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FOREWORD

This ieport of facts and citcumstances and determination of probable
cause by the National Transpottation Safety Boatd is based on facts devel-
oped in the field investigation by the Butcau of Railioad Safety of the Fed-
etal Railtoad Administration. In developing its secommendations, the Safety
Boatd has considered the suggestions the Federal Railioad Administration
made in forwarding the investigatory data The tecommendations made here-
in, howeves, are 1ecommendations of the Safety Board
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NATIONAL TRANSPORTATION SAFETY BOARD
WASHINGTON, D.C 20591
RAILROAD/HIGHWAY ACCIDENT REPORT

ADOPTED: July 8, 1971

ILLINOIS CENTRAL RAILROAD COMPANY
TRAIN NO 1
COLLISION WITH GASOLINE
TANK TRUCK AT
SOUTH SECOND STREET GRADE CROSSING
LODA, ILLINOIS
JANUARY 24,1970

I. SYNOPSIS

About 9:55 am, on Januaiy 24, 1970,
lllinois Central Railioad (ICRR) southbound
passenger train No 1, moving at a speed of 79
miles pet hour on ttack No 1, struck a motor-
truck loaded with gasoline on the South Second
Street crossing in Loda, 1llinois. The tank of the
tiuck was split open, spilling the gasoline which
exploded and caught fire The buining gasoline
covered the exteiiot of the locomotive unit and
enteted the contiol compaitment through the
nosc door, damaged nose, and other openings

Thiee employees of the 1ailroad, who weie
occupying the control compattment of the lead
locomotive unit at the time of the accident, and
the diiver of the motorttuck 1eccived fatal in-
juties fiom the burning gasoline

PROBABLE CAUSE

The National 'Ts anspoitation Safcty Boatd de-
terwines that the probable cause of this accident
was that the operator diove the gasolineladen
tiuck, without stopping, onto the racks im-
mediately in front of the approaching train,
while the crossing watning device was indicating
the train’s approach

The cause of the fatalities to engine ciew-
membets and the official was the entrance of
butning gasoline into the control compartment
and cngine compattments which buined the oc-
cupants of the contiol compaitment, made
escape into the engine compartment useless, and
forced the occupants to jump fiom the control
compartment while the tiain was still moving at
a speed too high to inswie swivival

11, FACTS
A Location and Method of Operation

The accident occunted at Loda, 1llinois, 92 3
miles south of Chicago Cenual Station, whetc
the 1ailioad is crossed at grade by South Second
Sticet Loda is located on that patt of the Chica-
go Division which extends 126 4 miles betwecen
Chicago Cential Station and Champaign, tlinois

1. The Railtoad

A double-tiack main line extends north-
watd and southwaid through Loda The tiacks
ate designated from west to cast as No 1 fo
southbound wains and No 2 foi northbound
trains Tiains atc operated with the cutient of



traffic on the main tracks by signals of an
automatic-block signal system In the vicinity of
the South Second Street crossing, a siding 3,218
feet in length, designated as the business track,
parallels No 1 tiack on the west In the accident
area, the tracks arc straight, and the average
grade for southbound tiains is 0.48 petcent
descending,

The maximum authorized speed for pas-
senger and expiess trains with passenger loco-
motives is 79 miles per hour

2. Highway and Giade Crossing

US Route 45 is a two-lane road paved
with conciete extending approximately noith
and south through Loda The highway parallels
the railioad and is about 82 feet east of the
tracks

South Second Street in Loda {also known
as Bayles Lake Road) is a two-lane public high-
way, 20 feet wide, paved with Amicrete The
stieet crosses U.S, 45 and the three tracks of the
Hlinois Cential Railioad at grade at a 90° angle !
It is one of several ciossings in Loda. The aver-
age grade from the east is 5 0 percent ascending
for 80 feet to the crossing, practically level ovet
the crossing, and 5.8 peicent descending for 53
feet westward The railioad crossing is 32 feet
wide, with wood planking between the rails of
the thiee tracks and along the outside of each
rail The remaining suiface of the crossing area is
suifaced with bituminous matesial to the tops of
the planking and the rails. (See Figure 1) The
blacktop suiface of the crossing at the time of
the accident had a numbet of chuckholes and
there was some slush on the 1oadway

3 Crossing Protection

The crossing was equipped with an auto-
matic, wig-wag, ctossing—warning for the putpase
of warning operatots of motor vehicles of ap-
proaching trains The signal had a 5-inch dia-
meter mast, 14 feet 6 inches in height, with a

!Appendix No 1 — Photograph and Sketch of the Accident
Area

crossaim, and it was located in the northeast
quadrant of the crossing, 11 feet north of the
paved surface of the roadway A warning bell
was mounted on top of the mast A multiple-
track sign and a crossbuck waining sign wete
attached to the mast, 6 fect 11 inches, and 9
feet 11 inches, 1espectively, above the ground A
wig-wag banner, 20 inches in diameter, was sus-
pended from the crossatm The banner, a white,
citcular, metal disc with a black cross and
bordet, was located 10 feet 11 inches above the
ground and swung in an arc 30 inches in length
patallel with the tiacks A light contained be-
tween two red lenses, 6-3/8 inches in diameter,
was mounted in the center of the banner. This
light illuminated the red lenses and could be
scen on each side of the ctossing. (See Figure
No 2) The signal was installed Ap:il 9, 1927,

The ciicuit of the automatic cossing-
watning signal was so airanged that when a
southbound train reached a point 4,170 feet
notth of the ctossing on Track No 1, the 1ed
light was illuminated, the banner began to swing
and the bell began to ring This device continued
to function until the tiain moved entitely over
the crossing. Only one autotnatic warning signal
was located at the crossing, and this device was
depended upon to wain tiaffic approaching the
crossing in both directions. The west approach
to the crossing was also protected with a railioad
ctossbuck sign

B. Description of Accident
1 The Tiain and Ciew

Train No 1, designated as the City of New
Orleans, was a scheduled passenger train running
between Chicago Cential Station and New
Oileans, Louisiana. On the day of the accident,
the tiain consisted of three cai-body type,
diesel-electric units, Nos 4019, 4003, and 4028,
two baggage cats, four coaches, onc diner, and
cight coaches, in that order.

On the morning of January 24, 1970, the
engineer and fireman for passenger train No. 1
teported for work at 7 am. at 27th Street in
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Chicago, illinois After inspecting the locomeo-
tive, the crew moved it to Chicago Central Sta-
tion where it was coupled to the tain Biake
tests wete petformed after the train was as-
sembled, and they indicated that the biakes
functioned properly The fireman was informed
by a wansportation engineer (1oad foreman of
engines) that he and an executive assistant to the
ptesident of the 1aihoad would accompany the
engine ctew on the trip The tansportation engi-
neet assumed the fiteman’s duties in the cab of
the locomotive and insttucted the firteman to
ride in the second unit of the locomotive The
fireman then proceeded to the cab of the second
unit  Shoitly after the arrival of the executive
assistant to the president, the train departed at
8:10 a2 m, 10 minutes late

At Kankakec, linois, 42 8 miles notth of
Loda, the train made the last of scveial sche-
duled stops before the accident There weic
about 225 passengers on the main when ir de-
patted from Kankakce The tiain passed Gilman,
17 6 miles notth of Loda, at 9:42a m, 26 min-
utes late

