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INTERSTATE COMITZRCE COIMISSION

RZPORT OF THE DIRECTOR OF TI'3 ZUREAU OF SATETY CONCERNING AN
ACCIDENT ON THZT CHICAGO, BURLINGTON & QUINCY RAILROAD
NEAR POTTSTOWN, ILL., ON AUGU3T 3, 1932.

September 17, 1932.

To the Corrilssion:

Un August 3, 18323, there was a rear-end collision between
a freight train and a passenger train on the Chicego, Eurlington
& Quincy Railroad near Fobttstowvn, Ill., which resulted in the
death of 1 employee and the injury of 1 passenger, 1 rmall clerk
and 4 employees. This accident was 1nvestigated 1n conjunction
with the Illinois Cormerce CommisSsSion.

Location and :iethod of operation

This accident occurred on the Galesvurg and Peoria Subdivi-
sion of the Galesburg Division e xt3nding between Galesburg and
Peoria, Ill., a distance of 53.8 miles. In the vicinity of the
point of accildent this 1s & sinple-treck line over which itrains
are operated oy time-table, train orders and a :anual ovlock
system. The accident occurred on the west aporoach to bhridge
4%5.87, located approximately 3,590 feet west of the switch lead-
ing, to a spur track at Potistown. Approaching this point from
the west the track 1s tangent for a distance of <,535 feet,
followed by a 19 45! curve to the right 3,396 feet in leagth,the
accident occurring on this curve at a point 1,020 feet fron 1ts
western end. At the point of accident the grade i1s level; the
track 1s laid on the concrete slab abutment of bridge 43.37, the
surface of which 1s 13 feet aocove the ground line. On account
of th: curve and trees on the south side of the track, a caboose
standing at ihe point of accident can first e sezn frow the cab
ol an eastbound rmotor car at a distance of 991 fect. The mxinum
speed permitted by btime-ta~le for passcnger motor cars 18 40
miles per hour.

The weather was clear at the time of the accideat, which
occurred at G.31 a.m.

ascription

Tastoound freight train exitra 5322 contisted of 91 cars and
a caboose, hauled by enginec 5329, and was in charge of Conductor
Cauper and #ngincian Burkhnlsor, This train departed from
Chaanbers Street, Golesomr.s,ot 3.42 a.71; al Yates City, R2l.4 miles
from Pottstown and tha laus cpen office, the cre™ rccilved a copy
o+ train order No. 108, Forn 12, directing them to rut aancad of
Mo« 56 Yates City to Pooria. Extra 5322 deperted froua Yates City
at 5.07 a.m., according to che train snecet, stonped to pick up a
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car on the team track at Pottstown, after picking up this car
the train was pulled ahead o distance of apreroximately 1,020
feet where 1t was agaln stopped to set out a car with a hot box,
and while standing at this point the rear end of the train was
gtruck by train No. 56.

Eastbound passenger train No. 56 consisted ol motor car
9668, 1 express car and 1 combinatilon baggage and mail car, and
was 1n charge of Conductor Gripp and Engilnean Cebert. The
motor car was of all-steel construction and the other two cars
were of wooden construction. This train departed from Galesburg
at 5.17 a.r., two minutes late, according to the train sheet,
and ot Yates City the crew received a copy of train order No.
108, previously mentioned, together with clearance card Form A
and a permigsive card Form C, the latter reading:

C4E train No. 58 proceced expecting to find train
extra 53929 east 1n the block between Yates City
and Peoria,

with the notation at the bottom reading:

Enginernen rcceiving this card will proceed as in—
dicated, at restricted spesed where the view 1s
obscule.

Train No. 56 departed froa Yates City at 5.55 a.m., on tine,and
coliided with the rear end ol extra 5329 while traveling at a
speed estimated to have been between 20 and 35 miles per hour.

The caboose of extra £322 was derailed and the super-—
structure was practically demolished. uotor 8668 stopped on 1te
side with 1ts front end on the ground 13 feet below the level
of the bridge; the rear end was supported by the flaoor of the
bridge approach and was sti1ll coupled to and held up the front
end of the express car about 6 feet above the rail wnich leaned
to the right at an angle of about 450; the rear trucks remained
on the raills. The last car in train No. 56 was not derailed or
da~afed. The employee killed was the Tlagman of extra 5529
and those 1njured were the engineman, coanductor, express liessen-
ger and roadmaster of train No. 56.

