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INTERSTATE COMMERCE COMMISSION

REPCRT OF THE DIRECTQR CF THE ZBUREAU OF SAFEZTY I RE
INVESTIGATICI! OF AN ACCIDEJT WHICH OCCUFRRED CON THE
CEICAGO & EASTERN ILLINCIS RAILWAY AT SIDELL JUNCTION,
ILL., OW JANUARY 7, 1930.

March 14, 1330,

To tne Commlcesion:

On January 7, 1930, there was a collision bstween a
freight train of the Elgin, Joliet & Eastern Railway and a
freignt train of tne Chicazo & Eastern Illinoigs Railway on
the tracks of the latier road at Sidell Junction, I1l.,
winicn resulted in Lhe death of one employee and injiry to
tnree er plovees. This accident was 1vestigated 1n con—
Junction with a representative of the Illincis Commerce
Conmilssion,

Location and metnod of operation

“he Danville District of the Chicago Divigilon extends
petween Yard Center, near Chicage, and Danville, via HRoss—
ville Jurctron, which 1¢ 15.1 ril-s north of Danville, At
Tthe latter point, —hat 1s xnown a3 the Westville District
extends 1n a southwesverly Jdiresction from North Yard, near
Danvilile, %o Villa Grove, a distance of 42 miles, the
accident occurring on the Westville District at Sidell
sunction, 22.% miles south of Worth Yard. What 1s known as
the 81dell Branca is practzically a cut-off, and sxtends
betwnsen S1dell Jurction and Rossville Jrnction, on the Tan—
ville District, a disvance of 34.3 milers, On botn the West-
w1lle District and the Sidell Branch, which are single-—
track lines, trains are operated by time-table and train
orcers, no block-signal systen being in use. The connection
between the Sidell Branch and the Westville District at
Sidell Junction 1s made by means of a wye, one leg of which
leads from the north on the Westville District main line and
1s xnown as tne North Wye and the otner leading from the
south, knovn as the South Wye.

The poirt at vhich tne accident occourred 1s at the
north svitch of the North Wye. The switch stand at this
point 1s located on the west cide of the track; 1t 1s a
standard main line stand surmounted by an o1l burning lamp,
the lens of which 1s 7 feet 4 1nches above the rtail. The
lamp burns continuously and displays a green indicabtion waen
set “or the Westville District main line and red when get
for the Iye leading %o tae S1dell Brancan. The stand 1s also
equipned with a metal banner 11 x 24 incheg, which displays
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red when the switch 1s set for the north wye. The center
of this banner 1s 5 feet above the rail. On the opposite
s1de of the track from the switch stand i1s a telephone
booth where emplovees may coamunicate with the train dis-
patcher,

lLocated 462 feet north of the switch, on the west
si1de of the track and 73 feet from the rail, 1s a water tank
restiag on uprignt timbers, the bottom of the tank being 13
feet above the rail, This tank, however, does not obstruct
the view of the switch stand from an approaching southbound
train, and the target can be meen for about half a mile,
About 1,020 feet farther north of the water tank 1s nile
post 145.

Approaching the point of accident from the north the
track 1s tangent for over 1 mile, the grade is uandulating,
for southbound trains, varying from 0.45 per cent Cescending
to 0.42% per cent ascending. In the i1mmediate vicinity of
the north wre switch 1t 1s 0.1 per ceant descending. The
north 1% of the wye 15 1,311 feet in lengta, on a 20 curve,
and 18 practically level. At 1ts southern end, 1t passes
through a cut having a maximum depth of 10 feet. This cut
restricts the range of vision of a train approacning from
the nortk on the Westvilie branch to about 100 feet. Stand-
inr timber between the Westville District main track and the
S1dell Branch also obscures vicion between the two lines
farther north.

Yard limits extend from mile post 144 on tne Westville
Distriect, located over 1 mile north of the point of accident,
to mile post 148, nearly 3 miles south thereof. Rules
governing vard limits follow:

193, Yard limits are indicated by yard limits
signs and by district instructions 1n time table.
Within yard limits the main track may be used,
clearing first class trains as per rule 86. BSecond
class, third class and extra ftrains, road engines,
yard engines and motors must move within yard
limaits under such control as will prevent accident,
and must not exceed five miles per hour unless the
main track i1s seen and known to be clear and switch-
es right, and such movements will be made withoul
clearing or protecting against each other, except
that movemente on double track against the current
of traffic wi1ill De made only under protection.