Shoitly after the depatuie of the nain
ftom Chicage Cennial Station, the fiist of a
scties of griound-ielay actuations occuried on the
first unit of the locomotive The giound telay is
an electiical protection device that is actuated
when a ground occuts in the high-voltage electti-
cal system of the locomotive unit Operation of
the device cuts off electiicity to the tiaction
motots. To reset the ground 1elay requites that
the diesel cngine be isolated by positioning a
switch, and manually tesetting the relay This
maneuver can be performed without stopping
the train  After the tain passed Gilman, the
sround 1clay actuated for the fourth time Each
tinc that the 1elay functioned, the tiansporta-
tion engineet left the control compattment and
went into the engineioom whese he was joined
by the fiteman from the second unit, and jointly
they reset the device, After the telay was 1esct
following the last actuation as the tiain was
appioaching Loda, the tiansporration engincer
instiucted the fiieman to remain in the engine-
toom of the fiist unic and, if the ground relay

functioned again, to isolate the engine The
rranspottation engineer then ictuined to the
control compairtment When the fiieman last
observed the employees in the control compart-
ment, the engineer was operating the locomo-
tive, the executive assistant to the president was
seated in the fiieman’s place, and the nanspotta-
tion engincer was scared on a portable scat in
the center of the compaitment

2 The Truck and Its Opeiation Prior to the
Accident

a AMotortinck and Tark

The motottruck consisted of a 1,400-
gallon cargo tank mounted on a 1968 Cheviolet
chassis, Model C€S51403 The truck was
equipped with a CS 50-592, six-cylinder gasoline
engine, power stecring, hydiaulic brakes with a
vacuun booster, and a two-speed 1eat axle with
dual wheels Tes serial number was CS538]
144185, and the license numbet was 1969-70
Hinois, 19349G Laige exteriot teatview mirtois
about 20 inches in length and 6 inches in widch
wete mounted on each side of the cab of the
matorttuck in line with the operator’s range of
side vision in both ditections The cab had a
nominal capacity for two people and was equip-
ped with a 1adio and heater The cab and chassis
were owned by the drivet

The catgo tank was approximately 20
feet 11 inches in length, and was divided into
five compattments with capacities o 400, 300,
300, 200, and 200 gallons The vehicle was
painted ycllow and stenciled in accoidance with
the specifications of the Shell Oil Company De-
cals measuiing 6 inches high by 24 inches long,
indicating “FClammable,” were applied on both
sides and on the 1ear of the tank The tank was
built in August 1955, and was mounted pie-
viously on another motortiuck by the Progiess
Manufacturing Company  In November 1968,
the company remounted the cargo tank on the
motottiuck involved in the accdident The tank
was owned by Faimet’s Oil and Supply Com-
pany, Colfax, lilinois



b. Movement of the Motortruck

On the moning of January 24, 1970,
the diivet of the motortruck left his home in
Loda at approximately 6:30 a m. He proceeded to
Paxton, 4 miles south of Loda, wheie he loaded
the tank truck with gasoline fiom a bulk plant
Two deliveries were made before the tank was
reloaded with 1,400 gallons of gasoline for Gib-
son City, located about 20 miles west of Loda

The driver made stops at the local post
office and at his residence At approximately
9:52 a m , he tesumed his journey and drove the
truck to U 8. 45, turned tight and moved north-
watd The diiver made a left tuin onto South
Second Strect and proceeded westward towaid
the 1ailicad (See sketch, Appendix No 1)

3 The Accident

As train No 1 was approaching the South
Second Street grade crossing at an estimated
speed of 79 miles per hout, a tesident of Loda,
who was working in a grocery store at the corner
of South Second and Chestnut Sticets on the
west side of the uacks, 1epoited that she heard
the crossing watning bell ringing on the crossing
protection signal, saw the wig-wag signal oper-
ating, and saw the lighted 1ed light in the center
of the disk. About the same time, she saw the
Shell Oil truck move northward on US 45 and
tmn left on South Second Street towaid the
track She heatd the horn of the locomotive
being sounded as it approached the crossing

A second witness, who was standing in the
dootway of a feed mill southwest of the cross-
ing, also saw the Shell Oil truck move notthwatd
on U.S 45, tutn left on South Second Street,
and move westward toward the crossing One of
the witnesses estimated the speed of the motor-
tiuck to be 5 to 10 miles per hour as it moved
up the incline towaid the tracks Both witnesses
stated that the motottruck did not slow down or
stop befoie it moved onto the track immediately
in front of the appiroaching passenget ttain. The
locomotive stiuck the motortiuck near the
center of the tank on the 1ight side; The cargo
tank was 1uptuted on impact causing an explo-

sion and ignition of the spilled gasoline. The
impact and the explosion damaged the front of
the locomotive, broke the nose door from its
securement and forced it back into the compart-
ment, and broke the glass covers of the number
boxes Buining gasoline entered the control
compartment of the locomotive and flowed over
the 1ight side of the first unit.

The thiee men in the control compartment
of the locomotive survived the initial impact but
fled from the cab due to the intense fire which
developed almost immediately after the colli-
sion. The thiece employees exited by the door
and ladder on the left or ecast side of the first
unit They weie found along the east side of
titack No. 1 at the following distances south of
the crossing: the executive assistant to the presi-
dent, 2,137 feet, the uanspottation engincer,
2,212 feet, and the engineer, 3,012 feet. The
train stopped with its front end 4,930 feet south
of the point of impact

The diiver of the motortruck was killed in
the collision. His body was burned and was
thrown out of the cab of the truck It was found
on the west side of the siding near the damaged
front poition of the fiuck, about 85 feet south
of the point of collision.

At the time of collision, the fiteman, who
was standing in the engine room, heatd the ex-
plosion and witnessed fite coming thiough the
side doots and through the floor of the engine-
1oom, He immediately 1etieated from the flames
through the rear units of the locomotive. He did
not make an effort to stop the train because he
was awaie that the tiain was stopping By the
time the fiteman had reached the third unit, the
t1ain was stopped He alighted, joined the con-
ductor and baggageman, and the three men pro-
ceeded to the fiont of the first unit where they
found the contiol compayiment engulfed in
flames, the nose door collapsed, and the left side
control-compaitment doot open They found no
one in the control compartment

The baggageman, who was seated on the
east side of the fust coach of the tiain at the
moment of impact, felt the slack run in when
the collision occuried He saw the flames and



felt the heat thiough the windows of the cat
when it passcd the collision point He tesponded
to the flagman’s radic message to the enginea
and advised the flagman that the head end of the
train was on fite When the train stopped, he
joined the conductor and fiteman, and went to
the lead locomotive unit

The conductor, who was seated in the
center of the tiain, felt the brakes apply, noted
that the time on his watch was 9:55, and in-
stiucted the passengers to remain seated in cach
cat as he made his way rowaird the fiont of the
train Due to the prescnce of smoke, the conduc-
toi evacuated the passengers from the first
the thitd car in the train. He joined the
baggageman and the fireman, proceeded to the
head end of the locomotive, and found the con-
tiol compartment {ilfed with flames He climbed
the ladder on the left side, determined that the
cab was empty, and then notified the train dis-
patchet of the accident

