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INTERSTATE COMMERGE COMMISSION

REPORT OF THE DIRECTOR OF THE BUREAU OF SAFETY IN RE
INVESTIGATION OF AN ACCIDENT WHICH OCCURRED ON THE
BALTIMORE & OHIO RAILROAD AT EAST ST. LOUIS, ILL,,
ON JANUARY 8, 1929,

March <8, 1929,
To the QCommission:

On January 6, 1229, there was a head-end collisron
between two freight trains on the Bzltimore and Ohi0 Rp1ll-
road at Egst St. Louis, I1l., which resulted in the death
of three employees and one trespasser, and the injury of
three employees.

Location and method of operation

This accident occurred on the Illinols Syb-division of
the St. Louls Division extending between Ezst St. Louis and
Shope, Ill., a distance of 165.3 miles, 1in the 1mmediate
vicinity of the point of accident this 1s a single-track
line over which trains are operated by time-table, train
orders and a manual block-signal system. The accident
occurred within the yard limits of East S%4. Louls terminal,
at a point 2,893 feet west of the east yard-limit board.
Within this territory there are two classification yards, one
known as Cone yard and the other as Mounds yard, the latter
being located a short distance west of the point of accident,
and about 4 miles east of Cone yard, The line 1s double-
track between Cone yard and a point 114,1 feet west of the
west switch at Mounds yard, 1t 1s then single track eastward
to and beyond the point of accident.  Approaching the point
of accident from the west the track 1s tangent for a distance
of more than 1 mile, followed by a 1° curve to the right
2,980 feet i1n length, the accident occurring on this curve
at a point 144.8 feet from its western end. Approaching
from the east the track 1z tangent for a distance of 6,945.9
feet, followed by the curve on which the accident occurred,
The grade at the point of accident 1s 0,11 per cent ascending
for eastbound trains, Telegraph poles located on the 1inside
of the curve on which the accident occurred interfere with

the range of vision from trains approaching 1n either
directaion,

At a point 420.8 feet west of the castern end of
double track a single track line of the Aiton and Southern
Rallroad crosses the tracks of the Bgltimore and Opio Rapilroad,
and from a point some distance west of Mounds yard the tracks
of the Pennsylvania Rpllroad parallel those of the Bgltimore
and Ohio Rallroad on the north., H. N. interlocking tower and
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blook station 15 locatcd immediatcely wect of the 4g1ton and
Southern track and between the trecks of the Pennsylvania

and Bgltimore and Ohio Rpilroads, Prior to leaving Cpone
yard conductors of eastbound freight trains are required to
communicate with the operator at H. N. COgbin and will proceed
to the latter point when authorized by Form 4, clearing
first-class trains as required by the rules.

The weather was cloudy at the time of the accident,
which occurred at about 7.15 p.m,

Description

Eastbound freight train Np., 90 consisted of 32 cars and
a caboose, hauled by engine 2730, and was in charge of
Conductor McEvilly and Engineman Utterback, Thls train left
Cone yard, 4 miles west of H, N. Cabin, at 7 p,m., on time,
received a clear signal indication at H. N. Cpbin and as 1t
passed that point the operator delivered three Form 19
orders to the crew, none of which related to extra 2791,
The train then entered upon the single track just east of the
tower and shortly afterwards 1t collided with extra 2791
while treveling at a speed estimated to have been between 20
and 30 miles per hour,

Westbound freight train extra 2791 consisted of 29 cars
and a caboose, hauled by engine 2791, and was 1n charge of
Conductor Fitzpatrick and Epgineman Chattin. At QO'Fallon,
10.9 miles east of H, N. Cabin, the crew received, ameng
cthers, a copy of train order No. 678, Form 19, directing
train No. 90 to wait at H, N, Cabin until 7,30 p.m. Extra
28791 departed from 0'Fgllon at 6.56 p.m,, passed Cgseyville,
7.8 mrles beyond, at 7.11 p.m., under a clear signal
indication, and after passing the east yard-limit board near
Mounds yard 1t collided with train No. 90 while traveling at
a speed estimated to nave been about 30 miles per hour,

