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Date:
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Summary of Tacta:
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BUREAU OF SAFETY

REPORT NC. 19582

Chicamo, Burlington & Quincy
December 8, 1934

Freemen, I11.

Side collision

Freight £nd mine switc.ing train
Three killec

Mine switch crew workel geveral hours at
nine far enougsn fron main track to prevent
tnem from knovwing w.et.aer &1) scneduled
trains ned »nassed., Coavleted worh after
dark andé tnen moved out oa main track
within rard liaits witnout first televnoning
to sscert: in location of scaneduled traiuns,
in eccordance with oractice of any years
stand1ne. and verval 1lastrucitions. Mine
train struck by overdue secoud-class
firreignt v..ich by rule was recuirec to

move wreonarec to gtop unlegs main track
wag seen or known to be clear.

Faiiure to operste uuder proper control
witoin yerd limits. Foreman of mine
cirew should nave agcertained location
of overcue trains.
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INTERSTATE COMMERCE COMMISSION

REPORT OF THE DIRECTOR OF TEE BUREAU OF SAFETY CONCERNING AN
ACCIDENT ON THE CHTICAGO, BURLINGTON & QUINCY RAILROAD
AT FREEMAN, ILL., ON DECEMBER 8, 1934.

February 25, 1935.

To the Commission:

¢ a side collision between a
rgin on the Chlcago, Burlington
wnich resultea in the death

On Pecember 8, 1934, thers
mine switch train and a fra;gkt
& Quincy Raiiroad at Freema.a, Il
of three employees.
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Location »nd metnod of operation
This accident occurred on the Centralis and Herrin Sub-
Division oi tne deecrdstown Division, wihich extends between
Centralia and Herrin, Ill., a distance of 52.9 miles; in tne
vicinity of the point of accident tais 1is a CLuxlc track line

over wiiich trainsg arc operated oy time tapnle, train orders, and
a manual bvlock-signal syster. The accident occurred witnin

yard limits of the Herrin Owitching Dicstrict at » point sovproxi-
mately 1.9 milegs south of the north yﬁrﬁ-limit poard and about
626 feet north of the station at Freemsn. On the west side of
the uain track, wnich extends practlcylly nortn snd south at
this point, there ace severel yard tracks of Franklia County
No. & mine of the Soath Illincie Coel & Coke Comnany; they
extend oractically eact and west, and connect witn the main
line througk a lead track having s curvature of 18Y towards

the ~outn, the accident occurriug at the fouling point of this
lead traci. Aopro d@bing this point rrom the north orn the main
track, tnere is a 1° curve to the right 6,538 feet in length,
followed by tangent track to tlhie po.nt of accident, a4 distance
of about 6,700 feel, and Zor a consideradle distence beyond
that point. The grade for southbound trains is slizhtly
descending, pelng 0.13 peorcent &t the point of acclaent.

The lead-track switch stand is equippoed with a switch lamp
with the centecr of the lensc 7 fect 7 inches above the tops of
the reils; the stand 1s locatew on the eaginenan's side of a
south-ovound trein., High cosal cers in a trein movin,, from tihe
leao track to the meain tirack would obscure ris view of the switch
lamnp but it could be seen over the tops of low-glde coal cars
for a distance of at least one~fourth uile. Owing to the sharp
curvature of the lcad track the marker lights on a caboose moving
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from thc ming track can 1ot be secn by t
hound train on the mein track vntil the c
the maln track.

Under rule 93, cecond—-clacs trains muct move within yard
limits prepared to stop unless the main track 1s seen or known
to be clear.

It wae dark and a light snow was fbll ng at the time of
the accident, which occurred about €.50 p.

