INTERSTATE CCMMERCE COMMISSICN

WASHINGTCY

INVEETIGATICN NO. 2508
THE ALTCN RAILRCAD CCMPANY
REFCRT I RE ACCIDENT
AT WILMINGTON, ILL., ON

JUNE 22

1941

J




Raillrcad:

Date:

Location:

Kind of accident:
Trains involved:
Train numbers:
Engine numbers:
Conisist:

Speed:

Cperation:

Recommendation:

Inv-2508
~De
SUMMARY

Alton .

June 23, 1941
Wilmington, Il1l.

Head-end collision

Freight : Passenger

103 : 14

2377 : 5293

42 cars, cebocse : 5 cars

4-5 m. v. h. : Nearly stopped

Timetatle, train orders and an zuto-
matic block-signal and automatic
rein-sscp syctem

Single; 1°458'50" curve, 0.27 percent
descending grade soutihward

Clear

Accident caused ky failure to obey an

antomatic btlock-signal indication,
failure properly tc control speed of
frain after Forestelling operation of
an automatic train-stop cevice, and
failure cf an inferior train to clear
time of an oprosing superior train and
then to furnich fiag vrotection

That the Alton Fellroed Company take .
necessary measures to insure that its
overating rules and its instructions
concerning use of fcrestalling device
of autcmatic Srain-stop system are
properiy enforced and observed, and

aGvise the Ccmmission accordingly
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ITERSTATE COMMERCE COMMISSION

INIVESTIGATICY NC. 2508

IN THE MATTER CF MAKING ACCIDENT INVESTIGATION REPCETS
UNDER THE ACCIDENT RTPCARTS ACT CF MaY &, 1910.

THE ALTON RAILKRCAD CCMPANY

Accident at YWilmington, Ill., cn Jurne 23, 1941, caused by
allure to cbey an autcmatic blocl-signal indication,
fallure properly to contrcl speed of train after
forestalling coperation ¢f an automatic train-stop
device, and failure cof inferior train %o clear time
of an oppecsing superior train and then to furnish
flag protecticn.

REPCRT CF THZ CCLIIISSION

PATTE=SON, Ccmricesioner:

Cn June 23, 1941, thsre was s head-end collicion between
a frelght trein and a passenger train on the Alton Railroad

at Wilmingten, I11., vhica resulted in tne injury of 13
passens ~r3, 1 “ailqu m111 clerz, 5 emrloyees off duty, and
4 empl. "2 = on duty. This eccident wees investigeted in con-

(=
Junctica witlh a representative of the Illinois Commerce
Ccemmission.

1

Unier authority cf section 17 (2) of the Interstate Commerce
Act the 2bove-cntiticd rrocceding was referred by the Com-
mission %o Ccmmlesioner Pattercscn for conesideration and dis-

pesiticn.
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Location and Method of Cperation

This accident occurred on that part of the Eastern Division
designated as Sub-Division Ne. 1, which extends between Bloom-
ington and Chicago, Ill., a distance of 126.6 miles. In the
vicinity of the polnt of accident this 1s a single-track line
over which trains are operated by timetable, train orders and
an automatic block-signal and automatic train-stop system. At
Wilmington a sidinz 4,541 feet in length narallels the main
track on the east; 1ts ncorth switch 1s 3,£33 feet north of the
station. A facing-point crossover for south-bound trains con-
nects the main track and the sicaing; the north switch of the
creossover 1s 958 feet north cf the station. The accident
cccurred on the main ftracz at &« point 1,498 feet north of the
station and 54" feet nortn of the north ewitch of the crossover.
As the pelnt of accident is apvreached frcm the north there 1is
a tangent more than 1 mile in length, whicn is followed Dy a
10448'50" curve tc tne right 1,188 feet to the polnt of accident
and 2,080 feet teyond. Ag the pcint of wccident is approached
from the scuth there are, in successicn, a tangent about 1 mile
in length, a 193C' curve to tne right 1,487 fect, a tangent 884
feet, and the curve on which the accident occurred. The grade
for scuth-beocund trains is 0.27 percent descending at the point
of accldent.

