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Date: Meerch 20, 1941

Locc tion: Delagrmre, Iovg

Kind of accident: desd—end ceolliilsion

Traeins involved: Freight ¢ Frei:h

Train numbers: 73 P Tnird 72

Engine numbers: 20862 ¢ 2928

Consigst: 42 cars, £ cabooses ¢ 36 curs, cadocse
Soeed: Standing ¢ 20 1. De Do
Operation: Timetable and train orders

Tracl: Single; tansent; 033 dcrocent

ascending grade UaStWJP

Wea cher: Snowing

Tiae: 9:438 De e

Casusltics: 3 injured

Csusc: Accident causzsad by fallurc To obey

neet orler

Recounendation: The.t considcratlon be Jiven ©O
inctallation of a suitable block .

singl cystem



IITERSTATE CONMMERCE COLMISSION

TIVESTIGATION 1'0. 2486

Il THE MATTER OF MAKING ACCIDENT INVESTIGATION REFORTS
UNDER THE ACCIDENT REPORTS ACT OF MAY 6, 1810.

THE ILLINOIS CENTRAL RATILROAD COMPANY

April 22, 1941

Accident near Delauvare, Iova, on Merch 10, 1941, caused by
failure to obey a mcet ordere

1
REPORT OF THE COMMISSION

PaTTERSON, Commiszioner:

On iarch 10, 1941, therc was a head—ecnd collision between
tuo freight trains on the Illinois Central Reilrozd near Dela~
e, lova, vhich resulted in the injury of three cmployces.
Thce investigation of this accicdent vas made in conjunction with
a representacive of the Iowa State Commerce Comnlgoione
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Under authority of section 17 (2) of the Int.rstetc Commerce
Act the above-entitled proceeding vas referred by tihie Commission
to Commissioner Pattcecrson for consicdergtion and dispositione
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Location and kcthod of Oner-tion

This accident occurred on that part of the Ioos Division
designated as the Dubugue Distiict which extends behveen West
Junction, Ill., and Wsterloo, Loz, a distance of 1595 nilese
In the wvicinity of the poirt Of geccident this is a single-track
line over +hich trairs aie opersted Ly tinetahle and train
crdcrs; there is no block system in use. A%t Dolavearc a siding
4,074.0 feet 1n length parallelic the main {track On tl nortm;
the cacst siding-switch 19 1,717 fecv e€zast of the G + The
accident occurred on the main track at a point b,O7u feet cast
Oof the east siding-gritche Ag the voint of ec@:dnnt 18 ab-
Prosched from the zact the track ic tengent more thaar 1 miliees
As the point of accident is aposrcached fron tne rest therc are,
in succession, a 1920' cucve to the left 7€8 fecot 1n length, a
tengent 2,261 fest, a 1°44!' cuvve to the right 2,243 feet, a
tanfent 16€ feet, a conpound curve to the lcft 5,019 feet in
length having a maxinmum curva. JPC of 2030', an¢ & torient 1,064
feet to the point vhore tlie accident occarr@d. Tr.c grede for
vest-bound traing varies oetwebn Ce20 and 1.40 perccnt ascend=
ing a dilstance of 5,500 fect, then vories betreen 0.25 and 1.20
Percent descending 1,541 feet to the point of accidert and 1is
0.33 percent descending at Tthe point of accidente The grade for
east~bound trains varies betveen 0.25 and 1.00 percent descend=
ing a distance of 4,000 feet, is level 200 fect, =und then varies
between 0.53 and 1l.17 percent ascending a distance of 1,609 feet
to the point of accident.
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Transportation Rules read in vhole or in purt as follows:
14, ENGINE WHISTLE SICGHALS

Notee— The signaels prescribed
are illugtrated by "o! for short

sounag; " " for longer soundse
W% % —
(n) 0 Approsching meeting

or Uaitln” pointse See Rule S—~90.
9-90. d % %

Trains must ctop clear of the
sviteh used by the trcin to be met
1n 5oing on the si1ding.

v

* 3 %

The erginerar of each train will
give signgl 14(n) 2t least one mile
before reaching a mecting or valting
point. Should the engincman fail to
pive signal 14(n) as hercin prescribed
the conductor must take 1lnmedistc zctlon
to stop the traine



P30, % %
conductors =znd
of Trcin ordersg
to do so.