Descrintion

The mine train, south~bound, consisted of 33 loaded coal
cars,most of which were high c¢nough to obstruct the view of
the leuch lamp, anc a cabooce, hauled by engine 5006, and wes
in charge of Foreman Darnell and Engineman Miller. This train
departed from Franklin County No. 5 miie yard about 6:40 p.m.,
and was moving from tne lead track to the mnain track at a speed
estimated to have been about & miles per hour waen 1t was ostruck
by Train No. 70,

Train No. 70, a south-bound second-class freisht train,
conglsted of 44 cars and a caboose, hauled by engine 5131, «nd
we.s in charge of Conductor Wering and Engineman Goodman. Thls
train left Centralia freiznt yard, 49.43 miles north of Freeman,
at 5:20 p.m., 3 hours andé 40 minutes 1:te, passed Christopher,
8.88 amiles from Freeman ant the lest open office, at 6:35 p.m.,
and wag spproaching thne station at Frceceman when 1t collided with
the side of the mine train vhile traveling ot a specd estimated
to nave been between 25 and 40 miles per hour.

The twenty-first, twenty-second and twenty-third cars in
the mine train were dereiled to the west and badly dauneged. The
engine, tender, anc first 10 cars in Trein Ne. 70 also were
aerailed, the engine stooning on its lJeft sicde east of the main
track with 1ts forward end 150 feet gsocuth of the poiant of
accident. The tender remained coupled to the engine, leaning
to the left at an angle of about 45° snd the dera 1led cars were
gcattered in various pogitions across the main and two adjacent
storage tracks, deamaeing these cors anda two otner cars stonding
on the storage treccaa., The emnloyees killed were the engineman,
firemen and head brakeman of Train No. 70.
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Summary of evidence

Foremoan Darnell, of switch engine 5006, steted that his '
train was engaged in switching cars in No. 5 mine yard from
12:45 p,n. until 6:530 p.m., and was ready to depart about 6:35
p.mn. He walked ghead of the trrin to the main tracl: accompanied
by the head brekeman, the switch was opened, and then the
foreman Zave o proceed signal. While the trroin was entering
the main trecx, moving ot a sneed of between 4 and 6 miies per
hour, he was busy in checking the cars anc did not cce Trsin No.
70 approaching until his attention veas attracted by its head-
light when it wos about 200 feet awny; he estimated the speed of
that train at 40 miles per hour at the time of the sccident and
sald he had not herrd it vhistle for a ncarby road crossing.
Before opening the switch, Foreman Dernell hac not called by
telephone to ascertein the locetion of schedulea treins, sayiug
tnis wae the first time in 20 years that he aeca fuiled to do
80 #nd that the thought of Train No. 70 hac .ot occurred to nim;
ne elso aeid that he had heard a trecin oascs at about 3:30 p.nm.
and tanought it wvas Trsin No., 70, waich is scheduled to arrive
at Herrir Junction,2.27 miles beyond Freeman, ot 3:15 p.m.

Enginemen Miller, of switch eagine 5006, stated that waile
the air was being pumoed up nreparatory to lecving the yard the
roreman went ecnead to the main-tr-.ck switch snd thc engineman
supposed the forem-n woulc tilcphone before they went out on
the main track, in accnedence witn the proctice which had been
followed during n-.s service of 3 yecars in tnis work., As goon
ns Engineman Miller received ¢ proceed signal he storted the
trein and then was given a stop signal, and ofter standing
about 2 minutes the switch was opcncd and he received another
nroceed clignal; he agall started the trein, ~nd weo entering

he main track at a speed of 4 or 5 miles per hour when he
felt the impoct of the collision. He had not heard a whistle
soundeda nor had he seen the reflection of the headlight of
Train No. 70 prior to the accident; the henalight of his own
engine was burning but the light on the rear end of the tender
wo.g extinguished as 1t wes not customary to heve 1t turned on
while moving anead.

Fireman Gutarie, of switch eagine 5006, stated that he did
not see a2 train approachin: froa the north while his own train .
was moving out on the mein treck fnd he did not look in that
direction agein until ofter the accident occurred; he
estimated the speed of hig trzin at the time of the accident ot

o or 6 miles per hour.