At the north end of the curve inveolved tne track is laid in
a cut 2,860 fezt in lengtn. At the point of accident thne east
and the west walls of this cut are, respectively, 9.45 and 8.65
feet atove the level of the west rail. The walls of the cut
are covered with vegetation wnich rises to a height of about
4 feet.

The automatic block-signal system is of the overlap type
and consists of intermediate signals betwcen stations and
double-location signals at sidings. The cignals are of the 3-
indication, color-light type, approach lighted. The aspects,
indications and names are as follows:

Aspeet Indicatlion Neme
Green Proceed Clear signal
Yellow Proce=d prepared to step Approach signal

at next signal. Train exceed-
ing medium speed must at once
reduce %to taat aspeed.

Red Stop; then proceed in Stop and proceed
accordance with autcmatic signal

block signal rules.



~

—6—

Signals 94 and S22, govering northwarc movements, are located,

respectively, 8,440 and 2,569 feet south of the north crosscver
switch, and signels 91 and 93, governinz couthward movements, are
located, respectively, 9,048 and 2,982 fect north of thls switch.
The controls of tane eignals are so arranged that, when a north-
tound train reaches a point 28,075 feet soutn of signal 93, sig- .
nals €1 and 23 will display avprcach for a south-bound train
entering its aprroacn-lizhting circuilt and, when a ncrth-bound
train reaches a proint 1,500 feet scuth of signal 92, signal 91 will
continue to display avproach and sirngl 93 will display stop-and-
prozeed for a scuth-bound train entering its apcroach-lighting
circult; whken a south-tound trein vasses a rzoint 23,418 feet north
cf signal €2, signals 94 and 92 will display aprroach for a north-
ter i

tound ftrain en ing its approach-lighting circuit and, vhen a

a

'

(

south-beund train passes a vpoint 8,851 feet north of signal 92,
signal 94 vill continue to display apvroach and signal 92 wil dis-
viay stop-end-procecd for s nerin-bound train entering its ap-
vroach-lighting circuit.

The sutometic train-stop system 1s of the intermittent-induc-
tive tyve. Track magnets are located batveen the rails adjacent
to the signals. ZEngines sre coulngeld with forestalling devices.

If = eignal displayrys a recstrictive indication fer o train, an
apvlication of the brakees sufficiont te s%on the train will occur
unlees the anplication is forestalled b7 the e¢ngineman. The rules
provide that enginemen must not forestall applicaticon of the brakes
until after signal indication has been observed and obeyed. When

a brake aporlication has been forestalled, the train may procced
under the control of the engineman in accordance with operating
rules.

The timetable provides as follows:

Medium Speed- On-~~half the normal espeed, not to excead
thirty (3C) miles per hour.

Restricted Speed- Procecd not to excecd ten (10) miles
per hour rrepared tc stop short of
train, obstruction, or anything that
may rcquire the speed of 2 train %o
be reduced.

Rule 227 is rcvised to read- "On single track when a
frain 1s stopped by an automatic block, stop and pro-
ceed signel, 1t mey orocecd when a proceed indication
is displayed. If a proceed incicaticn is not dis-
played anc there are no train orders or time table re- ‘
strictions affecting its movement it may, aftcr wait-
ing one minute, rrocced at restricted speed not ex-
ceeding ten (10) milcs ner hour to the next automatic
block siznal in kdvance in the Cirection in which
Train 1s moving exvecting to find a train in the block,
broken rail, obstruction or switch not properly set.!
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Rules of tne Operating Degpartment read in whole or in
vart as follows:

3.

gr.

Note:

Watches of conductore,
brakemen * * ¥ must be compared, before
starting on each trip, or going on duty,
with a clock designated as a Standard

clock. #

enginemen, firemen,

= e

An inferior train must zeep out ¢of the

vay of cprosing superior %rains and fail-
ing to clear the maln treck oy the time
required by rule must be protected as pre-
scribed by Rule 89

* ok

e

At meetine points between trains of
ifferent classes the inferior train
must taxec % giding and clear the

S eks
superior train at least five minutes,
3+

e o

Forms of Train Orders

In the forms of train orders, the vords and
figures # % % (uynderscored) are examples,
indicating the manner in which %the orders
are to be filled out.

