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INTERSTATE CCMMERCE COMMISSION

REFORT OF THE DIRECTOR OF THE BUREAU QF SAFETY IN RE
INVESTIGATIOR OF AN ACCIDENT WHICH OCCURRZID ON THE
ILLINOIS CENTRAL RAILROAD AT ¥OUNDS, ILL., OHN
JANUARY 23, 1829,

April 24, 1929,
To the Commission:

On January 23, 1929, there was a side collision
between a pagsenger train g£:3 a freight train on the
Illinois Cefitral Railrcad . ; #ounds, Ill,, which resulted
in the death of two emplojees, and the injury of five
passengers, five employees, one trespasser and one other
person,

Location and method of operation

This accident occurred on that part of the Cairo
Terminal District of the 5%, Louis Division extending
between Mounds and Cairo cunction, Ill., a distance of
11.8 miles; 1n the vicinity of the point of accident
this 1s a double-track line over which trains are
operated by time-table, train orders and an automatic
block-signal system. The accidcnt occurred within yard
limits, at the fouling point of what is known os the long
lead, near thz south end of tne yard., This track porallels
the main tracks on the west; it conneats with the south-
bound main track and extends northward & distance of
2,954 feet to wnere 1t intersects a track leading to the
rvarious yard tracks. The switeh at the south cnd of the
long lead is of the Ramapo eutomatic spring type and is
normally set for the main track; the switch stand 1s not
equipped with a lamp. Approaching the point of accident
from the north on the mein line the trock 1s tangent
for a distance of 1,796 feet, followed by a 0° 30! curve
to the left 893 feet in length, from which point the
track 1s tangent to the point of cccident, a distance
of 3,432 feet, and for some distance beyond. The grade
at the point of accident 1. 0,143 per cent ascending for
southbound trains.

The only signal involved in the accident 1s signal
367-3, located 261 feet ro-3th of the main track switch of
the long lead, This sigral i1s of the color light type and
displays green, vellow, and red, for proceed, cautlon,
and stop, respectively. Whern a southbound train on the
lonrg lead reaches & poirnt 173 feet north of the main
track switeh 1t encounters an insulated joint and auto-
matically causes signal 357-3 to display & stop indica~
tion.
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The weather was clear at tae time of tne accident,
which occurred at about 10.51 p. m.

Description

Southbound freight tr-in extra 1618 consisted of
35 cars and a caboose, hauled by engine 1316, and was 1n
charge of Conductor Pippin &and Enginemer Wellingtcone
This itraln departed from th. yard at liounds &t about
10.35 p, m., proceeded through the long lead and was
about to enter the southbound main track, traveling at
a. speed variously estimct.d to urve becn from 3 to 8
miles per houxr, when the lecding cor in tne itrain was
struck by train No. 5.

Southoound passenger train No. 5 consisted of onc
combination baggzge aad clud car, seven rullmen slecping
cars, one dinring cir, thrsc Fullman sleeping c¢ars and
one observation car, all of steel construction and 1in
the order named, hauled by engine 5416, and wes in charge
0of Conductor Wisher and Engineman Oland. This irain left
Centralia, 9%.9 miles north of ounds, at 8.25 p.m.,

18 minutes late, pasased Mounds station at 10.49 p. e,
30 minutes late, and shortly aftcrwards 1t collided with
the side of extra 1813 while traveling at a speed esti-
mated tc have been between 30 and 40 miles per houl,

Engine 1618 and the first and second cars of the
freight trairn were derailed and came to rest in an upright
position, although the first car went down an embankunent
west of the lead track. The tender cistern was torn from
178 freme and was thrown down the embankment on the same
s1de of the track, while the tender frame remeined coupled
to the engine, The eagime, tender, and the first three
caurs of the passenger triin were derailcd to-the left,
the eagine end tencer coming to rest on their left sides
gest of the northbound mein track, with the forward end
of the ergine 280 feet beyoud tae point of collisien,

The first two cars wece diazonally across the main tracks
ancd were partly overturncd while the thiréd cey remained
uprigat in line with the trnck. Both engines and the
forward car of itrain No. 5 were considersbly damna_ed,

The employees killed were %tne enginem:n and head orakeman
of extra 1818,

Summary of évidence

Fireman Grasty, of extre 1513, stated that his train
wis re.cy to leave Moands yard 2% 10,30 p. m., and that
citer pessing the swiich tender's shanty, wapch is locaved
o short distonce soutn of the north lead track switch, he
pul in & fire and then locoked out the window and observed