The flagman had talked with the enginces
by 1adio-tclephone sevetal times during the uip
At the time of impact, the flagman was seated in
the 1car coach When the brakes applied, the
flagman nied to 1each the enginect by sadio-
telephone He was answered by the baggageman,
who told him that the head end was on fite The
flagman saw the fire as the train passed South
Second Sticet  After the wain stopped, the
Hlagman alighted fiom the teai cat and found the
enginect lying between the two main tracks with
his clothing afive He catiied him to the west
side of the tracks and extinguished the firc with
snow  He 1ecalled that thuc wias an extemely
sttong odor of gasuline on the engineer’s cloth-
ing He used his portable 1adio to call for an
ambulance

coach,

C Results of the Accident
1 Casualties

The transpot tation engineer was killed and
his body was extensively butned He was pro-
nounced dead at the scene of the accident The
diiver of the motortiuck was pronounced dead

at the scene of the acddent The executive as-
sistant died at approximately 2:45 pm, on
January 24, 1970, at Paxton Community Hospi-
tal, as a result of injuiies received The locomo-
tive engincer died 3 days after the accident, at
Couk County Hospital, Chicago, linois

2. Damages to the Train

The lead unit of the locomotive was heavily
damaged The windshicld was bioken The con-
ttol compattment was gutted by fitc The outet
shell of the locomotive was badly damaged by
fite The outside sheeting of the sccond and
third units of the locomotive and of the first
threc cats of the ttain was damaged by the fie
None of the passenger cars was damaged on the
inside by fite The engineroom and equipment
of the fitst unit weie damaged by fite The nosc
door above the coupler was severed fiom its
hinges and was found in the nose compartment,
the numbet boxes wete bioken, and the frout
shecting below the number boxes and to the
tight of the couplei was heavily indented and
was totn by the impact The pilot was torn along
the right side and bent downwatds Estimated
cost of damages to the train was $158,400

3 Damages to the Truck

The locomotive struck the right side (north
side) of the ttuck at about the center of the
tank The mototttuck cab and part of the chassis
were cithet cartied, ot hutled by the forces of
the impact, to a point 85 fecr south of the point
of the collision They came to test along the
west side of the business ttack The motorttuck
tcar wheels and cargo tank were separated from
the chassis and wetc catvied, o1 propelled by the
force of the explosion and iwmpact, south of the
crossing and stopped along the west side of the
business ttack The 1em wheels and axle and the
catgo tank stopped 245 feet and 265 feet, te-
spectively, south of the collision point The
motorttuck and tank were completely demol-
ished (Sce Figuie No 3)
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4 Damages to the Suuounding Alca

Immediately following the collision, the
spilfed gasoline ignited and set fite to a large area
surrounding the ciossing, however, theie was
little damage tiom the fie

D The Dtiver of the Tiuck

The diiver 1esided in Loda, one block east of
the Illinois Cenrral tacks and apptoximately
thice blocks south of the Second Stiect crossing
He was 52 yeats old, and a licensed driver of the
State of Illinois He had no tecord of convictions
or accidents He had operated trucks delivering
gasoline and oil products in the area for about 6
yeats, The diiver, whose weight was in excess of
300 pounds, was known to be suffering fiom an
ovetrweight condition and fiom high blood pies-
sute Until a few weeks before the aceident, he
had been taking medication for excessive weight
According to the information available, the
driver had sufficient 1est before he began woik-
ing, and had becn on duty for 3 hours and 25
minutes at the time of the accident

The diiver was self-employed and had pui-
chased the motottruck chassis on which the tank
and its cquipment weie mounted He de-
tiveted gasoline, fucl oil, and othet pettoleum
products fiom bulk plants located in Paxton and
Gibson City, to seivice stations and faimets in
the amiea All of his business operations wete
within the State of Hlinois so that the opelation
of the vehicle was not subjected to the motm
cattier safety regulations of the Fedetal Highway
Administration

Ptiot to the date of the accident when the
drivesr made deliveries in Gibson City, he diove
the ttuck empty to the bulk plant at that point,
filled it, and made his dcliveries On the day of
the accident, the filling pump at the Gibson City
bulk plant was out of seavice, which necessitated
his filling the tank at the Paxton bulk plant.

The motortiuck driver’s assistant, who often
accompanied him in the deliveries of gasoline,
did not see the diiver on the moining of che ac-
cdent The assistant stated that the diiver had

often crussed railtoad crossings with the loaded
truck without stopping when the warning signals
wele not operating He said at other times the
diiver was careful

E Applicable Laws and Regulations

The State of [Hlinois, in its “Laws Re]ating to
Motor Vehicles,” tequites the following for ve-
hicles tiansporting certain commodities o
school childien over railivad crossings

“Sec 84 - Certain Vehicles Must Stop at all
Railivad Crossings (a) The diiver of any
motot vehicle canying passengers for hire,
o1 of any school bus catrying any school
child, o any vehicle catrying liquid petio-
leum and liquid petioleum products, ex-
plosives, flammable o3 oxidizing liquids and
solids, flammable ot poisonous fumes, coi-
rosive liquids, and 1adioactive matetials as
cargo ot pait of a cargo, before crossing at
made any track ot tracks of a railioad, shall
stop such vehicle within 50 feet but not
less than 10 fecet fiom the nearest 1ail of
such 1aihoad and while so stopped shall
listen and look in both directions along
such track fo1 any approaching tiain, and
toi signals indicating the appioach of a
train, except as hereinafter provided, and
shall not proceed until he can do so
safely 7

The Uniform Tiaffic Act iequites the follow-
ing:

“180 - Obedience to Signal indicating ap-

proach of tiain

(a) Whenever any person diiving a vehicle
apptoaches a railyoad made crossing and
a cleatly visible clectric or mechanical
signal device gives waining of the im-
mediate approach of a nain, the diiver
of such vehicle shall stop within fifty
feet but not less than ten feet fiom the
neatest tiack of such railioad and shall
not proceed until he can do so safely’



The State of lllinois requites that an applicant
for a diiver’s license be 18 years old, pass a
wiitten examination and dtiving test, and com-
ply with visual requitements On complying with
the 1tequirements, a license is issued fo1 a period
of 3 years and is 1enewed on application A 1e-
examination is requited at the expnation of 9
yeas. No special license is tequired for a self-
employed truck diiver except that which entitles
him to operate a vehicle over a certain weight
When a licensed driver reaches the age of 69, he
is 1equited to be examined annually. The State
Driving Manual and the written examination fot
a license contain information and questions on
the proper mannet of opetating a vehicle on the
approach to and over a rail-highway grade cross-
ing

I Visibility at the Grade Crossing

As a motor vehicle approaches the railroad
fiom the cast on South Second Street, the oper-
atoi’s view of a southbound tiain is obstiucted
by several items in the atea between U S Route
No. 45 and the 1ailiocad, noitth of South Second
Street

A line of poles parallels US 45, about 11 feet
west of the highway, and several eveigreen tices
are located between the tiacks and US 45 A
gasoline service station is located about 337 feet
north of South Second Stiecet and 41 feet east of
Track No 1. A railroad signal relay case is lo-
cated on the notth side of South Second Street,
30 fect east of Track No 1 As a notthbound
vehicle on U 8, 45 approaches South Second
Stieet, the driver’s view of Track No. 1 north-
ward is partially obstructed As the vehicle turns
left on South Second Strcet and approaches the
crossing, the driver’s view noithward is ob-
sttucted intetmittenty From points 100, 70,
50, and 33 feet east of Track No. 1, the diiver
has a view northwaid of 600, 800, 1,300 and
300 feet, respectively When the vehicle has
approached to within 30 feet of Track No 1,
the diiver has an unobstiucted view of south-
bound trains for a distance of 2,600 feet