Traoinnmen

ancd firenen musgt remi
enginerncn of the contents
should tiiere ve ocezsion

Specinl tine-table inatructlons resd as follougs
abi

‘ S5=72. Eastverd iraings are superior to tro
of the g-nce class in the opposite direcec
, The maxiium authorized speed i1or the traing

miles pcr hour.

15y aQ

There vige o blizzerd atb
curred gbhout S:45 p. Il.

Noe. 73, a rest-bound sscond—clrsg
Conductor Benhau and Bngincuen Tooney
engine 2282, 28 loaded ond 14 empty cars,

south Jct., Dubuyue,
celved coples of a
19, vhich read as follovgs:

the time of the

freijht trooan,
in casrge,

Thaird 72 Eng 2029 wrlt

at Esrlville until ©05 pm

Dyersville 1005 pm

Farley 1015 pm

Exvorth 1020 pn

Pcogts 1030- pi

Julicen 1040 pm for
, 10 75 Enp 2082 and lio 75

Enz 2964

This train departed fron South Jete at 7:43 pe me, accorcing to
7 houirg 15 rianu

the train sheet,
1lles cast of Delavare,
card =1 d traln order Wo.

Third 72 Eng

Vo 73 Eng
Lelarare.

This trecin departed from Dyersville at 9:27 Do Ile,

es lates.
Form 19, vhich read as

2929 meet
O e
< U

)

sczriacnt,

At Dyeravilie,
the crew receilved copics of a clearance
239,

nd

involvecd is 40

v 1th

congiuted of

ana 2 ca00s5eos At
40.7 ailles ce.st of Delaare, the crew re-
clearance card ¢nd trein order oe. 280, Form

follows:

7 hours 37

minutes late, stopped at g point 3,076 feet ecact of the cast
siéing-sviteh at Delavare, and imnediately aJltcrvard 1t ras

gstruck by Third 72.

vr.ich oc-—

115
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Third 72, an east-btound second—-class frei hv treir, wi
Conauctor Lenafear and Enginelan Lovell in charze, couciet
engine 2920, 1o loaded and 2& capty cars and o ce.0o0ies This

train departed from Reth, 50 milce west of Delawsve, =21 7

ca vve

De uey accurding to the tezin sheet, £ houra 39 ruunuces lates
At lcnchester, b miles wegs of Delatvare and the iset oven office,
thc crev rcceived copics Of a Cclegr..nine cord aaa &

Noge 283 und 289, Foria 13, previbucely guotods Thig trran de-
Parted from kanchester at “i3l V. ., 3 hours 23 tinufces late,
Passed the clecregnce Point of the erat <eildinc-zvicch =t Lelevare,
vhere it was regrirsd Lo ymit ustil foe 73 vas irto cl. !

4
sidiry, and, whilc moving nt = svecd estinated to nave been about
20 miles per hour, collidec viti No. 73

-

Both en.ines sbtopped ulri Lt and in line vicn the tracke
The front cnd ol crine TOUL was cupvorted on tlc frons end-frame
of cngine 2082+ The Noge 1, 2, o, and 4 dsirs of ariving uheels
of engilne 2929 were suspendec above the rails; tie rizht traller—
truck vheel of snoine 2667 vas ucieileGe The pnlots, alr com—
Pressors ana front deck ciatinns of noth erngines were cerolicheds