& train epproacning., He ¢gnrn'led to thce engineman that
some one wds coming and the erginernan answered Oy saying
"what", At tris tiwe his dwr. eazine wes soath 0f signal
357-3 and the collision occurred a few ceconds luter; he
estimated the speed of his train at the time of the acci-
cent at o to 8 niles per hoor., Firieman Grasty said ne
rezc the trair orders and ¢ earance card recelved a2t
Mounds, nonec of which pertained to train No. 5; he did
not hear anything said about that train by the conductor
or engzinerin &t The time tn conductor delivered %he
orders, neilther wuas therc anythiag seid to him 2oout 1t
t.fter deporting from the yard. He roticed thet the

neaé prakeman and engincmen werc talking wonlle pissing
through the lce2d track but did not hear the convarsotion.
Fircman Groasty did rot ncve o cony of the Cairo Torwinal
fire-table and dié not ¥ros ot what time train No. 5

was due 2t dounds s tiails was his firet trip into lMounds
since some bS1wc durirz the previous swwer. He further
gtoted that Engiaewcrn Wellington hod been sick for a
period of 13 ceys prior to the ccident but had not com-
pleined of Fceling 111 on the day of tne acoident,

Conducvwor rippin, of extra 1816, steted that he
only aveiazcs about one trip cach month to lounds, most
of ris work bcing performed on another division. When
his train was ready to depart frowm iounds on the doy of
the agcident hc went to the tclezroph ofifice and procured
the trair orders unc clearance curd as well as a Craro
Terminal tiae-table, this being at about 10.10 p. .
H: esked the coperator whot Sime troin Jo. © was due and
tne operator replicd at 10.29 p. m., and on looking &t
tne time-tople ne noted that that time was corrcect; he
dié not remenmber aecring the operator mention the foaot
that train No, 5 wculd be late, He tnen checked the
train register, but as %rein No. 5 was pot then due
a record of 1t could not be noted on the train register
cneck. After this hed becn done ne proceeded to the
éngine rnd delivered the or-d:rs, clearcnce card aad
register cheock to the ergia..an, and 2t the same tine
ne informed the cengineman that train No. 5 was due but
hod not pone, the enginernon acknowledging that he under-—
steood a2nd remerking taat that train would be first; ae
d1é not sce the head brakeman at the tine the orders
weie delivered and did not knew whether the brakeuan
hecrd the conversation. CoRductor Fippin said his train
started at 10.35 p. r., with all 2ir brakes coupled up
and in proper working orde.., Wanen he entered the caboose
he told the flagman that train No. 5 had not departed
and 1astructed the flagman to look out for it, he then
started working on his reporss while the flagman stationed
hirself &t the door on the left s.de of the caboose.
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When the train entered the long lead the flegman called
kis attention to 1% but as the train was moving at a

low rate of speed and as he was familiar with the length
of the lead track he paid ne attcntion to the movement

of the train until troin Ho. 5 pussed his caboose, shortly
ofter vhicn his own train came te a stop. He immediately
left the caboose and observed that the sizn.l at the
south end of the yerd was displaying o stop indication,
which lead him to believe taat his troirn had moved jusit
far enough to foul tne signal cnd that 1t would be
necessary to back up in order to permt train Ne. S to
pess, not reelizing at firat that there had been an
ccordent. He nesard no whis*tle sigrals scunded by the
passenger train as 1t apprce ched the point of accident
and estimaved the speed of ais dwn troin at the time of
the accident a2t 4 or 5 miies per hour. Conductor Pippin
further stated that althouz~ he had not been informed
thet train No. 5 was rurniag, late he knew thet 1t had
not passed before his own %rein started frow the yard.
Conductor rippin vas cecrtein that the engiaemon uynder-
stood that train lio., 5 Poa not deported ond he felt
confident that nis troin w~1d be brought to a stop on
the lezd trock before fculing the soutnbound main track,
otherwise he would have ftaxen steps to bring 1t to o stop.

Flagmon Ez2ll, of extra 1813, stated tnat ofter
nis train depoarted he called the corductor's attention
to the foct that troin Mo, 5 wos then six minutes late
and the conductor replicd that ae wos owere of 1% and
thet he had discussed the matter witih the encineman,
Ylogmon Ezell saad that the doors of the caboose were
closed when the frein wes passing through tac yard znd
thot the conductor was sitting at his desk while he
hinself wos wetween the rear door and the stove prepar-
ing & lunch., When the train reached the crossover
switches he looked out the rear door to ascertain tnos
the troin was heading throuzh the long lead, znd at that
time 1ts spced was about 3 miles per aour. He did not
sce or hear train Fo. 5 pass &s he dai1d not cgain look
frem the caboose until just cbout the trme the accident
occurrec., It further appeared fror the floguan's stote-
ments that before his train departed from tnc yard he
placed the markers on the r-ar of thc clboose, showaing
red indicatiors to the rear, hoving in mind that 1f train
No. 5 passed before 11s train renched the south ond of
whe lead track a stop wolléd w0t e made ard the markers
would B¢ 1n proper position ror the main line movement,
out 1f that train had not gone and his owvn train wos
orougnt to a ctop on tae lead track i1t was his incention
to change the markers to display gsreen tc the rear, which
was the proper indication fur the rear of a train on a
siding 2t nizht to be passcd by anotaer train. He elso
sai1d that this was his first trip to Mounds within the
last six montns,



