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SUMMARY
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Wabash
October 26, 1837.
Cetlin, Ill.

Rear—-end collision

Fireight ¢ Passenger
2800 ¢ G670

77 cars, caboose ¢ 11 cars
Standing ! G55 MeDelie

Tang nt; 0.05 percent grade
ascending east-bounde.

Cloudy and foggy
10:52 peme
3 killed and 10 injured

Frecight trein not adeaustely pro-
tected by flag; passcnhger train not
operated in occupied block in
sccordancc with reqguirements of
caution card in meonual block terri-

torye
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Novcmber 24, 1937.

To the Commission:

On Cctoker 26, 1937, there was a rear-end collision between
a frecight train ond a passenger train on the Wobesh Reilway near.
Cztlin, Ill., vhich rcsulted in the death of one mall clerk and
two cmployees, ~nd thc injury of onc passcnger, five ma1l clerks,
one express me¢sacnger, one Pullmen porter znd two dining-car
employces. The investigasion of this accident uas made 1n con=
junction with a reprcscntative of the Illinoils Comacrce Commi g=
giohe

Location and methiod of operetion.

This sccident occurred on the 9th District of the Decatur
Division which extende between Decatvr and Tilton, Ill., a dig~
tonce of 71.7 milese In the vicinity of the point of accident
this is a singls-track linc over which trains are operated by
time-table, train orders and a manual block-signal system. The
point of collision is 1% miles wcst of the station at Catling
approsching this point from the west the track is tangent for
more than 2 mileg. The grade for eagt-bound trains is prac-
ticglly level for more than 1 mile, being 0.05 percent ascending
at the point of accident. The maximum speed permitted is 80
miles per hour for passenger traing and 50 miles per hour for
freight traing.

Rule 518 (E) reads as follows: "Responsibility for collid-
inc vith trains in a block, when caution card is given, will
rest with train recciving and moving under such restrictions,but
this will in no way relieve conductor and engineman of trein
stooping within the tlock, from the observance of Train Rule 99"

Rule S-86 reads as follows®: "Unless otherwise nrovided, ah
inferior %resin must clear the time of a superior train, in the
same direction, not less than five minutes; but muss be clear at
the time & first-clans train, in the same direction, is due to
leave the next ctation in the rear where time 1, showne

The caution card states thet the block is not clear and
requires thc trsin recciving it to run ceutiougly bctween points
gspecified thercin.

The weathar was cloudy and there was gome fog in the vicinity
of the point of accident. The accident occurred about 10:52 pP.me
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Desceription

No. 96, an east-bound s=cond-class Ireight train, conslsted
of 77 cargc and a cahoose, haulcd by engine 2800, and was in charge
of Conductor Jordan snd Engincman Patterson. Thig train departed .
from Tolono, the last open telegraph office, 28,7 miles from the
0ooint of accident, st 9:59 p.m., according to the train sheet, 59
minutes lafe, and at about 10:08 pe.m. stopped et a poinc about 13
milcs west of Catlin where it wes standing when struck by No. Z.

Noe 2, an east-bound first-clasc passenger train, consisted
of one negil car, two bagyege cers, one combination car, ong chair
cnry, one cefe-lounge car, four Pullman sleeping cars and business
cor Noe 5, all of ztezl consbtruction, hauled by engine 670, and
was in charge of Conductor Schultz and Engineman Dappere This
troin departed from Toloro at 10:25 pems, according to the traln
shcety, 5 minutes late, and collided with the rear cnd of No. 96
while traveling at a speed estimated at about 65 miles per hours

Eagine 670 was derailed to the south and stonped headed
southeast and 1isted to the north at an angle of about 45%, with
the frame of the tender jugt west of the engine. [ail car 170
stopped on its left side parallel to the main track and about 100
fecet east of the engine. Bagrage cars 345 and 354 formed a
triangle north cf thce track with the main track as a basey the
Tormer upright and the latter on its left sidc; these two cars
wcre aoout opposite the engilnee Both trucks of pacsenger car
605 and the rear truck of chair car 1392 were derailed. The
caboosc and the five rcar cars of Nos. 96 were demolished and con=
suried by fire which broke out immedistzly after the collision.

The employecs killcd were the engineman and fireman of No.Z2.

Summary of cvidence

Engineman Patterson, of lo. 96, stated that an air~brake test
of the train was nade at Decatur and all brakes were working. Just
cest of Bement the air brakes were gpplied in emcrgency from some

cuge unknown to him and the train was delayed about 15 minutess
Avout a mile west of Catlin another emergency epplication of the
brokes occurred cona tha train came to a sudden stopj . he immediate~
1y whnistled out a flug and noted thet the time was 10138 pel,

The flagmen, who had been on the engine from Decavur, and the head
brakeman went back to see what was vrong; somc time afterwards, he
fclt his trein surge forward and he noted that the time was then
10854 patie Between Docetur and a point a short distance west of
the point of accldent the woather was clear, but vhere he stopped
it became fogey and theore was a heavy fog at the time of accident;
he was able to see the marker on the right side of the rear of

his train of 77 cars but was unable to see the marker on the left
Si(le.
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Fireman Lemm>, of No. 96, corroborated the gtatemcnts of
Ingincman Patterson with reg ald tn events preceding the accident
and the time of the dCCldenu. He stated that the foz was so
denee that viei1bility was restricted to 5 or 10 car lengths; he
azrced with his engineman that the right rear marker could be .
seon from the engine although tha left rear marker could note.