W o *

Form

b

E. Timec Orders.

W
Examplecs

"
e

3
g

LI

)
M

B8 Eng 3Ff1 wait at "H!" until
No. 117 Eng 35.

=

O'
. or

o
“

z

Under (3), the train first named mus% not pass
the designated ooint before the time given, unless

the other *frsin nes -rrivzd. The train last named

+

is reguire’ to run vlth rospect to the tire sreci-
fied, at *he dezipnated moint or anv inc ".-7Fiate
station wiere acheouvie time is cariicr wGwon tae
Time specitfied in tane order, as befcre required to

run with respect to the schecdule time cf the train
first named.
P



voint cf accident the maxinum
ger tralns 1s 70 miles per hour and
traing 30 mlles per nhour.

In the vicinity of ¢t
authorizel speed fcr vass
Tor siow frelgnt anéd loca

Because of %the cut and traﬂk curveture, tae view from
either a north-bound or a scuti-*oud e.cine of ohe noint whe‘e.
the accident occurred is recztricied o €00 fest.

No. 14, a ncrth-bound firsit-clase rassengsr train, vith
Conductor OsTorn and Enp*ne‘an Brever in c¢heco.a, cour =had of
engine 5293, three Taggsesgs cars, ore begize - .ol «r 1 one
coach, 1in the order nﬂrcu. Trs firgt acw wh'w can 7= 3 of
steel-underframe constructior and th? resainres we-- o 211-
steel construction. "nisg trein departed frcem 2lccmington, 74.1
miles south of Wilmingtcn, &t A:1C a. m., accordirng to the train

€

sheet, cn Time. At Braidwvocé, 4.€ miles scuth of Wilmington,
the crew receivsd copics of train crder Ne. 13, Form 1S, which
read as follecws:
Mo. 14 Zrg 52¢Z Wal t crossover in
Paseing track Wilairs
am fcr lic 103 Enz 297

This train derarted fror 2raidwood at £€:C0% a. m., & minutes
late, and arrived at "ilrington at 3:1Z a. =., wqewe the crew
received coriles cf a clearancs card bezring tne follovwinz 1in-

fcrmation:

lcck signel is at stop fcr train No
14 vait &t crcesover until 8:20 a. m.
for No 1(3

0]

No. 14 departed froam Wilmingtcn about
8:22 a. m. 1t had reached a pcint £40
cver where 1t collided with Nc. 105.

21 a. m., and sbcut
et north cf the crecss-

No. 103, a south-bound third-ciass frelgnt train, vith
Ccnductor Conroy and Engineman Childers in charge, consisted at
the time of the accidert of 27 ioaded and 15 empty cars and a
caboose. This train departed from South Joliet, 14 miles ncrth
of Vilmington, &t 7:15 a. m., acccerding to the train shest, 20
minutes late. At Elwood, 5.7 miles north of Wllmington and the
last open of fice, the crew rcceived copies of train order No.
16, Form 19, previocusly quoted. This %rsin departed from ‘
Elwood at 7:55 a. m., 40 mirutes late, stopped ot Prairie Creek
Spur, abcut 2.46 nriles north of Wilwmington, at 2:C3 a. m., ac-
cording to statem:znts of the crewv, wncre switching sirvice vas
performed, departed about %$:10 a. m., vassed signal 91, waich
displayed approach, vassed signal ©3, which displayed stop-and-



proceed, and vihile movirg a%t a cpeed varlously estimated as 4
r 5 milegs ver hour it collided with No. 14.

Engine 2977 was derailed tc the rignht, stopped on the road-
bed ard leaned %o the rignt &t an anglie of &C degrees. The
smokebex, the pilot beam and tne front-end engine frame were
broksn; the engine truck was demolished. The tender cistern
stopped on tor cf tne first car, which vas destroyed. Both
rails vere cverturned und:r engine 5223, which was derailed but
stopred uprignt on the rcadbed. The smoxebox was crushed and
the front-end deck casting was broken. The frent truck of the
first car was derailed. The front ccurler c¢f the first car and
the front and the rear courlers cf the second and tnird cars
were broken. The center-sills of the third car were bucxled.