-5 =

Engineman Oland, of train do. 5, stated that his
train departed from Centralia at 8.25 p. m. and that nothing
unusual occurred between that point and Mounds, three
or four stops were made and the speed recduced several
times enroute, and he said the air brakes were found to
e 1n first-class condition. Kis train passed the station
ot Mounds at 10.49 p. m., traveling at a speed of about
80 miles per hour, anrd shortly afterwards he noticed
that the signal located about 1,000 feet north of the
north lead track switch was displaying a clear indication.
A light fog was encountered in the vicinity of the first
¢urve north of the long lead but this dia not interfere
rith distinguisning objects while pessing through 1t. As
soon as his engine emerged from th:s fog he opserved
the cupole light and a e~ of a ccboose, the latter
light displayirg red to the rear, this ccboose was on
the long lead tracx, aboul 300 fect ahead of aim, and at
thet time he thought 1t wue standing still. On account
of the fuct thut this park. was displaying red he was
of the impression thrt an efficiency test wos being
concductea and as a result he mode a 10 or 15-pound broke-
pipe reduction with the inlention of bringing his train
to & stop, and when possing the caboose he sounded a few
short blasts of the whisile to spprise the crew of thot
trean taat tneir morkers v.re improperly displayed. He
then noticed thot tne signal ot the south end of the long
lecd, signal 357-3, wos displayins = green indicztion but
upon reiching o point approximately 150 feet distant
from that signal 1t changed to the stop vosition; the
speed of his trein then was 45 or 50 miles per hour and
he immediately cpplied brokes in emergency, and 1t
was his i1dex thet they ¥ -#edrcd to take proper hold, os
the brokes had not been ¥eleased since the Kervice re-
duction was made. Engineman Oland further stated that
he did noi apply the brakes in emergency at the time he
observed the marker on the caboose showing red as 1t
wight have resulted i1n damage to the train, as well as
the fact that 11 1s not the practice to make an emer-
gency application at every little arregularity, and the
further fact that the signal at the south end of the lead
track was displaying a clear indication which lead him
to believe that an ewergency application would not be
NECESSETY.

Fireman Dolan, of train No. 5, stated that his
train passed “founds station at a speed of about 60 miles
er hour. 3etween that po 't and the point of accident
€ was on the engine decx f.xing the fire preparatory

to turning the enginc over to another crew at Cairo
Junction and his first intimation of anything wrong was
when he heard a hecvy service application of the cir
brakes and also heard the engincmen say something about
rierkers, his engine then being in the vicinity of the
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north lead track switch, 4 short time later, or about
&t the time the brake-valve exaaust had stopped, the
engineman remarked tnat tae, were going to hit, at the
same time applying the braxes i1n emergency. Fireéman
Dolan said ne was not i1n o position to observe signal
1ndications at any time af.er passing kounds statbion.

The statements of Traveling Engineer Woley, who wes
riding on the fireman's se..30x approaching the point of
accident, practically corroacra.ed those of Engineman
Oland, except that ne was rot in . position to sce the
si1gnal at the south end of the lcad track when 1% changed
from green to red; the first thing he saw was an engine
heading ocut across the frog of tue switch., He estimated
the speed of train No, 5 at the time 1t passed the caboose
of extra 1816 at 50 miles per hour and at the tiue of the
accident as being between 30 and 40 miles per hour. He
understood that the rules made 1t obligatory upon the
engineman to stop the train if vpossible before pasging
the csboose with the markers displaying red but feld
satisfied that due to the bleck signal displaying a
proceed indication the engineman did not think 1t wes
necessery to reduce speed any Juicker than was actually
the case. Wr. Woley further stated that he also was of
the opinion that a test wa= being held and therefore did
not say anything to the engineman about controlling the
speed of the train, particularly in view of the indication
displayed by tne signals at the south end of the yard,

Stoker Inspector Thorpe, an employee of the
Standard Stoker Company, 3:¢ted that ne was riding on
the deck of the engine, on tae right side, and when he
heard the brake-valve exhaust he looked out and observed
that thé block signal was green but when the train reached
% point about two engine-lengths from the signal it changed
0o red.