* % * % ok

"93B. when a train or engine 1s moving from
auxiliary track to main track, the crews must
look 1n both directions before fouling main track
to observe approaching trains or engines, and exer—
clse care to avoid accident."
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The weataer was slightly cloudy at the time of the
accident, which occurred at about 4.30 p.m.; although 1t
was Gusk, hand signhaits could be seen without difficulty.

Description

Elgin, Joliet & Eastern freight train extra 729, 1in
charge of Conducter Songer and Engineman Locx, left Ross-—
ville Junction via the Danville and Westville Tastricts,
at 10 a.n,, at Westville, 13.2 milee north of Sidell
Junction, empules sere set out and loads picked up, and
the train denmarted at 3 p.m. At the time of departure
the train consisted of EJ&E engine 762, 57 loaded coal
cars, and a cabooge. It arrived at Sidell Junction at
3 p.n, and gtopped nortn of tne yater tang, the engine
wags cut off, rioved down to the water tank, and after tak-
1ng water returned and coupled to tne train and started at
3.10 p.m., when starting the train the coupler on the
reay of the 16th car from the engine pulled out, the engine
with 18 cars then pulled around the north leg of tne vye
to the Bidell Branch and backed the car with the defective
coupler onto the south leg of the wre; the enzine and 15
cars then returned and recoupled %o the train, the train
wag agala started and after roving a short distance 1%
vas discovered that the coupler on the 7tk car akead of *he
canoose had nulled out, leaving the caboose and 5 cars
sfarding on the Vestville Disirict main line, the engine
and 50 cares were then pulled forward through the north
leg of the wye and the defective car baczied in on the
south leg of the wye, while setting off this car the
coupler on the fifth car from the engins pulled out; there
being no other place to set out this car the engine with
o cars proceeded northward on the Sitdell Sranch to ialze-
town, 2.8 miies, and set out the defective car. While
engine 759 had gone to lfaizetown, northbound C&EI passenger
train 132 arrived and was flagged by Conouctor Sonzer; after
discussing the gituatbtion witn the eangineman of train No.
122, the engine of that train was cut off and proceeded
northrard to where the rear of extra 759 was standing,
coupled to the 6 carr and caboose, pulled the: southiard to
clear the south switch of the south wye, and pushed them 1n
on the south wve, the engine of train Fo. 122 then recounled
to 1%s train arnd the train departed at 4.10 p.m., after a
delay of about 31 mirutes. In the meantire sngine 759
nad returned from Malzeto'm and coupled to all of tne cars
as they stood on the somth leg of the wye, and pulled up
on the Sidell Branch to clear ihe middle switch. In order
to dispose of the defective cars and to get the 6 cars
wnlch were now in rear of the cabeose into the proper
position, 1t was decided to back out through tne north leg
ot the wye to the F¥estville District main line again. Con—
ductor Songer opencd the north switch of tne rve about
4.30 p.m. and shortly taereafter the train started to back



northward, the leading car had reached a point about S0
feet from the switch point of the north swiitch and the
train was moving at a speed of 3 or 4 miles per hour,
Jhen 1t was struck by southbound C&EI extra 1917.

Chicago & Eastern Illinois freight train extra 1917,
in charge of Conductor Gibbons and Engineman Pittawvay, con—
slsting of C&EI engine 1217, one loaded car, one erpty car,
and caboose, left lorth Yard at 3.15 p.m., at Indianola,
3.5 miles north of Si1dell Junction, 1t met northbound
passenger train No. 132, and according to the train sheet
departed from that point at 4.26 p.m., proceeded to Sidell
Junction, and collided .i1th the leading car being pushed
northvard by EJ&E engine 753,

As a result of the collision, the two rear cars of extra
752 yere derailed and badly damaged, and three other cars
1n the same train Jere somewhat damaged. The forward eand
of engine 1917 was raised and rested on the truck of the
rear car of cextra 759; both trucks of the tender were de-
railed; the first car 1n extra 1917 had one truck derailed
and one end damaged, the south end of the second car mas
resting on the car akead and 1ts rear truck was jarmed be-
treen the tender of engine 1917 and the first car. The
employee Xilled was tne fireman of engine 1917, who jumped
J15t before the collision occurred.