—~5—

Switchman Herdwick, of switch e.gine 5006, stntel tuat ne
gave & proceed aignal °q auon Ng thne trein wes reecdy to
depart from the mine vurd but on seeing the kerdilgont of an
engine in the south end of the yerd ~nd not beluny certain wrich
track it was occupying, he gave hiis eunglinemrn » stop cignal;
finally the foremsn told him to open the switclh and ~after doing
80 he signnlled unis treia to oruceed; he vosrded the engine wnen
1t narced him and was in the ensireman'as side of the cab at thae
time of the accident. Switchman Hardvick Turt.aer stated thet
Le had not seen Train No. 7C vpass and ¢id uot see or hear 1t
approachling prior to the accident; ne thought tne Iorenman had
telephoned for the purvcse of obLtaining iaTormation concerning
overdue trains but did not gquestion unim avout the matter,

Switchman Rude, of engine bC06, stated taat alter the train
vas made up ia the ane vard tuney conpled the 2ir as far as
posaible, therc beinyg a broken treoin line on the tenth or
eleventh cer., He went over the train relecsiag hand brakes and
fot on the caboose, gave a proceed signal anda the treoin sterted,
put 1t stopped @591q after moviug about two car lengths., After
it started thce second time he went :nside the coboose, lignted
the two wmarker lamps, and was placing one of them 1in position
when he observea tne keadlignt of an engine apnroac:aing frowm tne
north but thought at the time that it was a swltch enginc. After
procuring the other marker he discovered that 1t was Tr-oin No
70 aporoaching and innediately jumned off and ran towards the
main track giving stop signals with the marker; these signaels
werc not acknowlenged and ne was gtill 70 or 80 feet from th
main line when the head ¢.d of Tr-in No, 70 passed him, with
the vngine working stesm; no sparks were flying from the wheels
to i.dicate that the brakcs had been epplied. It haa been the
practice for several years to telephone so as to find out
whether importsant second-class treins had passed, and he ned
beun instructed on several occasiong by the assigstant surer—
intcndent snd the general yardmaster to ses that this wa= done

a '-‘C

Conductor Waring, of Train No. 7C, stated that beforc
leaving Centralia he converesed with Encinemen Goodian, who
apneared to be in norr.al condition at that time. The brakces
were testec and functioned properly before deoartin’ and no
stons were made en route. Speed was reduccd to z2bout 18 or 20
rriles per hour st Zeigler Junction, 6.6 niles north ot Freeman,
by merns of the automatic brakes, and was later increesed to
between 30 end 35 miles per hour, at vrich speed the treln vas:
traveling at the time of the accident, no brake application
being made until immeciately before the collision occurred,



He was in the left side of the cupola of the caboose, but did
not see any indications of a heaulight, lanterns or rea lishts
ahead of his train; he also said he heard the engineman sound
the whistle for the station at Freeman and also for & road
croscing in that vicinity. OConductor Waring understood the
rules required his train to be operated within yard limits
prenared to stop unleses the main track was see~n or known to be
clear but did not think it was bein. opernted at an unssfe
rate of speed; in fact 1t had lost about 10 minutes en route
compared with the time made by other engiluemen,

Rear Brakeman Pettis, of Train No. 70, stated that the
brakes were tested at Centralia and he wac 07 the cepinrnion they
werc apwnlied three times before the train re.cned Freeman. He
thought the speed was not excessive ot any point en route and
sald the train was traveling at the usual speed of between 30
and 35 miles vner hour through the yerd ot Freeman, slthough
the train was considerably bpehind schedule and it was dark at
the time. He was in the right side of the caboosg> cuvole
looking ahead but did not see the mine train or any ligats
in the vicinity of the mine-yvard lecd treck. He Tirst felt
a slight applicotion o the birakes about a trrin length fronm
the point of accident, which was followed later by snother
application but there wis no natericl reduction in speed prior
to the accident.

Assistant Superintendent Goodman stated that he arrived at
the scene of occident about 11:30 p.m. and after exeminine the
wreckage he Tormed tane opinion that Treain No. 70 must have been
traveling between 25 and 35 milec per sour at the time of the
accildent, He described the territory in waich the accident
occurred as within y~rd limits of the Herrin nining district,
where second-class treing are reqguirea to be prevared to stov
unless the main track is seen or known to be clear, ana said
that two or more yard engines had been used ¢ ily in this
aistrict, except on Sundays, during the 30-dny p:riod prior
to the accident.