2 the conductcr of No. 14, and
nd the flsgman cf JNo. 103.

V

The employees injfured
the englincman, the flreman

=
to]

m

h

Summary of Evidence
Inginemaa Brewer, of Nc,

14, stated that at Blocmington a
terminal air-brake test was mad
T
t

¢, a running test was made after
e brakes functioned propzrly en
rcute. Befcre hie train departed from Bloomingten the conductor
and he coamparcd time; the variaticn was © seconds. At Eraldwoed
he recelved train order No., 12 ané the firemea and ne read the
order and understcod that, in wccordance with the preovision that
Neo 14 must wait at the crossover at Wilmington until 8:20 a. m.,
his train wes required to wait clear of the fouling point at

the crossover at Wilmington until 8:20 a. m. unless No. 103 was
into clear on the siding. As his train was aporoacning Wil-
mington, signale 94 and 92 disnlsyed approech for his train.

At each eignal he forestalled an automatic application of the
brakes. Because of the aprroach indicatione ar thought that

Nc. 108 vas cyproaching Wilmington. The train-order cignal at
Wilmington displayed stop for nie train and the cpcrator de-
livered a clearsance card beering information tnat the train-
order signal wac at ctop for No. 14 tc walt a%t the crossover
until 8:20 a. m. for Nc. 10Z. The englneman snid that his traln
valted at the station until the time cpecified had expired and
then departed about 8:21 a. m. As nis ftrain was approaching

the polint wherc the accident occurred ths speed was about 10
miles per hour. The first he knew of anything belng wrong was
when the fireman informed him that he heard thne sound of a
whistle. The engineman immediately moved the brake vealve To
emergency position hut the distance was tco short to avert the
collision. Eecausc of the curve to the left nc éid not see

Ne. 103 until that train wae about € car lengths distant. His
train was practically cstopped at tne time of tne collision,
which occurred abcut £€:22 a. m.

the ftrain i1eft that point and



Fireman Smith, of Nc. 14, =ststed that the engineman and he
read %raln order No. 1€. The fireman understocd that his train
vas required not to pess the fouling point cf the crossover at
Wilmington tefore 8:20 a. m. dnless YNo. 103 was in the clear on
the eicing. Siznals ©4 and S2 displayed arproach for his Ttralr
arnd he called tre indications %o tane engineman, whc responded.
The Tireman understood tnat No. 103 was ia the cverlap circult
but ae not certain that No. 103 would proceed to Wilmington to

nter the siding eince tnere was oa: other poiznt north of Wil-
nlng cn in the same circuilt where No. 103 could clear. At
Wilmington his train vaited at ths station untll 8:20 a. m. As
his train was approachine the noint wherz the accident occurrsed
thie speed was about 15 mileg per hour and he was maintalining a
locxout ahegd. The Tiret re vpew of anyihing belng wrong vas

when he neard an enzine whistle teliag sounded, and Shen he saw
No. 10Z arproaching. Because c¢f the cut and tup track curva-
ture his view of thco arproschine train was restricted. He
wvarncd the engineuman, vho immeflately avplled the air brakes in
+ .
L <

emergency but 1t was too la o avert the accident, which
cccurred immediately aftervard. His train vas practlcally
stopped vhen trhe ac~zident cccurred.

Conductor Cecborn, of Ne. 14, cstatzd that at Bloomington a
terminal alr-brake tegt was made and the trskes functioned
properly en rcute. Vvhen he ccomparcd his wateh wlta the stand-
ard clock at Zlccaingtor he fTound wnst his watch was & seconds
slovi. He read train ordcr No. 158 ond understoed that nis train
was required not to pass the Touling pcint of the crossover at
Wilmington before 8:20 a. m. unless Nc. 103 was in the clear on
the siding. He observed from the coach vestibule that signal
92 disnlryed ¢vrproach for his train. At Wilnington he received
a copy of a clearance card, which contained infermation that No.
14 would wvait at the crossover until 8:20 a. m. for No. 10C.