-+ Head Braokeman Potter, of No. 96, stated that when the train
stopped west of Catlin he and the flpgman, vho were on the engine,
went back to cee vhalb was vrong. It was very foggy so he stopped
neer the middle of the train while the flagman continued to the
rcare A little later he rceceived a co=ahead gignal from the
flagman and transmltued it to the engineman but apparently the
sngineman vas unavle to see his signel and he was on his way to
the cngine when the accident occurreds He gave the time of the
collision as 10:52 peme., and statcd that from the middle of the
trein he was unablc to see the rear markers

The statemsnt of Flagman Newcome, of No. 96, agreed with

that of the h,ad brakenan concerning eventsg pPIOf to the accident,

except that he stated they could see the rear markcr of their
train from a point about 25 car lengths west of the cahbooscz. He
Tound a broken crossover pipe on the twelfth car shead of the
caboose; after cutting out the brake on that car he gave a proceed
signal to the head brakeman and he then walked back about 8 car
lengthsy the headlight of No. 2 came into view, and 1t seemed
guite ClOSb to the recar end but he was able to run another 5 car
lengths and then run to the cdge of the right-of=way belore the
accident occurred. He did not hear any whictle signels from the
cngine of No. 2 nor did he hear any torpedo cxplode} he thought
the engine of No. 2 was working stecam right up to the time of
collisione

Conductor Jorden, of Ho. 98, statcd that afver his train had
bcen stopped by the opsrator st Bement he removed a loosc brake
rocd and thcy procceded eastiards. Just beforc recaching Cotlin,at
chout 10:40 pem., the train was stopped by an cuaerges ﬁcy aDnllca—
tion of th> brakes vith such forcc as to throw him to the floor.
He wag unhurt, howecver, snd within 2 minutes he had sccured a red
end a vhite lantern and a supply of fusgecs and torpodocs and had
cterted back to flag. He wglked back rspidly and at o point
about 10 car lengths west of the caboose he lightcd a Tucee and
sterted to run; at a point about 35 car lengths back of the caboose
he lald down one torpedo on the right rail and then continued t.
running back until he had reached a point about 50 or 55 car '
lengths from the caboosce. He could hear the enginc of Nos 2
vorking stcam but could not see that train until the engine was
about 30 feet from hime He gave stop signals with the lighted
fusee but No. 2 pagsed him at a spced of 60 to 70 milecs per hour.
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After the train had passcd he continued waving the fusee in the
hope that some one at the rear of the train vould sec his signals;
=t thc samc time he was running ecastvard. During his return trip
towards his caboose he did not meet the flsgman of No. 2 but did
riecct the conductor of that train somewhsre along the north side of
Nos. 2; he thought it was then later than 10:55. Ags he was walk-
ing along the north side of the train with the conduccor of No. 2
he tripped over some boards and broke the red globe of his red

1isht, and he then discarded the frame of the lanterns

G. H. Sido, Chief Operating Officer of the Wabash Railway,
stated that he was sleeping in business car No. 5 wihich was on the
rear end of No. 2 and was avakened when the train stopped. In not
more than 2 minutes he was at the rear end of the train and saw
the flagman of No. 2 just ebout opnosite the reer end of his car.
He did not see anyone behind the trein with a lighted fusee nor
were There any other gigns of flagzing. He got off the train
cbout 3 minutes after the accident and at that time there was no
dense fog although 1t was hazy.

Conductor Schultz, of No. 2, stated that the czir brakes were
tested at Decatur and operated satisfactorily en route. They left
Tolono at 10:25 p.m., 5 minutes late, with a caution card stating
that No. 96 wasg between Tolono gnd Tilton. They passed Failr-
mount at 10:48 p.m., on time, and at that point he hcard the
engine whistle gounded, but he did not remember hearing it again.
Just prior to the accident the train wes moving st a speed of about
65 miles per hour and he wrs in the fourth car from the sngine.
When the collision occurred he was thrown to the floor but as he
vas not injured in any way he Jmmediately arose and vas on the
ground in about 2 minutes. Conductor Jordan, of No. 96, who was
there when he dismounted, informed him that the accident had
occurred at 10:52 p.m. but Conductor Schultz did not then notice
the time. At the time he got to the ground he observed that the
alr was hazy but there was no heavy fog. He stated that when
his train is moving on a caution card he leaves the question of
espeed to the engineman; it vould be impossible to make the time
if the ceonductor were to clow the train dovn. He did not notice
any evidcnce of a fusee burning outside of the coach as they
aporoached the scene of the accident nor did he notice any appllca-—
tion of the brakes jugt prior to the collision.