Sumiary of evidence

When extra 5329 stopped at Potistown, ZEngineusan Burkhalter
whistled out a flag and after a car was picked up he recalled
the flagman. The traia was then moved zhead 2 distance of about
15 car lengths when he received a stop signal from the head
brakeman and he stopped the train with the straight air brake.
Tne brakeman had told him that there was a hot box in the train
and that he would go back and put water on 1t ond ride 1he car
to Peoria. However, Head Brakeman Riutzel found the jJournal
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on the twenty-sixth car i1n flaunes and the brass broken, and gavo
the engineman a stop signal in order to set the car out; he then
looked back and saw the conductor rbout 15 or 18 cars to the

refr, glving a signal whicno he interpreted to be a cuit-—off

signal. Enginesan Burkhalwer stited that the troin had Just
stopned when the collision occlrred. He did not whisile out a
flag when the train stopned a second tine as there was not sufii- .
clent tine to do so and get un understinding of what was golng one
Whzn he recalled the [laynan after rmaking the first stop he did
not receive a signal from tas rear end and did not know whether
or not the flagman care 1in, ovt as train No. 56 was dus at Potts-
town he said he did not expect the flagman to return to the
Cao00ose.

Conductor Cawmper, of extra 5329, stated that the flagman
knew they had reczived a nessa;e to pick up a car at Pottstoim and
Just before stopping at Pottstown the flagman told ham that they
had a hot box ahead. Conducvor Camper said he insirvcted the
Ilafman to go back and stop train No. 56, as that train was then
due out of Edwards, 6 miles west of Pottstown, and 1f he did not
return to the capoose kefore they left, to ridc on train No. 58.
The flagman left the cahoose with a red flar, torpedoecs and
fusees, Just as the train came to & stop. Conductor Cemper then
started forward over the top of the cars, but Lefore he reached
the head end of the train the car had becn picked up, the enpine-
man had called in the fla; and pulled ahcad about 50 or 30 car
lengths when another stop was aade. The conductor was then about
10 or 12 cars behind the twenty-sixth car in the train, from wvhich
car the brakeman had given the signal to stop the train in order
to set out the car witn the hoft boxs. Conductor Canper said he
goave the brakeiian & sizanal for the enginenan to whistile out a
flag, but apparently the engineran failed to get the signal as he
did not whistle out o flag cne second tine. Just afwer ths
brakewman cut off the car with the not tox he heard two blasts orf
the whistle of train No. 56 answering either the flapnan's signals
or the torpedoes aad 1n about 30 seconds he heard the crash ana
saw an explosion. After the accident torpedoes were found about
35 rail-lengths west of the point of accident. The body of the
flagman was found under “he caboose; apparently he had returned 1o
the caboose when recalled after the firss stop was made. Conduc—
tor Cawper stated that the fla{sian had peen working with him since
Decciber last, that he had besn proxoted to coanducsoz, and had
aluays pvrowverly protecited the rear of their train on previous
0CCAB1l0Noa

Enginerman Cevpert of train No. 56 stnied that at Yates City h
1eci1ved the orcer statiny, that exwra 5319 would run ahecad of e.
train No. 56, togethcr with a clearonce card and a perriissive

card, Form C, the provisions of which he thorouwghly understood.

4 stop for passengers was ad: at Zdvards, 8 miles mest of Potts~
to.m, and the train was about tuo or three rminateslate 1n leaving
that point, their scheduled tize being 8.21 a.rn. Baflnenan

Cebert stated that at Edwards he noticed a car vith a hot box

vihilch had been set oubt by extra 5328; he vorked gas until he got
started out of town, then shul off and drifted around the curves
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at a speed not in excess of 20 riles per hour. When he struck
the torpedoes approachlng Pottstown he 1ade 2 service application
of tne brakes and scunded %t 0 shorv olasts on the vhisile. He
then sar the caboose ahead on the bridpe and placed the brake
valve 1n smergency posltion, but the breakes did not scenn to

tike hold wvhich he thought was duc to the fact thet a scrvice
rwductlon had just beaimade and also to the fact that the

ra1l was wet with dew. He saw the brakeman in the dodrway of the
caboose, then step down on the right side and walk aloas the

side of the cavpoose on the bridge. Eaglnewan Cebert knew that
extra 5329 had work to perform at Pottstown and he was expecting
to find a flag.aan or fusee. Engineman Cebert further stated

that the air brakes were tested before leaving Galesburg, a run-
ning test was made and the brakes were found to bc working prop-—
,erly en route.