The station work was completad about 2:18 a. m. but his train
did not depart until £:20:50 a. m. As his traln was approaching
the point where the accident occurred the specd was about 20
miles per hour. The first heo knew of anything belng wrong was
when a heavy application of %hc brakes reduced tne specd consid-
erably. His train was practically stopped when the accident
occurred. The weather was clecar a% the time cf the accident,
whilch occurred abcut 8:23 a. m.

D

Flagman Glaser, of Nc. 14, corroborated the statement of
his conductor. .

Fireman Welchnan, of No. 1C3, stated that befcre his train
departed frowm South Joliet the engireman and he compared time
anéd tne varlation betweesn watches was 10 seconds. At Elwood a
copy of train order No. 16 was receilved. The fireman read the
order and understocd that if his train proceeded to Wilmington



i3 vas required to be clear cf *the main track at 8:15 a. m.
He remarksd tc the engineman that maximum effcecrt would be re
auired for lic. 10Z to proceed to Wilmington and clear No. 14
es required. The fireman said that a“ter he read tns order he
did nct Jock at nis wetch agein until after %tne zcclient oc-
currsd. At Frairie Treek one car was set cut an@ two other

were acded %o the train. Signal ©3 dieplared apgroach for hls
train and the englineman forestalled an autometic applicaticn

of tne brakes, then refuced spezé to about 15 miles ver hour.
Signal ©1 displayed cstopr-anc-proceed snd “he engineman Tore-
stalled and reduvced speed tco about £ wiles per hour. The fire-
man uridersicod that 1t 1s vermlssible for a train to pass a
stop-and-wrccezd indicaticn without etcpolng and tc proceed
unéer contrel o tne cicding where aa crposing train is to be
met. The first e knev cf anything being vrong was when he ob-
served No. 14 a%out seven cr ?tn 1istant. At tnat

K p

time the specd vec apcut 4« cor S5 wiles ner rour and the engine-
man Jlaced the Preare velve 1n emergencr pcoitlon and nlaced the
reversc lever in pesiticn Teor hackrard mctien, out the dis-
tance vas tco shcrt e gvert tho sccident. The fireman =said
that his tra vae about steroed and he jJjumped from the engine
Just before tﬁe ccllision occurccd. He understood that the
rules require an inferior trein %c clcar the time of an opprosing
superlcr Srain not less than 5 mirutcs, and that when an in-
ferior train fTails to clear ty the time reguircd 1t is neceseary
to »rovide flag pro%tz2cticn egainest tne superior traln; howcver,
1t is customary for an infericr train tc droceed cgainet -
superior troin even thcougn there 1s ineufflicient time for clear-
ing the time of the superior train 5 minutcs. The fireman said
that in this instance he wzs not slarmed wnen fleg protectlion
againet No. 14 was not provided.

Front Erakemen Jepsen, of Nc. 1023, ststed that he did not
ccmpare als wateh with that of any cther member of the crew or
witn the standard clock bafcre hiec train departed from South
Joliet. At Elwocd he read traln order No. 18. In hie cpinien
Nc. 103 was not required to bz in tne clear at Wilmington before
£:20 o. m. His traln departed frox Przirie Creek at €:10 a. m.
and as it was approaching ths point where the accident cccurred
he was 1n the rizght gangway maintaining o lockout ahead. EKe
cbscrved thot 1t wag £:18 a. m. and then hc coscrved Nec. 14
approaching at & short distance. The cecllicion occurred soon
afterward. ke did not Ziscuss the oroviegions of train crder No.
16 with either tre zngineman cr tne fireman. The trakeman vas
last examined on operating rules in 1841.

Middle Erakenan Flener, of kc. 10Z, stated that before his
train departed rror South Joliet he falled %o compare his watcn
with the standard clociz. At Frairie CreexX he read trein order
No. 16, which had becn received &t Elwood. He understood that



if his trzin prcceeded to Wilmington to clear for No. 14, 1%

vas not requiﬂec to be intco clear hefors 8:20 a. m. His train
depvarted from Prairie Creek at £€:10 a. m. and the enginexman re-.
mar£ed Ttaat sufficlient time remeinad to wnr ccpoa to Wilmington