G.Obseivations of the Condition and Effective-
ness of the Automatic Crossing Waning
Device

An inspection made of the automatic warning
device the day following the accident disclosed
that the light between the ied lenses in the
center of the banner was so dim that one had to
lock closely during daylight hours to determine
whether the light was lighted. It was observed
that the paint on the banner was woin and
faded. When operating, the movement of the
banner thiough its 30-inch swing appeated short
and was above the notmal line of sight of the
driver The alatm bell was not loud and if there
had been any disttacting noisc such as a tunning
engine it would have been difficult to hear in an
enclosed motor vehicle

H. Traffic Count at the Grade Crossing

Duting the 24-hour period preceding the ac-
cident, 12 passenger and 16 {teight uains moved
ovet the ctossing A traffic count beginning at 5
pm, February 9, 1970, 1evealed that 34 pedes-
tiians, 611 automobiles, 123 trucks, and four
buses moved over the crossing in a 24-hom
pet iod

L. Incidence of Accidents at the Grade Crossing
Hlinois Commetce Commission tecords indi-

cated that the following crossing accidents oc-
curied at South Seccond Street in Loda:

Year Caitse Result
1955 A pedestiian stiuck by A Fatality
train
1967 'Tiain hit auto A Fatality
1969 Auto ran into side of No Fatality
train
J Weathe

Chanute Air Foice Base, which 1s located nea
Loda, tepoited that the temperatuie at the time



of the accident was 23° F, visibility 6 miles
with haze, and the wind was blowing at a speed
of 22 knots, gusting to 26 knots, fiom the
south-southwest

Thete was an accumulation of snow on the
gound and some slush on the crossing The
sttong wind was accompanied with occasional
snow flutties Accarding to witnesses, visibility
was good in the crossing arca at the time of the
accident

K. Desciiption of the Locomotive

Diescl-electiic unit No 4019, the fiist unit of
trtain No 1 on the day of the accident, was a
2,250-h()1sepowel, type E-8, passenger, A Unit,
manufactuied by the General Motois Coipora-
tion in 1950 (See Figure No 4 } [t was provided
with two six-wheeled trucks equipped with trac-
tion motors, two diesel engines—each diiving
electric generators which piovided power to the
riaction motots, a steam geineratot, and the
necessary electrical and mechanical contiols for
the opeiation of this and the othe: units of the
locomotive To aid in desciibing the unit, the
supetsttuctute can be divided into thiee ateas:
the nose, the conttol compartment, and the
engineioom which housed the diesel engines, the
elecuic generators, and othet associated equip-
ment

The nose scction is about two-thirds of the
height of the Jocomotive and is rounded on the
fiont A doot, 45 inches high by 28 inches wide
provided with a circular window, is located in
the fiont center of the nose section The door
opened inward and was sccuted with two man-
ually operated sliding-bult locks at its top and
bottom in addition to a latching device Two
steel boxes, provided with clectiic lights and
glass fionts to display the unit’s members, are
mounted on the nose section, one on each side
of the doot Scicened vents ate installed along
cach side of the nose door just above the floor
to provide ventilation for the nose section No
means is provided to blank these vents Aitbrake
and other equipment aic housed in the nose
section  Removable scctions ate provided to
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close off the tunnellike area between the nose
section and the engineroom under the control
compartment floot, but the sections are not ait-
tight when in place.

The control compartiment is located neat the
front of the unit The compattment occupies the
full width of the locomotive and extends from
the nose about 8 feet to the bulkhead of the
enginetoom Access doors, 54 inches high by 21
inches wide, aic located in the rear quaiter of
each side of the compaitment Doois leading
into the engineroom are located on each side of
the tear wall of the compartment Access to the
nose section is thiough a 21-inch-wide doo: in
the center of the frout wall below the wind-
shield The divided windshicld is made of safety
glass Safcty glass is provided in the windows on
cach side ahead of the doois and in each side
doot The floot of the cab is 7 feet 3 inches
above the top of the tail and abour 30 inches
above the floots of the nose scction and of the
enginetoom, with steps to compensate for the
difference in elevation Access fiom the giound
to the compartment is by laddets and handholds
attached to the outside of the locomotive unit

The engineet opetates the locomotive fiom a
bolted-down adjustable scat on the right side of
the cab The manual contiels for the locomotive
ate to the cngincer’s immediate fiont and left
There is a safety control foot pedal (“dead
man’’) which the engineer is required to keep de-
pressed while he is operating the locomotive
When the locomotive is being operated, the
brakes on the tiain ate applied and the engines
ate ieduced to idle position when the “dead
man” contiol is 1eleased

A fite extinguishing system was not installed
in these units Poitable fitc cxtinguisheis aie
provided, but they do not have the capacity to
control a fite such as the one that developed in
this accident. One Ansul diy powder cxtin-
puishet is located in the contiol compattment
and two COp extinguishers me located in the
enginetcom

The locomotive unit has two headlights Onec
is a scaled beam, 250-watt, fixcd headlight
mounted above the nose compattment doot
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about 7 feet 10 inches abave the top of the 1ail
The other headlight has 1otating red and white
lights, and it is located about 10 feet 10 inches
above the top of the 1ail The cartier’s opelating
tules? 1equite that the fixed headlight must be
displayed to the fiont of tains by day and
night; the white oscillating light must be dis-
plaved at night and during the day when
weather conditions setiously impain visibility,
and the red oscillating light must be displayed
both day and night when a uain is disabled or
stopped suddenly by an emergency application
of biakes, o1 when the engincer ot conductot
finds it necessaty to stop trains under conditions
whereby adjacent tracks may be fouled.

The hotn installed on this unit consists of five
ait hoirns, with thiee facing forward and two
facing 1catward The hoin is located on the tight
side of the 100f over the contiol compastment
about 14 feet 5 inches above the top of the 1ail
The canticr’s operating rules requite that the
locomotive horn be given two long, a shott, and
a long blast on approaches to public crossings at
gtade In addition, special insetuctions wete
issued in Illinois Cential Railicad, Chicago Divi-
sion, Thiough Tiain, Time Table No 15, which
tequited the enginceer to sound the hotns for at
feast 20 seconds before passing ovet grade cioss-
ings The sound of the hoin is to be distinct,
with intensity in proportion to the distance the
signal is to be conveyed, and is to provide ade-
quate waining The watning of at lfeast 20 sec-
onds must be stiictly adhered to and, in every
case, the final sound must be prolonged until the
giade v1ussing is 1eached

Air vents and filters ate located in the sides of
the locomotive units to provide ait to the
cngineroom

111 ANALYSIS

A How the Giossing Environment Contiibuted
to the Accident

The uneven condition of the pavement of the
approaches and the crossing made it unlikely

*Appendix No 2 Rule 17, Illinois Central Rules and Regulations
of the Transpotration Depattinent, Effective July 1, 1958
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that the loaded tinck approached the tracks at a
speed greater than the 5 to 10 miles pet howt as
estimated by the witnesses Because of the 5 per-
cent ascending grade from U S 45 to the tacks,
the diiver probably shifted into a lower gear be-
forc twining left and continued up onto the
tracks at a constant speed