General Yardmaster McCosky, vho had had over 21 yesrg! .
service with this railroad, 11 years of waich haw been spent
as general yardmaster in tuis teriitory, seid it was the practice
and 1in accordance with instructions for switch crews before
occupyineg the main track to stop and telenhone to nim after
finishing their work at a mine, the purpose being to have them
stay out of tne way of fast trains and also to be in poslition
to handle any other work winich might need attention! these
instructions had been in efrect ever since he nad been railroad-
ing.
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According to the record, unearly all ol the coal carr being
handled by engine d0CS were thn eriough to nrevent the switch
lamp from beinz seen by a zoutn-bound engineman, even witnout
allowing for the lading beings nigher than tie sides of the cars.

Conclusions

This accident was caused primarily by the failure of Train
No. 70 te be oversted under proper control witnin yard limits.

Under rule 233 it is oprovided that second and inferior
clsss ana extra trains must move within yard limits prepared to
stop unlese the main track is seen or known to be clenr. There
are a great many yards in the territcery tlirouz: vhizcn tiis
train was operating and uncer normal coualtlonL it passes through
them iIn daylisht, moviang under a time-table sciedule winich

between Cambon and Herrin Junction, a distaace of 5.47 ailes,
within which territory tris a001dent occurred, calls for an
average speed or aearly 33 miles per hoir, althouzh two-thirds
of 1t 1ig within yard limite. On thie ocecesion, however, 1t wag
dark, yet the irain was making mpn;ox1wqu ely cchedule tlﬁ
passing throu;n this particular yarc at a goecd estimated by

its conductor to nave heen petieen 20 ana 32 miles ver hour.

The evidence indiceted that the switch lamp was burning p:operly
and disnlayed s red indication hut that tals indic stion vas
obgcured by tLV coal carec moving out of the wine lead treck, witn
the result thst the enginensu ewnparently had no warning of
danger until a few seconas porere the accident occurrcd,
consequently he was unable to effect any anvreclable rewuction
in the speed of the trrin.

The He switenlng, district covers a <drgtence of about 7
miles, w1thlu walch there ig a train yard, a storafe yara, and
nine tracks leading ofr to coal mines. In soue ceses, &t in the
case of Franklin Couaty No. 5 mine, crews woen switching at

the miunes are too far from thne main track to kecp inrormed
concerning mpascing tra‘ns and g pracl.ce has becen in existence
for tne past 15 or 20 years, ani the genersl yardmaster sald
crews were so0 instructed,for these coal nine switcning crews,
before moving out upon th mein track, to call by telephone and
obtala Information about trein movements a3 well as other work
wnich might reguire attention. In tnis particular case,

however, Foreman Larnell failed to obey the instructions and 1t
secms more than prohable that he assumed Train No. 70 hed pacced.
There can be little doubt but that the engineman of Train No., 70
to gome extent relied upon this practice, and the instructions,
to avoid the very situation which aroge on tnis occasion. Foreman
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Darnell was thoroughly familiar with the prevalliang condltions .
and the nractice which nad been followed, Laving worked in this
territory for meny years, and he shares in the responsibility

for the occurrence of tiis accident as a result of hie failure

to ascertain the location of overdus trains before occunpying

the nain track,.

The situntion presented nere uod to do with a practice
wnlch has been made necegsary vy local operating concitions
and nas existed for a preat dany years, yet it is not included
among tune rules or othier printec instructions; so r'ar as the
rules are concerned, therefore, rerponsibiliny for the accildent
rects solely with the approaching train eltiaocusa 1ron the stend-
point of ovractice, much of the responsinility reste with the
Toreman of the mine train. When a practice has oveen in effect
for many years 1t assumes the force of a rule and tnis 1is
especlelly true whea 1t is bpacked up by verwveol instractions from
offiicials to employecs. The rccord in tiairc cese aoes not
indicate any recson vhy this veactice sho il not haves been given
officiel recofnition to the extent ol incorprorating it among
the time-table instructions or oy punlisaing it Ly proper wu-
thority in sucn otner form ss the rrilrosd coupnny might derire,
end 1t is recomzended tnal eppropriate action of tiiis character
be promptl, taken.

Dircctor,