Both engines were overturned and congiderably damaged.
The first four care 1n both trains were derailed, together
with the 15th to the 19th cars, inclusive, 1in the train of
extra 2791, Eleven of these cars were destroyed while the
other derailed equipment, as well as three cars which were
not derailed, gustained more or less damage. The employses
killed were the enginemenof both trains and the head brake-
man of extra 2791,

Summary of evidence

Fireman Hgstings, of train No. 90, stated that as the
train approached H, N. Cabin he noticed that the digtant
interlocking signal was displaying a yellow indication and
the home signal a lunar white, or permigsive indicatlion,
and ag the train passed the tower at a speed of about 150 or
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20 miles per hour train orgeps were handed to the head
brakeman, which were read by tks cngincman, brakeman and
himself. His first intimaticn ol something irregular was
when %ie noticed the enzineman acting as 1f he intended to
shut off steam and then chaaged his mind. Snortly afterwards,
however, the engineman suddenly raoiced up and shut off steam
and Fireman Hastings said 1t was his opinlon that the
engineman had seén a train approaching but was not certain
wnether 1t was on the Bpltimore and Chio or the Pennsylvania
tracks. Fireman Hgstings estimated the speed of his train
at the time steam was shut off at 30 miles per hour and
thought 1t had been reduced to the extent of 5 or 10 miles
per hour at the time of the collision.

Brakeman Pride, of train No, 90, substantiated the
statements of Fireman Hastings as to the indications dis-—
played by the distant and home signals at H. N. Cabin and
as to the hondling of the orders whicn were received when
the train passed the tower, He sz1d that upon reaching a
point approximately 1 mile hevond that point and while
standing behind the engineman, who was citting on nisseat-
tox looking ahead, the engineman suddenly ralsed up, and
upon looking over the engineman's shoulder Brakeman Pride
noticed the headlight of an approaching train. At that time
he thought 1t was a Penneylvania train end did not discover
that 1t was on his own line until 1t had come around the
curve a sufficient distance for the light to shine on the
ratls, he sald the engineman applied the brakes in emergency
only a few geconds before the collision occurred. Brakeman
Pride jumped off as soon as the brakes were applied, at which
time the speed was about 30 miles per hour, he did not know
to what extent 1t had been reduced at the time of the accident.

Conductor McEvilly, of train Np. 90, stated that before
departing from Cone he communicated with the operator at H. N.
Cabin whbo informed him there were three orders for his train,
one being a valt order on westbound passenger train No, 3l
while the otner two were bullctin orders. The train-order
signal wae displayed at H. N. Cabin and as tne train passed
that point, moving at a speed of about 10 miles per hour,
the orders were handed to the flagman, no order was received
pertaining to extra 2791, fonductor MgEy1lly said the
train gained speed aftcr pacsing the tower and was traveling
at abvout 30 wiles per hour when thec air brakes were applied
in emergency, followed by the collision about 10 or 15
scconds lat,r. In conversation by telephone with the
operator at H. N, Cgbin shortly aftcr the accident the
operator told him that there was a Form 31 order at the tower
but that he had forgotten 1t., The statements of Flagman
Rittenhouse, of train No. 90, added no additicnal facts of
importance.

Fireman Tharp, of extra 2791, stated that he was
familiar with the train ¢rder requiring train No., 90 to
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w21t at H., N. Cabin until 7,30 »,m. The head brakeman and
Limsclf were ridirg on his so8tbex looking ahead while the
train vas apprcaching the point of accident and when a
headlight ceore into view he was of the i1wprcssion that 1t
was a yord engince in Mounds yard, He kept watching this
light ond 1t apperred to be getu.ng closer but he was not
certain th.t 1% veg opproa. 1N on the w la trock until the
reflection shone on the roi1ls of the curve. Aa they h-~d
received ~ clenr blogk »t C-ceyville ne st1ll taought that
1t wne a yrrd enging vhich rad »ulied ocut on the 1min track
~“nd intended to go?aheau 2f hie trnain. As soon o5 he
realized tast a ccllision .8 1ncvitable he choutcda a warning
and then started bvack ove:r it~ tender. He did not know
whether the braxes werec ap,11.d prior to the accident and
could not crtimate the speed .t the time of 1ts occurrence.
Firewan Tharp further rtoted thot be had not nmoticed the
distant signal of the interlc ~k ng plant vhich 1s located
approxirately 800 feet beyond wac point of accident and should
have been in the stop positior, while the engineran's view
of this signal 1s restricted on account ¢f the curvature of
the treock.