The design and worn condition of the auto-
matic waining device was such that when the
signal was operating dwing daylight hows it
would not cffectively attiact the attention of an
approaching mototist Ty pical modein waining
signals, used at other grade crossings and having
bright alteinately flashing 1ed lights positioned
at the lovel of the motarist’s line of vision, aie
much moic cffective in providing attention-
getting warning thav the device desciibed in this
accident

If a crossing signal is to be effective, it must
fitst attract the motwist’s attention tu the {act
that the signal is actuated, and then convey to
the operator of the vehicle the action necessary
to avoid the danger Most State laws, including
those in Winois, are so wiitren that when a tail-
1oad crossing signal, other than gates, is
acruated, the mototist is requited to stop shoie
of the ctossing, and if in his opinion he can cross
aver safely in fiont of the appioaching train, he
may do so Therefore, i the motmist stops at
the actuated signal and moves over the crossing
in front of a tiain and is not struck by the wain,
Jaw enfoicement officets consider the require-
ments of the law fulfitled Thete have becen
many suggestions that diivers do not regard
grade-crossing warning devices with the same re-
speet that they give to highway waffic signals 1t
has been inferted chat in most cases, diivers obey
the indications of standard highway naffic sig-
nals even though no conflicting uaffic is ap-
proaching [f this driver had stopped the tiuck,
as tequired by Illinois law, the train would have
occupied the crossing before the ttuck anived at
the track, thus avoiding the accident

The vatious obstiuctions lacated in the atea
notth of the crossing between Highway 45 and
the railicad could have obsniucted the motor
truck diiver’s view of the wain As he did not



have an unobstructed view of the track until the
ttuck was within 30 fect of the tiacks it must be
assumed that this would have been the only
point wheie he could have cleatly seen the tiain
approaching from the north

B. How the Design of the Cab and the Right Side
Rearview Mirrot Could Have Contiributed to
the Accident

It was fitst considered that, in addition to the
obstiuctions located in the sumirounding area, the
design of the truck cab and the location of the
rearview mirtot mounted on the tight side may
have further obstiucted the diiver’s view of the
train It would 1equire 10 seconds for the truck,
moving at an avetage speed of 8 miles per hous,
to traverse the distance of 116 feet from the
point where the asuck first entered South Sec-
ond Sticet from US Route 45 When the truck
first entered South Second Street, the tiain was
at a point 1,158 feet north of the crossing. With
the tiuck and tiain on a collision cowse in these
relative positions, the bearing of each as viewed
fiom the other does not change This collision,
however, did not quite meet this condition, as
immediately priot to the impact the truck
moved onto the ctossing in fiont of the train
and the truck was stiuck rearward of the oper-
ator’s cab However, as cach vehicle apptoached
the crossing, until the time that the ttuck en-
tered the crossing, the bearing between the two
vehicles would be constant. 1t was not practical
in this case to obtain the physical evidence and
to reproduce the dtivet’s 1ange of visibility

Using a similar vehicle to the one involved in
the accident, it was found that with the driver
scated in a notmal operating position, his line of
sight through the tight side door window and
the 1ight side of the windshield is obstructed by
the 1earview mirror mounted on the right side
and by the corncipost of the cab Computations
made of the speed of the vehicles and of the
angle of this obstruction disclosed that the nain
was north of the area of the tiack which was
obstructed to the view of the operator and that
with these two vehicles approaching cach othet
on a collision coutse, the view of the train to the
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operator of the truck was not obstructed by the
rearview mirtot mounted on the tight side no:
by the cotnerpost of the cab

If thete had been an obstuction to the
diiver’s view, it would have tequited him to
move his head ot body forward sufficiently to
change the angle of sight to assure himself that
nothing was approaching on the railroad. This
would have 1equited a certain amount of con-
centration to have thoroughly accomplished this
task, which would have detiacted from his other
activities The road crossing, however, duc to the
unevenness of the roadway and the slush on the
toad, tequired direct surveillance on the part of
the operator to steet the vehicle towards a better
toute ovet the crossing

C.How the Condition of the Tiuck Affected the
Accident

The truck was demolished as a 1esult of the
accident, and it was not possible to determine its
mechanical condition at the time of the colli-
sion Apparently, the truck functioned in 1ea-
sonably good order piior to the accident, as it
was being used regularly by the driver in carry-
ing out his business Several deliveries had been
made on the day of the accident If there had
been a brake failure as the ttuck moved on the
ascending grade of the apptoach, the driver
could have stopped the truck simply by disen-
gaging the engine. If there had been any other
type of mechanical failute, it would have tended
to futther reduce the speed, or to have caused
the truck to stop on the approach or on the
crossing Witnesses stated that this did not
occur, as the speed of the truck was maintained
on the apptoach and the crossing until stuck by
the train.

The investigation disclosed nothing that
would suppott the contention that the driver’s
view was obsttucted as a result of ice, snow, o1
frost on the windshield.

The operation of the truck in a lower gea: to
move it slowly up the grade of the approach to
the crossing would ptoduce more noise fiom the
engine and transmission than is noimally pro-
duced when operating in high gear. It can be



assumed trom the weather conditions on the day
of the accident that the windows in the cab of
the ttuck weie closed and probably that the cab
heater fan was opeaiating  Observations made
following the accident disclosed that the oc-
cupant of a faitly wellsealed compartment of a
motot vehicle with all windows losed would
have difficulty in heating the warning bell of the
automatic waining device and the hon of an
approaching ttain Tf athet audible distiactions
wete present within the vehicle, such as a loudes
engine noise than usual, 1adio playing, ot heater
fan operating, the aforementioned audible wain-
ing devices ptobably would not attiace the ve-
hicle vccupant’s attention It the vehicle, how-
evet, had been stopped shott of the crossing, as
required by Itlinois State law, much of the inter-
ferting noise produced by the operation of the
rruck would have been reduced and the driver
probably would have been able to heat the wain-
ing devices

The design of the vehicle did contribute to
the sevetity of the injutics to the diiver and to
the occupants of the locomotive The tank
tuptuted on impact and separated from the ve-
hicle Latge quantities of fuel weie propelled
through the tupture and spiayed over the nuck
cab and the locomotive The tank was not pro-
vided with material to limit the flow of a com-
modity in the event of a container ruptuic Such
techniques as filling tanks with special reticu-
lated foam are technically effective in preventing
the 1apid dischaige of liquid fiom a ruptused
tank ‘The locomative struck the ouck at about
the center of the tank which completely de-
sttoved the tank and the car pottion of the
vehicle The force of the impact caused the front
of the truck to tuin norchward and stiike the
locomotive The structural integiity of the cab,
however, was not violated by the collision (See
Figure No 3)

D The Possibility of Physical o1 Mental Impaii-
ment of the Diiver

Because the diiver failed to see a locomotive
which was less than 500 feet from the ciossing,

15

the possibility of some physical impaiiment
must be consideied The diiver’s obesicy and
high blood pressure ate the only conditions
which can be consideied factots, however, a
physical failure cannot be veiified because an
autopsy could not be petformed

It could be assumed that the diiver’s over-
weight condition {tepoited to be over 300
pounds) impaited his moving about the inside of
the vehicle in an easy mannet This condition
could also have deterted his moving forward, ot
into some other position to compensate for the
obsttucted  sight aiea cansed by the mitto
mounted on the 1ight side doo1, to look for the
automatic warning device at the crossing