@]
®
i
o

The meain frame of engcine 2482 wag trowen ain five una the
cylinder saddle was oroxsei. Tie tender of engine 2947 vas de-
rellea but rermained upPright and in line with thie troc.. The
tender of engine 2629 was badly dsua,.ecs The firgt cer of Third
72 wes dersiled vo the riglt and stopped at sn oan le of sbvout 45
derrecs to tre track with one c¢nd agninst the tender; tiois car
vas demolighede The sccond car weas rerailed but reizined uprisht
and in line with thc track; it wae crucghed betwecn thc tender and
the tnird car. The third car was derailed but ruteiaed upeight
and 1n line with the tracx; thc front end of tials car es
slizghitly damageds The rear track of “he firct car of Loe 70 vas
deraileds The third and thc fourth cars wrcre ftelegcoped a cls—
tence of avout 10 fect but neither cay vas dernllcG; Tho rear

end of the third car was badly d-usied; the fourth cas wes slighte
ly damecgede.

v o
3 E O e

r
[Ce I

The enployeces injured werc the engineman, the firemsn and

the front brskeunan of Thaird 7Z.
Sumnary of Evidence

Engincuan Toomey, of ho. 73; steted that at West Junction,
107.1 miles cast of Delaarce, a Leruinal air-brakce ocst was madees
At Dyersville he recoived a copy of troin order lloe 278 and
unaerstood that Noe 70 vas 10 en-cl the eiding =% Delowvazre to
meet Third 72. VWhen his troin wss ¢ pRrogening thie point vhere
the accident occurred the throttlic vag open, he Vs mdlntalning
& lovokout ahcad, snd the speed veos about 30N niles per hour. EHis
trein hed not renched o point vhcre 1t vias necesor vy To yrepare

«
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to stop at the east siding—switch at Delaware vhen o e
the headlight of an approaching e~sot-bound train ~ .oub 1/2 mile
distants He immediately eopPlied che zir braleg in €mer c
his train stopped in a distance of 20 or 25 car Lbﬂ5bﬁu' Li
1z.tely afterward the collision occurrede He gall &
snow belng blown visibility vias congidersbly res:rictcds

Fireman Knipcchild, of No. 70, steted ne undoel oks
orcer lo. 289 eoLdblehPQ @ weetlné point at Delasre Letweon
Hoe 73 and Third 72, and that Noce.e 73 wa required o <u.ter the
sidings When his train wvas approaching Delaware the npced was
25 or 30 miles psr hour and he wac on the left seathox. As the
windovg vere covered with snov, vicibility was maberially re-
strictecd. DBeceuse tThe track curvsiuvre vas to the ri % e was
uneble to sec the headli.nt of the opposing traine. The first
he knew of anything beiny wrong was vnen tne englrnemgn moved the
breke velve to energency ©9sition snd celled o warninie. The
firemsn jumpec frorm ths 1eft cice of ti.e enginé jue i 2e 0ore the
collision occurred. At tne time of the colliision hig frain wvas
stendings
73, ctsted Ll
r e 269 When hi
ez ted on the left s
l

Front Bragkeswan Kilgcecre, o
gstood the reamulrcrmnents of orae
Lt
;
.

Y
>
n o
[
15
v
<
o]
1y

e
1 S
apProaching Delawsre he was o 1.6 O
cuginee Zlowing snow m=terislly restricted wvigibrlitye ne
first he knew of gnythirg being wrong was when tnc ono wheran
ePplied the brakes in GVP“ancy- At that time the brok-lion saw
the veflcetion from the headlicht of an o0pposing trsin but wus
unsble, Decause of trzcik curvature, to aee the heaolignt 1tscife

His fTrain was standing vihen the ~cll on occurreds
' Conductor Benhsm, of No. 73, stated thet an sir-bioke test
vas made before his tfqlﬁ departed from West cuncolone At
Dyersville he received a cody of trzin ordsr '0e. 289 and undcr-
ne 5 ot Delaviare

stood Thet Hoe 73 was reqguired to cnter tne = <
to meet Third 7z. His train wos approsching Delz ey