and to clear for Noc. 14. As nis %train was aprrcaching the
voint wiere the accicdent cccurred the »rakeman vas in the cab

of the ergine. The froat brakeman cslled a warning and Brake-

man Flener jumped off the engine about thres car lengths frcm

ae pcint of the collision. He was last examired on operating
rulec in 1940,

Conductor Conroy, of No. 103, stated that before his traln
departed from Scutn Joliet a2 ccmpered ais watch with the stand-
ard clock and his watch vas lO gzceonds eglecw. He 214 not ccmpare
watches with the cngln’nan, nor did he converse with nim con-
cernine the verk te be =»crformed. The Trent brakenan delivered
the clearance and the train consist to the encinzman. At South
Joliet a terminal alr-brsks teet was ceonducted ©y the car in-
spectors, wno renorted the hrakes tc be functloning vroperly.

At Elwood the ccnductor recsivel a copy of trsin ordler No. 16
Ia nis cpinior if his train proceeded to Wilmirgton to clear
for No. 14, it was nct reguirced to be clear cf the main track
before £:20 a. m. His trein cdenarted frcm Prairie Creek at 8:10
a. m., at which %Sime the brake-pipe pressure was 70 pounds. He
was not alarmed that his ftrain would fail to be into clear on
the giding at Wilmington v 8:20 a. m. He said fthat 1%t is
custemary for an inferior train to clear an opvosing superior
train at the time svrecified but nct minutes prior to the specil-
ficd time. In thie iastsnce his train would not have had suf-
ficient tia> tc procsz2d zgainet No. 103 if 1t was required to be
clear 5 minutes prior to the time specivTied. He expressed %the
opinion that trair crder No. 15 provided rrotection ageinst No.
"

14 until 2:2C a. rm. and it wes not neceseary tc »rovide flag pro-
tection before 2:20 a. m. As his train was spzroaching tne

pocint vhere the accident cccurrzd the cvecd wes abcut 4 miles

per hour and he vas in the cebcocese. The first hs knew cf any-
thing Yeins vrong waes when he felt an ¢ner

ency application of
the brakes and she collicion occurred immedistely afterward at
8:18 a. m.

The statement of Flagman Lambert added notnlng of importance.

Because cf injuries zustsined by Engineman Childers, of No..
103, e&s a result of tne accident, 2 s%atement could not bs ocb-

]

tained from him at the time of the investigatlion.

Operator Stcne, at Wilminstorn, stated that he copied train
order No. 1f, which was addressed to the operator. He displayed

his train-order cignal et s%cp and wnen No. 14 arraived at 8:18
£. m. he delivered coples o©f a clearance card, which contained
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the same infcrmation as order No. 18, to the crew; hovever,
since it 1s not customary to deliver tc crews coples cf orders
addressed tc the cperator he did not do so in this instance.
According to the clock in the station, No. 14 departed at
8:20:10 a.m.

Dispatcher Denman stated that urually ne iscues an order
establisning a meetiny point between Hos. 14 and 103. In the
instance involved he expected Meo. 102 to be delayed by a pre-
cedinz extra train and, therefcre, he issued train order No. 16,
which restricted the schecdule time of No. 14 at Wilmiagton Dby
10 minutes. The usual running time cf No. 103 between Pralrie
Creek and Wilmington 1s 8 or 10 minutes. He expected that No.
103 would clear for Nc. 14 either at Stone 3iding or Porter Sid-
ing, 5.05 and 2 miles, resvectively, north of Wilmington, bdut
Ne. 103 cculd have proeceeded to Wilmington and then returned to
Prairie Creek to perform work after No. 14 had departed

FEules Exeminer Burdette stated that at a meeting point be-
tween trains cof different clasces the inferlor train must cc in
the clear 5 minutes befere the superler train is due to leave
tnat point; if the infericr train falls to clear an opvosing
superior train 5 minutes in edvance of ite leaving time the In-
ferlor train must provide flag protection. According to the
prcvisicns cf train order Ne. 18, No. 103 was required tc be
clear at the crosscver at Wilmingten not later than 8:15 a. m.,
and No. 14 was required to walit at the crcsecover until 6:20 &. m.
unleecs Meo. 103 vas 1n the clear on the siding.