Summary of evidence

Conductor Songer, of EJ&E extra 759, stated that a
fe- minutes after train I'o. 123 departed, probably about
4,20 or 4.25 p.m., he opened the s7itch leading from the
main track to the north leg of the wye; he looked 1n both
directions, and at the time saw there was nothing approach-
ing, he instructed Brakeman Stewart to ride the leading car
while the train was backing out, he then proceeded toward
the head end of the train and had reached a point about 20
cars from the rear when looking across he saw a train
approacning at a speed of 35 or 40 nmiles per hour, 1t then
being 1C or 12 car-lengths north of the north switch, he
immediately gave the engineman of his train a stop signal;
after his train had moved about a car-length further the
collision occurred, he then looked at his watch and 1t was
then 4.30 p.m. At the time of the collision his train was
moving 3 or 4 miles per hour. His reason for not calling
the dispatcher on the telephone when trouble first developed
was that he was anxious to avoid delay to train No. 122 and
thought there was nothing the dispatchd8r could do To assist
him, At the time of the accident, 1t was dusk but there was
no diificulty in seeing signals; he estimated that the
banner on the svitch could be meen 75 or 80 car lengths;
the open switch with 1ts banner and liznt was the only



-6 -

protection hig train had when backing out upon the Westville
maln line.

Engineman Pittaway, of C&EI extra 1917, stated that
approaching Sidell Junction his trailn was running at a
speed of about 25 miles per hour, when his engine was aboul
opposite the water tank he discovered that the switch to
the north leg of the wye was open and he applied his auto-
matic brake, the locomotive wheels began to skid, and %o
avold flattening them he released the engine brake, at that
time he saw cars approaching on the wye track, he then
applied his engine brakes, reversed his engine, opened the
throttle and the sand pipes, ne estimates that he had 1e-
duced the speed of his train about one half when the col-
lision occurred, he estimates the time to have been 4.37
p m., 1n his oplnion the swiftch can be seen from a point
about 1,800 fest distant and he di1d not believe there was
anything to prevent his seeing the switch before he did
1f he had been looking for 1t. At the time he released his
engine brake he did not see the cars approaching and expectec
to run in on the wye and stop rather than to slide the loco—
motive wheels 1n an effort to stop clear of the switch. He
believes that 1f he had left his engine brake applted his
train would have stopped before the collision occurred.
Engineman Pittaway stated that under the rules, as he under-
stands them, an extra train moving through yard limits
should run at a speed of about 5 miles per hour unless the
way 15 seen and known to be clear and switches set rignt.

Engineman Lockwood, of EJ&E extra 759, stated that
he thought the drawbar trouble which his train experienced
was due to the brakes not releasing properly on a caT OT
two ahead of the cabcose, when his train was standing on
the S1dell Branch he received a signal to back up from the
head brakeman, who was standing on the ground about 30 car-
lengths behind the engine; shortly after starting to back
he received a stop signal, whereupon he made a service
application of the brakes and felt a jar to his train, when
his train stopped he went back on the tank of his engine
and locking back saw that an accident had occurred; i1mmedi—
ately after the accident he looked at his watch and 1t was
4,320 p.m., he could not see the C&EI train approaching on
account of trees obstructing his vision, he astimatesr the
speed of his train to have been about 3 miles per hour and
1t had not been reduced materially when the collision
occuned, At the time of the accident 1t was dusk, but he
could sti1ll see signals clearly.

Brakeman Stevart, of EJ&E extra 759, stated that after
opening the switch, Conductor Songer instructed him to ride
the leading car when the train backed out, at that time the
train was standing upon the Sidell Branch clear of the
middle switch; someone gave the engineer a signal to back
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and the train started to baek, he got on the forward emd of
the leading car and rode on the steps on the inside of the
curve; he had his lantern with him, when the car on which
he was riding emerged from the cut he loocked across and saw
a train approaching near the water tank, he estimated 1ts
speed to have been 35 or 4C miles per hour; he immediately
Jumped off and tried to climb out of the cut but slipped
back; about that time the collision occurred, he estimates
the apeed of his train to have been 2 or 3 miles per hour;
he believes the time to have been about 4.30 p.m., but he
d1d net look at his watch. He stated that 1f he had been 1in
charge of the movement he believes he would have had a man
stationed at the switch.