The statements of Conductor Fitzpatrick and Flagman
Long, of extra 2791, were to *he effect that they were aware
their train had until 7.30 p. , to clear the main track for
train No. 90 at H., N. Cnbin and that 'their train enterad the
block at Cageyville under a clear signal indication. They
received no warning of anything wrong as ncither of them felt
an application of the Lrakes rrior tc the accadent; fthey
eatimated the epeed at the time 1t occcurred at 20 or 30 miles
per hour, Conductor Fitzpatrick stated that at some points
on the I1linoils Sub-division third class and extra trains are
reguired to riove within yard limite under control but this
did not apply approaching H. N. Cabin providing a clear signal
was rceceived at Caseyville,

Operator Jackson, on duty at H. N, Cpbin at the time
of the accident, stated that pri.r to the deperture of Train
Uo. 90 frowm Cone he received trrec train orders involving the
novenent of that train. T.0y were No. B7b, Form 12, directing
train No. £1 to wait at ¢ eyville until 7.25 p.m. and at
H. N. Cabin until 7,30 p.r., Yo, 678, Form 31, which directed
train No. 90 to wait at H. N. Capin until 7.30 p.m., and No.B7¢
Form 19, which extended the wait for train No. 21 at Casey-
ville until 7,33 p.m. and at H, N, Cybin until 7.38 p.m., to-
gether with two orders, Nos, 2.-4 and 6015, relating to certalin
conditrons at various points en route. Train order No. 678 Was
addressed t° the crew of train No. S0 and to the operator;
Onerator Jackson copied this order in triplicate and sent the
"X" responge at 8.31 p.m., and being of the opinion that 1t
would nct be necessary to deliver the order he hung 1t on a
hook with the i1ntention of annulling 1t aftcer the extra had
pasged hia station., When %' > conductor of train No. S0
called from Qonc for the block he informed the conductor
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that all trains due at 7 p.m. had arrived and departed
except train No. 21, Ag soon &8 train No, 90 struck the
bell he displayed the train order signal and lined the
interlocking signals for the movement of that train through
the plant without having secured a clear block from the
operator at Caseyville which he neglected to do for the
reason that he was anxious to keep train No. 90 moving in
order to enable 1t to get up the hill to Caseyville without
further delay to train No. 21, He said that after lining
the plant he left the tower and aeg train No. 90 passed he
handed to the crew the copies of crder No. 879 1in addition
to The two bulletin orders i1ssued on Form 19; he did not
deliver orders Nos. 675 and 678 as he considered the former
had been superseded by order No. 679, while he entirely
overlooked order No, 678, He then returned to the tower,
which was at 7.12 p.m., and started to call the operator at
Caseyville to report train No, 90 by, but found the Capseyville
operator already on the wire for the purpose of reporting that
extra 2791 had entered the block; 1t was not until then that
he realized both traine had been admrtted to the block.

He had no record of extra 2791 on hie block sheet, although
this was contrary to his usual practice and could not recall
whether the operator at Cgseyville had asked for the block,
and he said that 1f this had been done 1t was some period of
time before the arrival of train No. 90. Operator Jackson
further stated that possibly one reason for hig oversight
and failure to deliver order No. 678 was the fact that 1t
has been the practice i1n some cases t0 hold such ordersuntil
after the train has departed, providing the time limit has
elapsed, and then they would be annulled at some later time
by the dispatcher. He knew this procedure was not in
accordance with the rules but sald 1t was done 1in order to
avold delay and that he had never been criticized for this
practice. Operator Jackson's statements in conmection with
this method of handling train ordere read as follows:

Q. Jackson, can you give any reasonable explanation
for your oversight other than in a hurry to try and get 90
up the hill®?

A. I can explain the oversight of the 31 order. We have
been in the habit of holding these 31 orders until after the
train has left.