The diiver talked to several people ption to
the accident, and he appeaied to these people to
be notmal and did not complain of any physical
o1 mental discomfort

The statement by 2 witness who iegularly
assisted in the delivery of fucl that the driver
often diove the loaded wuck acioss ratlhioad
tiacks without stopping may indicate that the
driver may have failed to see o1 heas the crossing
warning device and continued onto the ciossing
in front of the train

E How the Locomotive Contiibuted to the
Sevetrity of the Accident

Because all those tiding in the cab of the loco-
motive at the time of the accident weie injured
fatally, the scquence of events leading to the
impact is not known Because of the patially
obstructed view of the truck until it was within
30 fect of the tiack, and the fact thar motor
vehicles ate eapected to stop at crossings, no one
in the locomotive would 1ealize that the tiuck
would move onto the track until about 3 sec-
onds v less before impact Realization that the
ttuck was not going to stop would occur when
the locomotive was within about 230 to 250
feet of the crossing This gave the engineer about
2 seconds to take action The fact that none of
those in the locomotive cab escaped into the
engineroom beforc impact indicates that they
wete not awate of the impending collision uncil



shottly beforc it occurred. Locomotive crews aie
fearful of collisions with gasoline tank trucks
and, had they realized the collision was immi-
nent, at least some of them would have at-
tempted to escape into the engineroom

As the collision occutred, the engineer moved
the throttle foiward to the engine shutdown
position and left his position at the contiols to
evacuate the contrtol compaitment. When the
enginecr left the controls, he released the safety
control pedal “dead man” which applicd the
brakes on the tiain. The brake application was
not effective in slowing the speed of the uain
before the impact, duc to the short petiod of
time between the application of the brakes and
the impact,

A geneial foreman of the [linois Central Rail-
10ad inspected the controls of the lead unit of
the locomotive about 1 hour and 15 minutes
after the accident, and found that the controls
were set in the following positions:

Automatic brake valve  — Running position

Independent brake valve — Release position

Reverse lever — In center position

Thiottle lever — In engine shutdown
position

The brakes were applied on the t1ain, and the
engines on the locomotive wete stopped Fiom
the position of the contiols, it was cvident that
the brakes were applied on the nain by the actu-
ation of the safety control “dead-man,” and that
the reverse lever was moved to the center posi-
tion when the enginect evacuated the control
compartimnent

The train’s momentum catried the entite tiain
thiough the blazing gasoline thus pteventing fire
damage to the passengers 1 the pilot on the
front of the unit had been completely severed
fiom the locomotive, allowing the ttuck to
stiike the front truck of the Jocomotive, the
train probably would have derailed If the train
had derailed, there is a significant probability
that some of the passenger cars might have been
engulfed in burning gasoline

In normal operation, when a possible conflict-
ing autoniotive movement takes place on the left
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side of the tiain, the fireman observes and cau-
tions the engineer It is not known whether the
regular fireman’s absence from the connol com-
partment left the engineer unprotected on that
side. With other than a ctewimember in the comn-
partment, thete is always a possibility that con-
versation with the engineer may occupy his
attention momentarily, causing the engincer not
to sce the appioaching truck.

When the locomotive struck the tank tiuck,
flaming gasoline was forced into the nose section
through the opened nose door, torn sheeting,
broken glass of the number boxes, and end
vents Due to the tunnellike arrangement
undet the control compartment’s floor, and the
inability to scal off this aiea, the fuel flowed
ander the compattment’s floor and into the
enginetoom behind the contiol compaitment
Ait being pulled into the engine room thiough
the filters located in the car body also would
have diawn buining gasoline into the engine-
room, The fireman, who was in the enginetoom
on the first unit, witnessed this phenomenon,
when he obseived that the fire was coming
“through the doors and out of the floor ” As a
tesult of the entrance of the fucl into the engine-
room, both doots and passageways into the
engineroom fiom the control compartment be-
came engulfed in flames of such intensity that
the three occupants of the compartment were
unable to use these doots as an escape 1oute, An
inspection of the leading locomotive unit, fol-
lowing the accident, disclosed that the right side
of the unit was extensively damaged by fie,
which indicated that burning fuel fiom the tank
vuck flowed along the outside 1ight side of the
locometive in quantities that would have com-
pletely blocked the doot on the right side of the

cab as an escape toute

Large quantitics of btoken window glass were
found in the contiol compartment aftes the acci-
dent, indicating that the windshields and ptob-
ably several windows were bioken inward as a
tesult of the impact ot of the explosion This al-
so provided access to the contiol compartment
for the burning fuel



The nose doot of the locomotive failed to
withstand the force of the impact when the
hinges and locks broke and the door collapsed
inwardly The toin sheeting of the nose end of
the locomotive and broken glasses in the number
boxes provided additional means of enttance for
the fuel into the nose arca The nose section of
the locomaotive unit was designed with vents on
each side of the nose doot to provide ventilation
for the atea Since these vents could not be
closed, there was ready access for flammable
liquids ot vapors to enter the nose atea

The occupants ot the control Lompaxtmcnt
probably tealized immediately the impossibility
of escape through the engincer’s doot on the
tight side of the locomotive o1 through the
doois in the 1em wall lcading to the cngine com-
partment, and wete forced to evacuate the con-
ttol compartment by the left side door which
opencd onto Tiack No 1 Some time was con-
sumed by the occupants of the contiol compart-
ment in making theit escape afier the collision
If it is assumed that the biakes on the train were
actuated just priot to the collision and became
fully applicd at the collision peint, then it would
have requited 84 seconds for the tain to stop
From the distance fiom the collision point to
the points whete theit bodies were found, it can
be estimated that the following time was con-
sumed by the individuals in cvacuating the con-
trol compartment:

Exccutive Assistant to the 36 4 seconds

Piresident
Tiansportation Engincer 37 7 seconds
Enginec 51 3 seconds

Some of theit butns 1esulted from the delay i
escaping from the compartment

The side and tca1 doois to the locomotive aic
100 nantow to permit the passage of a manin an
erect, forward position In order to pass thiough
these doots, a man must turn sideways and
stoop A tapid emetgency escape thiough onc of
these doots is not easy to accomplish The speed
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of the train would have been reduced by the ap-
plication of the brakes when the employecs were
able to evacuate the contiol compattment, burt it
would still have been moving at a speed too
gieat for them to get off without serious injury

V. CONCLUSIONS

1. The suiface of che crossing was not well
maintained, and the 10ough suiface affected
the safe speed at which a vehidle could
cross the tracks

2 The automatic wig-wag crossing warning
device indicated the approach of the vain

3 The train was being opetated in compliance
with all applicable tules and regulations at
the time of the accident

4 It could not be deteimined whether the
mechanical condition of the nuck was a
contributing factor in the accident

5 The ttuck was driven without stopping onto
the main tack, immediately in front of the
oncoming tnain This action violated Section
84 of the State of [llinois “Laws Relating to
Motot Vchicles ” If the diiver had stopped
the tiuck as required by law, the train would
have occupied the crossing before the nuck,
thus, probably avoiding the accident

6 The engine cicw had insufficient time to
take effective preventive action w to escape
from the locomotive contiol compaitment
after they became aware of the truck

7 The collision tuptured the tank of the truck,
splashing butning gasoline against and into
the forwaid pottion of the locomotive, burn-
ing the ciew and forcing them to evacuate
the conttol compartment while the loco-
motive was moving at a high rate of speed.