~rc 16 & speed
of gbout 30 miles per nour when an cuergency eopplic-cron ©F the
21y brrkes stopped the train. He ezs unavare Last on accident

had oceurred until he arrived st “he front enu of his traine. He

sald that it was snowing and there was a northvest 11aa; these
conGitions restricted vicibility to about 5 car leng tnse The
accicdent occurred zsbout $:46 D. e

The qtatencnt of Flsgman Walsh, of Mo. 73, sddce nothing
of 1mpPortance

Engineman Lovell, of Tnird 72, stu
miles woeet of Delgware, an alr“brﬁib pfex:
functioned properly en routee. Brale-pipe pressure of 70 rounds
yes beingr msintained. Atn Manchrgter gome cars verc set oul and
otners were alded to the trsine. Wmnile the cars vere being

n

.5 because of

ted that ab Waterloo,52.4
4 vag nade and the brakes



coupled To the train the opcreavor delivered, among OTicrs,coPles
of trezin orders l1oge 283 ana 289 to tne fircmene As tue eéngline-
aan Un s occapied in assewbling the train, the firenan rcad the
orcers gloud. The firemen read order lioe 289 asg, "Thirda 72

enf 1ne 2529 meet llc. 73 engine 2982 st Dyersvilles" 3ciore the
trein depsrted from larchester, the enginenan re~d the oraers,
vhich were clear and legidble, end tre filrcuan rorlevied thet the
deetling point betueen Third 72 and No. 73 was Dysrsvillie. The
entinenan read order Ho. 239 but failed to observe tie.t the
deeting point vas Delavere «nd not Lyersville. His resson for
feiling to resd Gthe order properly wes thuat Dycrsville ves fore-
moet 1n his mind because tng Tiremen recd thot aarie from the
orcCer gnd later repeated 1t; therelore, vihen he sz that the name
of the neeting point belan witn D he nurriediy rooC 1t &s Dyers-—
ville. He £lgo wac concentrating on thie memorizing of the walt-
ing points presciibed in order No. 283s ATGer his traln departed
from llgnchester ne ssain resa order HWoe 223 ond cilscusaed its
cortents with the fireasn but 4id rnot reread order Llo. 289. When
the train was depgarting from lienchester the front brzicren read
the trrcin orders but made no connant about their contenise Since
the engineman vas under the impressidn that the neccting point was
at Dyersville, he d¢id not sound the meeting-0inc¢ ri1sTtle signal
when his traln was approaching Delavares At this cime neitier
the front brskeman nor the Tireman guestioned hiu concerring the
weeting of Noe. 73 and Third 72 at Delaware. The trein passed

the east siding-switch at Delaware vhere it ves rejuired to wvait
west of the fouling point until No. 73 vas in tic clear on the
sidinge The cngine vas 40 or 4£ car lengths east of the east
siding-switch, moving on the curve to the left at & specd of 35
illles per hour, when the fireman, who vas maintalning a lookout
ehead, celled a warning. Thc enginedan immedistely placed the
brake valve in emergency positione At that time the cngine
entered the tangent track on which the sccident occurred and he
observed the headlight of the opposing train about 20 car
lengths dlstant. He Jjumped from the engine vhen 1t was sbout 3
cer leng ths from the other engine. The speed sas sbout 20 niles
Per hour at the time of the collision. In his opinion, since

the exyheust from the energency application vesg of L00d voluine

anC of cduraction proportionaice to the length of the train, taere
vas no reduction in brake-pipe pressure magde from the reer of
his train prior to the cuergency application rnace by hinself.