Brakeman Reynolds, of EJ&E extra 759, stated that when
his train was standing on the Sidell Branch just north of
the middle switch of the north wye he received a back-up
signal from the rear of the trarn, which he repeated to the
engineer, after the train started to back up he thought he
heard the rumble of an approaching train then hs saw a head-
light pass the water tank, from the speed of the approaching
train he thought that a collision was i1mminent and gave a
stop signal and about that time the collision occurred. At
the time of the accident Conductor Songer looked at his
wvatch and said that 1t was 4.30 p.m.

Fireman Mullins, of EJ&E extra 759, stated that when
hig train was standing on Sidell Branch north of the north
wye switch they received a signal to back up, after backing
up 18 or 20 car-lengths, they received a stop signal; the
engineman applied the brakes and about that time the train
came to a sudden stop; both he and the engineer looked at
their watches and 1t wvas 4.30 p.m,

Conduclor Gibbons stated that extra 1917 headed 1n on
the house track at Indianola and met No, 122, after No.
122 had passed 1t backed out and departed at 4.37 p.m.; when
the caboose had reached a point about the middle of Sconce
Lake the brakes applied suddenly, he estimated that the
speed of the train at that time was 30 or 25 miles per hour;
after the collision occurred he got straightened up, shoved
his chair back to the desk and started out; the brakeman
asked him what time 1t was and he looked at his watch and
1t was then 4.37, he then took care of the injured at the
caboose, looked the situation over and went to the telephone
and notified the dispatcher of the accident.

Brakeman Gray, of C&EI extra 1217, stated that from
Indianola to Sidell Junction the speed of his train was
about 20 or 25 miles per hour, just before the accident he
felt the brakes applied and he braced himself; the train
ran several car-lengths before the collision occurred; he



estimates that the speed of his train had been reduced 1o
19 or 20 miles per hour at the time of the accident.

Fireman llurray, who was deadheading in the caboose
of extra 1817, stated that as the train approached Sidell
Junction he felt the brakes applied and braced himself,
after running about 300 feet the collision occurred. After
they got straightened up 1n the caboose and got the brakeman
around he went to the fireman and found him unconscious; he
then got on the engine, went to the engimser's side and put
the 1njector on, he then looked at his watch and 1t was
4,40 p.m. this he estimates was six or seven minutes after
the collision occurred.

Conclusions

This accident was caused by the failure of Enginenan
Pittaway, of C&EI extra 1917, to observe Rule 93 1n keeplng
a proper lookout to ascertain the position of switches and
to have his train under proper control while moving within
vard limits, and by the failure of Conductor Songer, of
EJ&E extra 759, to properly observe Rule 93b requiring him
to exercise proper care before attempting to back his train
out on the Weetville District main track.

Rule 93 required Engineman Pittaway to proceed through
yard limits at a speéd not to exceed 5 miles per hour unless
the main track was seen and known to be ¢lear. According 1o
his own statement, the switch target could have been seen for
at least 1,600 feet, but he did not discover 1t to be in the
stop position until his engine was about 500 feet From 1t
and at that time the speed of his train was about 235 miles
per hour. There 1s some evidence that the speed might have
been even greater than this.

Engineman Pittaway was not keeping a proper lockout.
Apparently he took 1t for granted that the north wye switch
was set for the main track and for that reason did not take
the trouble to look at 1t until 1t was too late to avoid
the accident.

Rule 93b required Conductor Songer, before opening the
gswitch, to look in both directions for approaching trains;
this he did, but after opening the switch he waited at
least five minutes before backing his train out and then
did so without again ascertaining whether any train was
approaching., There 1s evidence that the time wnich elapsed
between the opening of the switch and the baockward movement
of the train may have been greater than five minutes; 1t 1s
certain that the view of the two trains was greatly restrict-
ed by the cut. Undsr these circumstances "the care to avoid
accldent" as set forth in the rule required Conductor Songer



to have a man placed at the switch or other available point
~here a good view of approaching trains could be had bsafore
fouling the wain track.

Ingineman Pittaway -ras first cmployed as fireman,
December 25, 19035, promoted to engineer, December 30, 1811,
and has been running as an engineer intermittently since
that time, depending upon traffic conditions. Conductor
Songer vas euployed as a brakerman, Fovember 17, 1806, and
vromoted to conductor, February 1, 19C8., At the time of
the accident none of the emplovees had been on duty 1in
violalion of any of the provisions of the hours of service
lax,

Respectfully submitted,
W. P. BORLAND,

Director.