8 The design of the locomotive allowed the
entty of burning gasoline into the control
compartment and nose of the locomotive,
and 1etaided the emergency evacuation of
the ciew fiom the compartment

9  Physical obstruction to the line of sight
between the truck driver and the enginecr of
the appioaching tiain prevented an catly
detesminration that a collision was imminent



V PROBABLE CAUSE

The National Ttansportation Safety Board
detetmines that the piobable cause of this
accident was that the opeiator diove the
gasoline-laden truck, without stopping onto the
tiacks immediately in front of the approaching
train, while the crossing warning device was
indicating the train’s approach.

The cause of fatalitiecs to engine crew-
members and the official was the entiance of
buining gasoline into the conttol compattment
and engine compartments which burned the oc-
cupants of the control compartment, made
escape into the engine compartment useless, and
foiced the occupants to jump from the control
compartment while the ttiin was still moving at
a speed too high to insure survival

V1 RECOMMENDATIONS

The National Tiansportation Safety Boad
recommends that:

1 The Department of Tiinsportation, in the
giade-crossing study required by the Federal
Railroad Safety Act of 1970, consider the
problems of existing ineffective waining devices
and poorly maintained grade crossings and take
corrective action,

2. Law enforcement officers of Loda and the
State of Ilhinois enforce more vigotously the
requitement that trucks carying hazardous
matetials stop at railioad ciossings and not
ptoceed until they can do so sately as requited
by “State of Illinois Laws Relating to Motor
Vehicles — 1967, Section 84.”

3 The Federal Railivad Administiation
consider possible changes in the design of loco-
motive contiol compaitments, such as the
shielding of the compattment against direct
penetration of fite, the use of fite 1esistent
matetials, protection of ait inlets and vents, and
the strengthening of doos, that would piovide
greater protection to the occupants of the
locomotive when a tank eruck carving flam-
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mable material is struck by the tain Such
studies should include the development of
escape plans and the assurance of theit per-
formance by tests Until such regulatory changes
can be implemented, the Association of
American Railroads and the Federal Railroad
Administration should consider interim changes
to locomotives exposed to truck traffic at grade
ctossings that would improve the chances of fire
survival of the occupants of the locomotive,

4 The Hllinois Centtal Railroad and the town of
Loda, Illinois, impiove the grade crossing
involved in this accident Improvements should
include an effective watning device capable of
drawing the attention of highway diivers and
conveying a watning of the appioaching train,
imptroved condition of ctossing sutface, and
improved vision of track to approaching drivers
The Safety Board reiterates and emphasizes
the following recommendations made in previ-
ous accident 1eports:
Railroad Accident Repoit, Southern Pacific
Railroad Company, Fruitiidge Road Giade
Crossing, Sacramento, Califoinia, February
22,1967,
“3. The Board recomunends that agencies
for law enforcement at giade ciossings
consider adequate enforcement at grade
Clossings to be as impmtant as enforcement
at siguzds governing highway inteisections;
"

““5 The Boatd recommends that the
Depaitment of Tiansportation proceed
apace to prepaie broadly acceptable grade
crossing hazaid 1atings o1 other objective
ctiteria of grade crossing piotection needs
so as to formalize comparisons of grade
crossing values on a broader basis than local
judgements and local surveys The
existence of such bioadly recognized
criteria would speed the consideration of
optimum use of funds on a statewide ot
nationwide basis

““6  The Board recominends that the
Congress and the Department of Trans-
poication consider the minimal use of



Federal funds for giade ciossing safety
protection by the States Investigation
should determine the degiee to which these
funds ate not being ecmployed because they
ate limited to the Federal Highway System;
and also the degtee to which these funds
ate not being employed because States
prefer to use the funds for general highway
expansion o1 imptovements Since thesc
funds ate intended to teduce grade crossing
fatalitics as a safety benetit to all motorists,
it would thetefore be appropriate to con-
sider whether legislarion should extend the
use of these funds beyond the Federal
Righway System

Highway-Railicad Accident Report, Waterloo,
Nebraska Public School Bus, Union Pacific Rail-
toad Company Fieight Train Accident, Water-
loo, Nebraska, October 2, 1967

“10 The Safety Boaid recommends that
the Federal Railtoad Administration study
the visual effectiveness of the white, fixed,
scafcd-beam headlights on locomotives
in contrast with the biight daylight as
compated with an oscillating o1 gyrating
headlight unit, a flashing strobe light ot
othet high-intensity type light, possibly of
a moic contiasting color ”

BY THE NATIONAL TRANSPORTATION SAFETY BOARD:

/s/ JOHNH REED

Chairman

fsf OSCAR M LAUREL

Membe:

fs{ TFRANCIS H McADAMS

Member

{s{  LOUIS M, THAYER

Mcmbe:

/s ISABEL A. BURGESS

Membe:
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APPENDIX NO, 2

Excet pts from
the
ILLINOIS CENTRAL
RULES
AND
REGULATIONS
OF THE
TRANSPORTATION

DEPARTMENT

EFFECTIVE JULY 1, 1958
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14. EnciNE WHISTLE SIGNALS.

NOTE —The signals prescribed are jllustrated by *o" for
short sounds; *—" for longer sounds The sound of the whistle
should be distinet, with intensity and duration proportionate
to the distance signal is to be conveyed

Inpicarion.

Apply brakes Stop

Release brakes, Proceed.

Flagman protect rear of
train.

Forward trailnman or
fireman piotect ahead.

Flagman may réturn
from west or south, as
presciibed by Rule 99

Flagman may return
from : ast or notth, as
prescribed by Rule 99,

Train parted.

Answer to 14 (k) or any
signal not otherwise
provided for.

When standing, back
Answer to 12 (d) and
16 (¢} When running,
answer to 16 {d).

Call for signals

(BingLE Track) To call
attention of engine and
train crews of traius of
the same class, inferior
trains and yard engines,
and of trains at train
order meeting points,
to signals displayed for
a following section, If
not answered by a
train, the train display-
ing signals must stop
and ascertain the carse,

{(Two or Morz TrRACKS)
To call attention of
engine and train crews
of trains of the same
class, inferior irains
moving in the same
direction and yard en-
gines, to signals dis-
played for a follow-
ing section

Approaching public
crossings at grade. To
be prolonged or re-
peated until crossing is
reached

{c-a) ooo—

@ ————

) ~—~——
(g) oo

(h) ooo

(iYoooo
k) —oo

) ——o—
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InpicaTioN.

(m) ~—— Approaching  stations,
junctions, railroad
crossings at grade, and
mail cranes located be-
tween stations

n)y ——o Approaching meeting or
waiting points See
Rule 5-90.

Inspect train line for
leak or for brakes stick-

ing.

(0) o —

(p) Succession of short
sounds,

Alarm for persons or
livestock on the track

Answer to signal dis-
played as prescribed by
Rule 10 (g).