The brakes vere fully effective as & recult of the emergency
aPplication. It was snoving end the cab viadore woere covered
with snow, which restricted visibility somewhate The accident
occurred gbhout 9:46 P. e

m
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Fireman Herr, of Third 72, steted that =t lavches ey train
orders I'ose 263 ana 289 wers rceecived znd he repct ool gioud Lo
that The eniinenarn could hear him, then informed —hie e
thet Third 72 and 'o. 73 ware 10 meet &t Dyerevilie. The orders
wore clear cnd legible tut rfor some unknowm reason he 1 sread .
The @ecting point vith Lice 7& g8 Dyersville instcead of Delavare.
The frornt brokeman read both orasurs out hade r.o comnz.h concern-—
ing the meéting point with 'o. 73. AfTer the btralinr Jebsrted
from danchester the fireman snd the entine: L“ digcussed the
times specificd for Third 72 to vweit at desiiscsted polnts as
preccribed by order Ho. 233. The fireran ulﬁ nos gsain read

order llo. 239; tilerefore, ne failed L0 Ciscover Shat s had mis—
recc tihe name of the mecting polute Wuen tnc trean was apporoach-
ing Declaware the englnouen &id not sound the necsing-point
vhistle signel ana tne frons braikeran made no coment ghout ite
When che trein was near tne east giding—switch at Delawere, snow
we.s blowing but the fircrnon 1ag avare of the loceoion of his
traine When tiie engine vas in the vielrity of thic ezst eiding-
svlitch the gsheed was a"out 30 mileg per hour =«n’. »e ovserved an
approaching Lezdlights Ee immedigtely celled g —wiring to his
nginengn who closeu thie throttle wnd pisced the braske valve in
emergency position. At this time the opposing tesin aprezred

to be about 25 or 30 car lengths Cictants The fiver=a ceid that
speed had been retuced o gbout 20 miles per hour ac the time of
the collision, —wnich occurred about 9:48 p. m. In his opinion
because of the volume of the emerfency exhaust, no vimsce-pipe
rccuction was mgde prior to the energency applicacion. After
the accilent occurred, he obgerved that his train vas perted
betuesn the eighteenth ard tne nineteenth cars s ristence of
avout 20 feets He said that his eresight was normsl anc he uas
no% renuired to wesr zlascess

cf m

ront Brekemen Kirkland, of Third 72, stated thsT atfter hils
trpln Geperted from lianchester iz resd ovrder L.os. 268 alcud and
uncerstood thet the uecting point beteen Taird 72 end Lo. 75