Q. Did dispatcher tell you ¥o let S0 go after west-
bound train had cleared and tell you he would annul the order?

A. He Just left 1t up to me to do 1t on my own hook,.

Qs Did you ever ask him about annulling order before
letting eastbound train go?

A, Bometimes I do.



Q. Why didn't you just hold the train or have them
sign for 1t?

A. I should have but I realized he expected me to
use my jJudcment and I took it upon myself to do so.

Q. Jackson, of course regardless of his expecting you
to use your judgment that 18 not according to book of rules?

A. It 18 not but we have b2en dolng this for three
or four years,

Q. There is nothing wrong with putting order out
and holding 1t as hold order _-%11l train 1s clear and then
annulling 1t according to vook of rules 1g there?

A. There 1s something bpadly wrong in waiting until
after train i1s gone to annul it.

Q. Thot was your own fault was it not?
A. I don't coneider 1t so nltogether,

Q. Did he ever criticize you for letting train go
and then calling his gtte-tion later on?

A. Never in three or four years,

Q. Have you ever called his attention to 1t and he
lmmediately gave you number to annul order before train
departed?

A. Yes, we have a good many of them annulled before train
leaves.

Q. Suppoee for ingtance No. 90 had been back a mile
or 80 and not struck interlo~ker, steel run passing, possibly
just clearing when 90 hit th. bell, would you have turned
90 loose without delivering that crder or having 1t annulled?

A, In this case I don't think I would,
Q+ In any case?

A, In case where time had expired I would 1f block
clear and digpatcher busy I would.

Q. Why?

A, Would consider the order already dead and dispatcher
busy and 1in order to avoid delay to eastbound train,

Q. Have you any rules or regulations to go by in taking
upon yourself the responsibility to do a thing of that kind?

ey
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A. DNo, sir, but have dcng 1t for three or four years
and never been criticized,

Q. I believe you stated that 1t waes a practice for
the dispatcher to put this order our daily and to annul 1%
after the train had left?

A, Yes sir,

Q. Can you give ues a definite date when such a
procedure took place?

A, Yes sir, December 7th, train 92 passed H. N. Oabin
9.38, the holding order 708, 31 vrder, order annulled 10.46
p'm.

Q. Do you remember what time this train was to walt
unti11?

A. No. 92, engine 3743 wait at H. N. Cabin until 9.29
p.m., 92 passed H, N. Cabin at 9,38 p.m.

Q. Trat order was dead 9 minutes before No. 95 reached
there?

A. Yes gir,
Q» Wpy didn't you have it annulled?

A. T figured 1t was up to the dispatcher to annul .

Q. Did you say anything to him about 1t?
. I don't remember 1t but I always left 1t up to him,

Q. Did you just deliberately let 92 pasgs there without
saylng anything to him about holding that order?

A, He knew I had 1t,

Q. Did you clear 92 holding that 31 order to wait
there unt1l 9,337 (Questioner apparently means 9.29)

A. Yes, have been doing that for four or five years.

Q. You say you never asked him about 1t or he never
criticized you for doing 1t?7

Al NO Slrn
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Q. Can you give us ancther date when such a procedurs
took place?

A. Decerwber 14th, train 92 order 714, 92 by at 10.14
p.m., order annulled 10,15 p.m.,, that crder said, "92, eungine
unknown wait at H. N. until 9,28,0

@. How did 1t happen that dispatcher annulled that
order then, did you call his attention to it?

A, No, I think I waited for him to annul 1t.

Operator Jgckson further stated that the westbound
digtant signal of the interlocking plant would automatically
display a stop 1ndication ag soon as an easttound train
entered the interlocking zone, regardlese of the position
of the levers in the tower, and tnzt that signal was
apparently 1n the stop position at the time extra 2781
approached 1t as at about midnight he 1inspected this signal
and found 1t displaying a stop indication,. Under such
clrcumstances, according to other statemcnts appearing 1in
the record, 1t would have been neceseary for extra 2791 1o
stop before passing this distant signal and then proceed
with caution to the home signal.