(@ —oo-—

r}y —o When running against
the current of traffic;
(1) Approaching sta-
tions, curves, or other
points where view may
be obscured. (2) Ap-
proaching passenger or
freight trains and when
passing freight trains.
(3) Preceding the sig-
nals prescribed by
Rules (d) and (e)

(8) oo — ¢ Engineer in charge, of
second engine operate

air brakes,

17 (¢} Where engines are equipped with white
oscillating light, it must be displayed at night and
during the day when weather conditions seiiously
impair visibility It must be extinguished when the
headlight is dimmed o1 extinguished

17 (d) Whete engines are equipped with red
oscillating light, 3t must be displayed both day
and night when a train is disabled or stopped
suwddenly by emergency application of hiakes, or
when the engincer or the conductor finds it neces-
sary to stop train under conditions wherchy
adjacent tracks may be fouled Enginecer on train
approaching on adjacent track must stop immedi-
ately and will not proceed until it is determined
that track is uncbstrucied The use of the 1ed
oscillating light doees not relieve train and engine
crews from commplying with Rules 99 and 102
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CHICAGO DISTRICT—Southward

gg . TIME TABLE FIRST CLASS
P NO. 15
Esl ® Laking Effert 1 21 53 7 33 5 9 51
‘:"E ;: June }196A 7 C o1
- STATIONS sow Octeans| - Boemat © | Miamd S Bitey | Lomaieq | Semitole | Fiaey Back
- Dhaily Daily Daily Daily Daily Daily Daily Daily
9 |CONGRESS %T TOHGO ) L 6 0P
1f|oRNIRAL STA (CHGO L S QOAMIL 8 1AM[E S tOAR L3 00PMIL 3 30PMIL 5 0OPIE 5 1OPR
c WFLDON
(&) G‘JSE,]?;LEF S S 10 s 825 (5 8 AU s 310 (5 rOn s 410 Js 520
115 KENSINGTON
200 H‘.l{t}:’r&
235 HUM];‘.-\;.OOD § 540 (v S [ 905 s 330 4 17 15 530 [ &5 10 |[£ul 55
232 M Ai"lljf,SON
293 RicIiToN
alg sruf‘&fxﬂt. 8 37 8 50 9 18 3 47 124 03 A 80 7 08
342 M(é.l\é)EE
105 PEOTONE
167 MAIEI; '1?‘F.No
50 8 INDIA}\'II OAKS
54 2 RRADLEY
553 KANKAKEE JOT LA At )
55 9 KANE%KEE s 838 [¢ oous [ v 39 § 158 v 558 |5 B 16 727
19| 603 0:{6‘0
613 CUERANSE
69 1 oLﬁf’%oN
104] 731 AsTHoTM
T4 DANFORTH
2z4) B11iC GILMAN O 16 JAs 9 O31AN 0 By PoLn 3 6 16 5 30 i 50
84 7 ON;’%.T?.(}A E
876 DET REY &
83 031 BU(‘%JI:{;]LEY Q g
98 7 LO&]%A ﬁ A
126 1028 PAXTON 033 z w6 | 433 : 833 | e )
108 3 Lug'f;uw §
maelp  wanioun s 0 12 © 10 25 s 142 612 ls 700 8 19
118 7 THOMASBORO I
1226 LEvil;iéETr
124 1 LEVER;,"%T JOr A 9 S A 10 37AM A 1 RIPM A 6 SIPMA 7 10PMIA 8 28PH
_H ILLINGIS
- DIVISION
127 8 |C CHAMPAIGN A O 97 A 1O 45AN AL 57TPH A G oATRNA 7 20PMIA 8 ToRY
b—Stop on flag to receive revonue passongers for Cadio and seheduled
stops beyoad
PU—Regula stop to pick up Piggy-Back Traftic
J—8tap on flag Lo teecive revone passengers (o fnekaon, lenn and
sehednled stopss beyond
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SPECIAL INSTRUCTIONS

14(1) Engineers must sound thein whistles for ai least
fwenty seconds before passing over girade ciossings. The
sound of the whistle should be distinet with intensity iu
proportion to the distance the signal is to be conveyed, and
should provide adequate waining The waining of at least
twenty seconds must be stiicily adhered to, and in every

case the final sound must be prolonged wntil the piade
crossing is reached

17(¢) The use of white oscillating lisht on the Chicagg
Distriet hetween Central Station and Stuenkel, and on the
Broadview District, should De 1esliicted 10 emergencies only

101 Speed Restrictions: Speeds shown are maximum authorized between points nemed but do not modify any rule
or special instruction which may require lower speed
Passenger and Passenger and Freight Trains All Trains:
Expréss Traing: Express Trains: Passenger or Sgitcheir or
Territory or Location Famenser Smgiade G aiad Engines
MILES PER HOUR
Between Ohicago and 87th Sireet
Tracks1,2,3,4 40 40 35 35
Tracks 5 6 . 75 65 60 45
Batween G'Tth Street and Kensmgton
Tracks 1, 2, 3, 4 40 40 35 35
Tracks 5, 6 76 65 50 45
Trocks 7, 8 45 45 45 45
Between Xensington and Richton
Tracks 1, 2 40 40 35 35
Tracks 3, 4 9 65 50 45
Tracks 3; 6 30 30 30 a0
Between Rmhton and Stuenkel
Tracks 1, LE 65 50 15
Tracks 3, 4 . 30 30 30 30
Between Stuenkel and Champalgn 79 65 60 45
Between Gilman and Clinton 79 65 60 45
Between Otto and Normal Junction 30 30 30 25
Between Saxony and Minonk Junction 30 30 30 25
Rantoul District 20 20 20 15
Between 67th Street and South Chicago 35 35
Between Kensington and Blue Island . . 35 35
Between Chicago and Ash Street 40 40 40 40
Between Ash Stieet and Bioadview 60 60 45 45
Diverging Routes, through ciessovers, junction and siding
switches:
Through tulnouts at spring switches unless otherwise
authorized 25 25 25 25
On straight track at spring switehes when springing points 40 40 40 40
Homewood Interlocking 30 30 30 30
Except track 1t0 2, 2t01, 6105, 6t07, 6t0 8 15 15 15 15
Richton Interlockmg , 30 30 30 30
Except track 2to 1, 4 to ,5tod, 6t0 5 15 15 15 15
Kensington, track 2 to 4 25 25 25 25
Other interlocking—all crossovers and turnouts . 15 15 15 15
Stuenkel—Crossovers between main tracks and
turnouts to No 3 and No 4 track
Peotone—O1assovers between No 1 and No 2
tracks .
Indian Oa.ksmTurnout No 3 track to No 2 track
Otto—UCrossovers between No 1 and No 2 tracks No 20
and turnout from No 2 to No 3 track . and
Gilman—First caossover north of stationn No 2 to No 18
No 1 track Cross- 30 30 30 30
Manteno—Crossovers between tracks 1 and 2 overs
Kankakee Jet —First crossovels north of K & S and
railroad crossing, tracks 2 to 1, and 2 to 3 Turnouts
Qito—Crossover No 2 to No 3 track and notth
siding switch
Askum-—Crossovers, except Crossover south end
wesl siding
Gilman—Crossover south of TP & W RR crossing
No 21to No 1] track
Otto—South end siding . 3
Askum—Notrth end west siding . No 15
Gilman—Suuth end west lead to No 1 tiack Cross- Cloqsi
over No 2 track to east siding, and north end oveis o5 25 an 25
east anrd wyst sidings and
Leverett Jet —C10ss0over and turnouts Turnouts
Gibson City—South siding switch
Farmer Qity— Siding Swilches
Through crossovers and tuinouts other locations 15 15 15 15

72338
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