was Delavare. Beczsuse of tne noise nsde by J“@ gooller ne vas

not certsin that either the fircunn or ¢he enfincwrn ne:rd Lille

He discugsed " ith the fTireman the places oe31£n4u3d Tor his

train to vait as drescribed by order No. 283, and understood

tlie fireman to say that Third 72 and Ho. 73 ere to neect at
Delzvarec. Tne front bralern~n veos neated in front of The {irenan;
hovever, gince snow vas blowing he closed the irons vincov,vhich
becerie covered vith snov, and he vizg unalle to deteviine tne
locetion of his Trein. J;V“ the troin vae apPlrosciaing Delarare
the cnigineman aid not sound che meciing-peoint thistlc sirrale .
Becsuse he was 1lost ac to loc~slon, rne di¢ not call thc engline—
nan's attention to this omiggion. The front brakeuin observed
the headlight of an opposing orain wid e elarged swout 1t to the
fireman. The {irst he knew of anything being wrong wss vhen the
fireman called a warrning to the enpincuans Hls rec.con for fail-—
ing to make an effort to ascertsin the locsgtion of ris traln wvas
that since order No. 289 was clear and lecible ne Twovert 1% was
clearly unaerstood Ly tha engine crcwe
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Conductor Landfear, of Third 72, stated thac -t harch e
he received, among othuers, copies of train orderg loge 203 and
289« Both he and the flsyoarn read the oraers, viich wcre
blc, and underctood th~t Third 72 =2nd lo. 73 uere ;0 meet
Delavare znd that Third 72 was required to vaith oa thc nein
track wzst of the fouling point st the cact s1ding—cviiteh unless
Hos 75 vyeg 1n the clear on the si1dirge AZTer ins confuctor read
the orders he became occupledl withh nrevaration of reports and he
had not complcted them vhen tne fleguan remzr.occe that thelr
Trein was approsching Delavare. [hie conductor did not near a
necting—-point viiastie sisual; hovwcver, because of vind 1t vould
heve been impogeible at the resr cid to hear the sound of the
vhigtle. The conductor instrucled the 1{lzsgman to idcentify Noe
73 and to obscrve if it were 1lr. the clear on the sicinge Soon
afterwvard the flsoann returned from the resr platcform and in-
formed the conductor that No. 73 was not on tlue zidinge. The
conductor op=ned the conductor's emergeacy valve, Ut The bralke—
Pipe exhaust was of short dursvion and the bralie -p licevlion did
not seem to be effectivees As indicaoced by the csonofe pauge,
bralie-pipe pressure of 70 pounds had been maintzinse en rovtee.
Wnen the caboose passed the east siding—gswitch tne cpecd vas
about 20 miles per hour znd it ves not neterially rocvcen at flie
tine the accident occurred. Althougl snow wo o blowing he rad no
¢ifficulty in determining the location of higs craine. After the
accident occurred he oObserved ihet the traeiln waco szpursied a
distence of about 20 feet betwern fiie eighteenth car nlrneteenth
carse The couplers were undaiaged and both knucikles vere closeds
In his opinion the secperation indice%ed tlat the trairn becane
Parted as a result of sn erergency application nadc from tne
resr of the trsine. He exrm1nnd the train and found thet all
angle cocks were 1n Proper poo¢u*on. Since tihe Fl;,hen wo.8 com-
Petent, the concuccor depunded on hin to identily :oe 73 and to
Observe whether thast train was in tne clears He szic tV"t if he
himsclf had gone to the cavoose platlorn to 1qenu f 0. 75, he
would not havz heen able to deteriiine 1f that T ve.s clear in
Time to stop nis train before Tlhe e ine pg%wcﬂ une cleziince
point at the cast end of ihe siding; [urshermwore, slace 1t

L\; F

it is
reguired thet the neadlizht be extinsuisacd vacn a tralp 1is
clear of the main track ana since he ald no% anovw the length of
the train to he wet, the mujor portion of nis train covld be
beyond the svicch nere thie inferior train was recuired TO enter
the sicing beferce hin could ceterniine vhe ther Trie 0PpROsiIng train

e 1 The cleaie The accident occurred gbout 9140 Ve e
Flag.aan Tresncr, of Toird 72, stated that nc reac train
orders liogse 283 and 289 ana understood that Thied 72 and No. 73
vere to mect at Delavare and taat Nos 73 was rejulied 6 enter
the sidinge When his trein was approaching Dclu erc e spbced
vies 35 or 45 miles per hour and the cornductor ilasirucicd hil to
observe 1f loe. 73 vas in the clesr at Delavwsire. Froo the rear
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Platform of the caboosc the flsiman maintainzd a
Ifoe 73. PBlovairng cenow Tﬁcbrlbttﬁ vigibillity %o a
10 or 15 car leniths. When the caloose was P“Sb]ig the cta-
tion &t Delaviere hc envercd the cavoosc =nd werncu iLhc conductor,
thet No. 73 was not on the sicing. The conductor immcdiately
OPened the cuerscencey velves. The Flgomar gaild the o the aar
brekes verc ¢ppilcd befoure tiic cawoose pgssed the cast sialng-
svitche The gpood vwas reduced to cbout 20 miles Der hour at the
Time of the collisione Hc 32id thet because of tlie gnovwetorm 1t
vas impossible to hear ot ths cabooge any vhictls 2ignal sounded
at the front cnde.