Conductor Gripp of train No. 56, stated that after leaving
Yates Ci1ty the speed of their +train was reduced at several
proints en route and stops wore wmade at Qlin and Edwards. He was
not concerned or alarmed at the speed of his train; tne engine-—
man could see wnere he was going and he thought he would control
the train properly. He did not consider 1t necessary at any time
to apply the brakes or to signal the engineman to reduce speed.
The brakes were not applied until the frain struck the +orpedoes,
at which time Conductor Gripp estirated the speed to have been
30 or 35 miles per hour. He did not feel an eriergency applica-
tion of the brakes and thought the speed had been reduced to
acout 25 miles per hour at the time of the accident.

Brakeman Warning, of train No. 56 stated that after leaving
Yates City the engineman reduced spesd on sode of the curves and
increased 1t on straight track. He estinated the speed to have
bzen about 35 miles per hour when he heard the two torpedoes
explode which he thought werc about € or 8 fest apart. A service
application of the air brakes was nadc, followed by a reclcase,
and Braxeman Warning did not think the speesd had been waterially
reduced at the time of the accident.

Conclusions

mhi1s scecident was caused by the failure of Flagmen Buck of
exsra 5322 to provide proper flag protection and by the failure of
Movorman Cebert, of train No. 58, to operate his train under
proper control in accordance with the rules governing operation
uader a permigsive card Form (.

After the accident two torpedoes weré found 9 feet apart
approximately 1,096 feet west of the point of accident;as the
caoccose first stopped about 1,050 feet west of the point of
accident, 1t 1s pbvious that the flagman did not go back a
sufficient distance to protect the rear of his train, having
placed the two torpedeoes only 76 feet fronm the cabocse, not-
withstanding that he had been specifically 1nstrucied by the
conductor to flag train lo. 55, and knew that train No. 56 was
then due out of Edwards, only 6 miles distant, and that there
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was a hot box in their train which would probably causé addi-
t1onal delay, 1t appcars that he took no action whatever to
protect his train when the second stop was made as he was seen
by the engineman of the following train in the doorway of the
caboose. AS he was killed as a2 result of the accident no expla-—
nation can be offered for his failure properly to protect his
troin.

The evidence 1indicates that Engineman Cebert of train No.
56 was expecting to find the frecight train proteccted by flags
However, he held a permissive card which required hir to proceed
at restricted speed vhere view 1s obscure, he was fully amare
of the fact that extra 5329 had work to perform at Pottstown,
and had seen the car vith a hot box on the side track at Edwards
which had been set out by the extra train, which woulcd neces-
sarily have resulted in further delay to that train, yet he
approached Pottstown at.a relatively high rate of speed where
the view was considerably restricted.

The brakes had oeen tested at Galesburg, the initial ter-
nminal, and functioned properly en route, all stops being rade
satisfactorily, the last stop being at Edwards, 4.87 miles west
of the point of accident. A service application was nade at the
time the torpedoes were struck, and the engineman stated that he
then placed the brake valve in the emergency position but that
the rai1l was wet and the brakes did not seen to take hold.
Neither the conductor nor the brakeman felt an emergency applica-
t1on, the brakeman stating that the brakes were released after
the service application was nade, and the rails were fouad to be
dry after the accident. Ynder the rules, Engineran Ccbert
should have been operating his train at a speed which would have
enabled him to "stop short of train, obstruction, or anything
that may require the cpeed of a traln to be reduced".

Both Flagman Buck and Engineman Cebert were experlenced men.
Fla;uan Buck had been proroted to conductor in 1927 and Eagine-
van Cebert to road forerman in 1922.

Hespectfully submitted,

7. P. Borland,
Dircctore