Discussicn

According to the evidence, the crew of No. 14, a first-class
train, and the crew of No. 10%, a third-class train, held copies
of a train order which required No. 14 to walt at tne crossover
in the siding at Wilmington until 8:20 a. m. fcr No. 103. The
cellislion cccurred 540 feet beyond thc switch where No. 14 was
required to walt. Accoeording te the statement of the operator at
Wilmington and the crew of No. 14, No. 14 did not leave the sta-
tion, about 900 feet to the rear of tne foullng voint at the
crossover, until after the waiting time nad expired; on the other
hand, two members cf the crew of Nc. 103 stated that the accident
occurred about 2 minutes before the expiration of the walting
time.

Nc. 103 was procecding to Wilmingten to clear for No. 14 )
and, under the rules, was required to be into clear at Wilmington
not later than 8:15 a. m., or tc furnish flag protection after
that time. No attempt was made to comply with these requirements
of the rules. Although he was an employee of long experience,
the conductor of No. 103 saild his train was not required to be
clear of the main track at Wilmirgton befcre 8:20 a. m., that it
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No. 14 received aporosca indiczations at the last two auto-
matic signals vhicn it nessed. These iadications reguired Ho.
14 tc proceel a% a specé noS in evcess of 30 rmile. ver hour and
to te nrerarsd to sted ot th2 roxt cignel, vnich wes located
2. 442 Feet berond She ocint vhere the accident cccurrcd. The
evid nce 18 thnt No. 14 ¢id nct exceed » erpeed of 20 xlles per

ur between tre station and *he wcint of zczident. wNo. 102 re-
ceived an avoroach indizction st the signal lccated 9,046 feet
north of the pcin: vhere the aceident occurrced, and the enzine-
man rorcstal an automatic train-ston evclication cof the
brakes and reduced steed tc abcut 15 milee per hour. A stop-and-

oceed indization was received at trnoc soutavard signal lccated
2,442 foet nerts of ta- reoiat wacre the accident occurred, and
the engineman again forectalled an sultosctic epclication of the
brakes and reduced epeed to sbout £ wilec per hcur. Under the
rules, Nc. 107 was required to stop befcre -t passed this signel
eand then to proceed at 2 sp=2cd not in cr¥cess c¢f 10 miles per
hour and to move expecting to find a trein in the block, a
orcken rail, an obstruction or a sviten not prepe y set. Ac-
cording to the ctﬂtereqts o7 the employees ﬂnvc$vo No. 14 was

-

nearly stopped anc o rreed of Nc. 107% had been re¢uced to £ or
& milcs peor hour when the accident ceccurred; hcwever, from the
damage that resulted frecm tnc accident, it is obvicus that the
speecd was underestimated by one or bo*ﬂ of the crcvs of the
tralns involved.

(

This accident agnin dircets sttentica %o the use of a fore-
stalling device In cconncetion with an automatic train-stop
system. Under the rules the engineman after forestalling an
automatic application cf ths Yrakes was required %o operate his
train 1n ceoafeormity -vith simnal indications but he feiled to Go
this. Unless effcctive meac s can be provided to insure safety
C tances, further consideration will

restalling devices shaall be con-
rﬂln—s+op cfyetem on this line.

of operation under such circums
e given tne guestion wvhether T
i

tinued as a vert of an sutomati

L—r-f‘|



It is found that this accideat was caused by failure to obey
an autonatic vlock-signal indication, failure proverly to control
18 gpeed of a train after forestalling oreration of an automatic
train-stop device, and failure of an inferior train to clear the
time of an opnoeing superior train end then tc furnish flag vpro-
tecticn.

Kecommendaticn

It 15 recommended thet %the Alton Railroad Company teke nec—
ssary measures to insure tn~t 1ts operating rules and ites in-
structions concerning tne use cf “he forestalling device cf the
automatic train-stov system are properly enforced and observed,

and advise the Commiscion azcceordingly.

Dated at Washington, T. C., tnis twenty-first
day of Auagust, 1941.

By the Ccommission, Commniscicner Paterson.

W. P. BARTEL,
(SEAL)

Secretary.