During the 30-day perind prior to the occurrcince of the
accident, the average daily movement in the vicinaty of the
point of agccident vas 23.068 ticinse

Diccusasion

According to the evidencc, the crev of lo. 73 understood
that their trein was recuired 1o center the eagt siisch of the
siding at Delaware for Third 72. When Lo. 75 wags sbout 4,000
Teet east of this switch ana whnile 1t wags moving awout 50 miles
Per hour, the englineman observed an east-bound train approach—
ing at a point east of the east siding-svaitche The engineaan
epplied the brgkes in energency and the train stopped at a point
5,076 feet east of the svitch, and immedistely afisrvard 1t was
struck by Third 72.

The crews of both trains held copius of & train order which
provided that these trains vould neet at Delzisre :nd that N0.73
vould enter the siding. Accordinge to the stetements of the
eng ineman snd the fircmen of Third 72, the order wvis clear and
legible; however, the fireman, vno read the order Iirst, because
the engineaan was occupled ";ith the operation cof the engine when
they received the orders, read the neeting point sloud as Dyers—
ville instead of Delaware, anu thnsr repeated the wecting point
as Dyersvillee. The fireman could not explain the reason for his
failure to read the order correctlye. Later, ‘hen The engineman
was reading the meet order, ne observed that "D" wgs the first
letcer in the name of tne nceting point end ascumed thet the
wora was Dyersville, becsuse thet 1e had been imprecsed upon
his mind vhen the Fireman resd th, order gloude The enilneman
did not give the naue of the uweeting point much thought as he ‘
w2 s concentratbing on the memorizing of the coantents of a valt
order effective at severasl steitions east of Delawarce The
engineman and the fireman discuscsed the valt oraer but tiey
neither read nor discussed the meet order a second time. The
front brekeman understood that the mceting point wvaus Delavare
but, because of blowing snow, he could not decerwmine hisg loca~
tlon; however, slthough vigibility was considerably restricted,
he was the only member of the crew Wno was last zs to locatione.



If the brakeman had esscertained the actucl locatiorn of rnic train
and had reminded the en.inemen that the latter had not sounded
the meeting-point vhistle signal, 1t 1s proopavle that the engine-—
man vould have read the meet orcer afain and might have taken
action in time to avert the accidente. The conauvctor zad the
flagman of Third 72 undnsrestood that the meeting point was Dela-~
waree When Third 72 was approaching Delavare, the conducftor
instructed the flagman to station himgelf so that he could
identify No. 73 and observe vhelher that train vaz in the clear
on the siding. When tac flacuan determined thet Noe 75 wss not
on the sicing, he marned the conductor, who imwecdiwtely took
action to stop the train; hovever, the brakes had slready been
applied from the front cnd. According to the stztement of the
conductor, nad he himeelf maintsined a lookout to i1dentify and
to observe whether No. 70 was in the clear, he would not have
been able to sce any morc guickly than the flagman that lTo. 75
had not arrived; furtheriorc, cince the rules rcguircd that the
headlight be extinguilsned vhen s train was clear and since he
did not know the length of the train to be met, he could not
have determined that No. 73 was not in the clear until nis
caboose was near the clearance point of the east cnd of the
sicinge Had he then taken acvion to stop his trein, wiich con-
sisted of 38 cars, the front end would have Dbueen ncar the point
at vhich the enginemgn applied the brekes. Had the nceving-
point whistle signal been soundcd, it ig doubtful, bhecause of
the wind that prevailed, if it could have been heard a2t the rear
of the train.

If some form of blockh system had been in use on this line,
it 1s probable that this accident would heve Dbeen averted. The
average daily movement over this line during the 50-dey period
preceding the day of the accident was more than 23 tr:ins. This
volume of traffic warrants gdditional protectiones

Caure

It ig fourd that this accident was caused by tie fsilure to
obey a meet orders

Recommendsation
It is recommended that the Illinois Central Railroad Com-—
pany give consideration to ingtallation of a sultable block

signal system on the Dubuque Districte

Dated at Washington, De C., this trenty—second
day of April, 104l.

By the Onommigsinn, Gommissioner Patierson.

(SEAL) V. P. BARTEL,

Secretarye.



