr tour of duty. Trains mentioned
thercin are not informed of mine-run movements. The crew of
Extra 1539 received such a line-up which indicated that Extra 1768
would bc the first train to follow them but no mention was made of
Extra 1843. From the inrcrmation in the linc~up they ecstimated
that when they stopped at Marissa atout 8:30 p.m. Extra 1768 would
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not arrive at that point until after 9 p.m. Extra 1843 did not
arrive on the St. Lculs District until almost 2 hours after the
linc-up was isscued, thercforc, the dispatcher did not include it.
The crew of Extra 1539 was not later advised of this traln becaus
they aid not call the dispatcher although telephones were avail- -
able cn route; they sald that they do not contact the dispatcher
aftcr securing o line-up unless it is to obtain later information
on trains already specified therein: such being the practice, they
had no reason for calling the dispatcher in this instance, as they
estimated that they were at least 30 minutes ahead of Extra 1768
when they stopped at Marissa.

Rule 505 requires that rule 99 rwust be observed in automatic
block~signal territory. Flag protection as requirecd by operating
rule 99 was not furnished in this instance. The conductor, the
engineman and the flagman of Extra 1539 were of the opinion that
adequate flag protection was being furnished at the time of the
accldent. While the employees involved testified that they had
never been instructed to disregard rule 99, their testimony dis-
closed that for a period of about 18 years prior to the occurrence
of this accident crews engaged in mine-run service in the district
involved havc accepted these line~ups on a parity with trailn or-
ders and as suthority to occupy the main track while engaged in

switching at mines and also to obstruct both main tracks when neces-

sary without rendering rlag protection, provided the information
contained in the line-up indicates that no trains are near. The

cvidence was to the eflfect that this custom has been followed until

it is considered a rule and that the officials have not criticized

cnployecs Tor failure of mine~run crews to observe rule 99. On the

other hand, the superintendent stated that the management 1s not a
party to the violation of rule 99.

The non-observancc and non-—-enforccment of operating rules and
the authorization of traln novements by message or otherwise than
by train orders, oand without issuing the information to all trains
concerned as disclosed in this investigation is a haphazard method
of operation and creates conditions which are likely at any time
to lead to accidents such as occurred in this cace.

Conclusion

This accident was caused by fallure to operate Extra 1843 in
accordancce with signal indications and by feilure of Extra 1539 to
furnich adcquate flag protcction.

Recormmendation
It is recommcnded that officials takc immediate action to
sccure strict observance of the rules.
Recspectfully submitted,

W. J. PATTERSON,
Director. '
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