The statements of Baggageman Sloan, Conductor Wisher
and Brakeman Baldwin, of train llo. 5, furnished no addi-
tional factis of importance ag they were unawsge of aay-
thing unusual until they fslt a heavy application of the
brakes, which was followed shortly afterwards by the
occcurrence of the accident.

Telegraph Operator Banders, on duty at Mounds yard
office, stated sthat ne delivered the train orders and
¢clearance card to Conductor Fippin at 1Q.14 p. m., and
at the same time the conductor obtained a time-table,
Cperator Sanders did not recall whether the conductor
made any inguiry concerning train No. 5 out remembered
that he saw the conductor looking at the train repister.



Switchtender Irove, om duty at the crossover switches
1n the vicinity of the nort.. lead track switch, stated
that at about 10.44 p. m. he observed extra 1€16 eniering
the long lead, and as he had just been 1n communication
with the dispatcher, who informed him that train No. 5
would arrive in about five minutes, he walked over to
the southbound main track w-th the intention of communi-
cating this information to he engine crew of extra 1616
but was unaole to ao so c¢a account of Lhe fact that there
was no one on tae firemagrn's ~-32 of tne engine, the fire-
man being engaged in putti: irn a fire, He then waiied
for the caooose to corme by but as 1t passed ne was unable
to attract the astention of the train crew as all of the
doors of tne caboose we:e closed. Ee estimated the speed
of the train at the tiwme the engince passed him at 5 or
€& miles per nour and theughs that the speed had been
1ncreased to 8 or 10 miles .er hour when the caboose
passed. Swiuvchtender rrovo eleo stated that three snort
blasts on tae wnisile were soundoa before train No. 5
pagsed the cobeoose and whea 1t was passing the freight
train he saw fire flying from toc wheels.

On the evening of January 26 a vision test was coa-
ducted in the vicinity of the point of accident. A
czboose was placed on the long lead track at approximately
the same point as that occupied by tae caboose of extra
1616 at the time of tne accident, with the markers dis-
playing red irdications. These markers could be seen for
a distance of about 2,400 feet from the left side and
avout 1,680 fect from the right side of the engine of a
southbound passenger train. This test also showed that
tac block signsl lights were bright and could te seen
for a consideravle dqistance. At the time this test was
concucted the weother was slightly hazy ond the moon was
shining.

Conclusions

This accident was cruas 1 by extra 1616 fouling
the main track directly in .ront of train No., 5, an over-
due superior train, for which Conducter Iippin and Engine-
man Wellington were respcneible.

The rules provided tha* the general directioa and
government of a trzin 1s vertel in the conductor; he
must consult the engineman and be equally responsible
with him for the scfety and proner handling of tac train,
and must not allow other daties to interfere with the
proper protection of his trawin, According to the evidence,
Conductor Fippin obtained & terminal time-table when he
reeerved the orders at Younds yard office and noted the
gcheduled arriving time of train Ne. 5. He also cnecked
the train register, but as that troin was not yet due
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ot the time this chock was madc he could not make any
reference to 1t on the troin roigister check which e
delivered to the engineman, slthough he said tnat at the
time he Aclivered the orders he called the engincmants
attention to the fact that troin No. 5 was then due but
hed not departed. He also digscussed this matter with the
flagman when he entered the caboose as the train wos
leaving the yard, but neither of these employees paid

any further attention to the matter until train No. 5
passed their caboose while their own train was moving
slowly through thc long lecac, the conductor being engaged
with his reports und the flagman in preparing lunch.
Conductor rippin said there was no doubt in bis mind but
that Engineman Wellington throughly understood that

train No., 5 had not passed Mounds and undoubtedly he was
depending on tae engineman to bring the train to a stop
short of the fouling point. Yo definite rsason can e
assigned for the failure of Engineman Wellington to stop
his train before i1t fouled the main track. It was stated
that he had been off duty or account of 1llness for a
period of about two wceks prior to the day of tnc accident,
but 1t did not appecr that he was in any way unfit for
duty whale on the trip on which tanils tccident occurred,

The rules require that when ¢ train is clear of
the main track green marker lights will be displayed to
the front, sides and rear. The testimony revealed thot
this rule was not complied with by the crew of extro 1618,
the markers being placed on the caboose showing red in-
dicztions to the rear before tne troin left the yord. The
violation of the rule in tais particular casc, however,
tended to lessen the extent of the damoge, for as soon as
the engineman of treain Wo. 5 saw these markeis he spplied
the brakes and the speed of his train had been rcduced
to some extent before extra 1616 fouled the circuit
andé caused signal 357-3 to assume the stop position.

The employees involved were experienced men and at
the time of the accident name of them had been on duty
in violation of any of the provisions of the hours of
service law.

Respectfully submitied,
W. ¥. BORLAND,

Director.