Flagman Frame, of No. 2, stated that he was in the second car
from the resr at the time of the collision a2nd was thrown down by
the impacte He was only slightly injured and he immediately took
flagging equipment and sterted out to flag, all within the space
of about 3 minutes. As he passed the rear of his train he noted
that the markers were burning, and from the position he took in
giving protection to his train, about 4,000 feet to the rear of
Noe 2, he could sometimes see the markers and sometimes not; there
seemed to be pockets of fog. On his way back to flag he did not
meet any flagman from No. 96.
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Oper=ztor Manues, vho wag on duty when No. 2 arrived at Tolono,
.ted that he delivered a clesrance and a caution card to the
eman of thet traln as 1t pacesed, using a hoop to do s80.
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Discugsion .

The evidence discloses that No. 96 was stoonncd a short dis-
tance west of Catlin by an emergency application which originated
in the frain. Conductor Jordan gfatcd that in the absence of
the flagman at the rear of the train he assumed the duties of
flegman and vithin a 2 minutes after the train had stopped he was
on his way west to flag and hed in higs possession a red and a
white lantern and a asupprly of fugecs end torpedoes. Although he
said he hurried as fast as he could ~nd the cvidence ig to the
effect that the {frcisht train stopped about 14 minutes prior to
the accident, Conductor Jordsn said he was sble o get back only
o0 or 55 car lengths when the =sngine of No. 2 pasced him, and .
thet he thzsn returned to the eccne. of the collision. The state=-
ment of Conductor Jordan is not in accordance with other evidences:
Conductor Schultz of No. 2 stated that within 3 minutes after the .
collision he dismounted from ths fourth car and lmmediately met
Conductor Jordan. Flogmsn Frame of No. 2 stated that he was on
his way back to flazg within 3 minutes after the accident and did
not meet any flagmen from No. 96, Chicf Operating Officer B8ldo
who was at the rear end of the train within £ minutes after the
collision did not see any flsgman or any evidence of flagging at
that time. A1l of the employees involved steated that there was
fog in the viclnity of the voint of accident, but the degree of
intensity of this fog is described as "“hazy cir'", "dense fog" and
"feggy in pockets” by different persons. Conductor Jordan said
he lighted o fusee but no one else gaw it although i1t 1s apparent
the fog was not sufficiently dense to obkscure it entirely. The
speed of No. Z wns established as being sbout 65 miles per hour
and the only brake application felt in the pessenger train occurred;
almoest immediately before the collision, probsbly when the éngine-
man saw markers on the caboose of No. 96, It is therefore appar—
ent that adequate flag protection was not provideds

l1e manvel block territory in which this accident occurred

extends between Bament and Tilton, a distance of 51 miles. At '
right there is but one intermedi~te block station, located at
Tolono, about 34 miles vest of *the scene of the accident. The man-
21l block rules permit a train with a csution card to follow a
train other then =& pagscng=r train into a block when necessary to
avolid serious delay, to close up at meeting points, or for other -
equally good reasons, providsd w=sather conditions are faverable,
and curvsture, grades and othecr treck conditions warrant. Hove—
ever, with stations as far apart as these, 1%t ig impossible to
know whether weather conditions throughout the block are favorable,
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end the records of the Wahash chow that on 24 dcys bctween
Scptember 27 and October 26, 1937, No. 2 moved over some portion
or fthe entire length of the manual-block territory on caution
crrdse On 16 desys durlng this period caution cards were issued
to No. 2 at Tolono and on each of these days this train left
Tolono from.3 wminutes to 21 mirutes laote. On cvery occasion

No. 2 made up time betwcen Tolono and Tilton, the gains renging
from 1 minute to 15 minutes. The average schedule of this train
betwecen Tolono and Tilton is over 45 miles per hour, and this
record and the fects in this cace demonstrate thet excessively
high gpeeds are being made in this territory when moving under
aution cards; spparently this is being done with the full knows
ledge of operating officers, as the practice is shown by the
records of the company and the chief opersting officer was on the
Tassenger tralin involved in this accident. Safety of train
operation which is intended to te provided by the olock system

is practicslly nullified when treins are permitcted to be operated
at full speed in an occupied block, as was the case in this
ingtance.

Conclusgion

This accident was cauced by the Pailure of Nos« 2 to be
operated in accordance with the requirements o7 a caution card
in menugl block territory, and the failure of the crew of No. 96
to provide adequate flag protection.

Recommendation

It is recommended that responsible operating officers
rromptly take necessary mcasurcs to correct the dangerous opsrate=
ing practices vhici were disclosed by this investigation.

Respeetfully submitted,

Ws J» PATTERSON

Director.