Operator Felthoven, on cuty at Caseyville, stated that
he received a c¢lear block from the operator at H. N. Cabin
for extra 2791 at about 6.40 or 6.45 p.m. When the
train approached he displayed a clear signal and 1t passed
his station at 7,11 p.m. He then attempted to call the
operator at H. N. Cobin to report the train by but was unable
to get in touch with him at that itime. Snortly afterwards
he again called and at this time found the operator at that
point trying to communicate with him, Upon informing
Operator Jsckson that extra 2791 had entered the block the
latter remarkced that train No. 90 had also been admitted to
the block, Operator Felthoven further gtated that westbound
trains are admitted to the Yl ock under a clear signal
unless a yard engine 1s working at Mounds yard, 1n which event
he admits them under a caution signal. TWhenever a yard
engine uses the main track betwsen H, N. Cgbin and Mounds
vard he 1s informed of this fact by the operator at H. N.
Jabin but no record 1s kept on the block sheet at Cgseyville
covering such novements, although Operator Jackson stated
that a record was kept at H, N. Cpbin.

Dispatcher Cox, on duty at the time of the accident,
stated that train order Nc, 678 was put out at H. N. Chbln
for the purpose of holding train Ng. 90 on the double track
until extra 2791 had arrived, At the time he issued the
order he thought troin No. 90 would be late and that as soon
as extra 2791 had passed that point he would annul the order,
thus avoiding delay to train No. 90. At about 7.15 p.m.,
the operator at H. N. Cybin reported the accident, and upon
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being ocuestioned as to 1te -5-'se the operator stated that he
overlooked the wait order asd -ave train No. 20 a clear
block. Dispatcher Cox furthsr stated that he had been
working with Cperator Jackson for about a year and during that
time he received no complaint e-out his work, He did not
remember whether he had ever sc.d anything to Operator
Jackson about permitting trails to pass H.N. Cabin without
delivering orders sti1ll in effect, although his statements
indicated that he knew 1t had occurred i1n some instances and
that 1t was 1n violation of the rules. He sa1d such orders
are annulled as soon as he can get in communication with the
operator at H.,N. Cabin but at times 1t 1g difficult to get
in touch with him on account of the operator's other work.

Conclusions

This accident was cauged by the failure of Cperator
Jackson t0 deliver train order No., 678 and by his failure
to secure the block before permitting train No. 90 to enter
1t.

According to the evideice train order No. 678 was
1ssued to extra 2781 at 0'Fpllon and was put out at H. N.
Cabin for train No. 90 on Form 31, This order was delivered
to the crew of extra 3791 but was rnot delivered to train
No. 90. Operator Jackson, on duty at H.N.Cabin, stated that
when he received the order e did not think 2t would be
necessary to deliver 1t cc..seguently he hung 1t on a hook
and at the time e deliverci cther orders to the crew of
train No, 80 he failed to include this order as he had
enti1rely forgotten about 1t. He sald that in some cases
walt orders, the time limit of which had expired, were not
delivered or annulled before the traln involved had departed
and this practice may have consributed to his oversight.
His reason for his failure to ascertain that the block was
clear was dus to his anxiety to keep train Np. S0 1n motion
so that 1% could ascend the grade beyond his cabin without
further delay to train No. 21. Operator Jackson was not
posltive whether he gave the block to the operator at
Caseyville and said that 1f L did so he did not remember 1t.

It appears that the employees riding on the engines
of both trains were on the alert and that the headlights
were geen some dlstance apart but on account of the physical
characteristics in that loczal:*, 1t was not definitely
ascertained that these trains were approaching each other
on the same track until 1t was too late to avert the accident.
The evidence indicates that {he brakes were applied on
train No. 90 only a few seconds before the collision occurred
while 1%t did not appear that they were applied on extra 2791
prior to the accldent.
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One of the paragraphs of special instruction No. 24
contained 1in the time-table in effect at the time of this
accident reads as follows:

On single track, whether manual block rules are
in effect or not, when a "middle order" so called,
18 addressed to the operator at the intcrmediate
train order office, there will be a train order signal
displayed, at that office 1n every case and Rule 208
govern until the order has been delivered by the
operator to trains affected until all have arrived
from one direction. The operator 1s not relieved from
such delivery, even though the time of a "mit order"
has elapsed, unless the order addressed to the operator
has been annulled by the Train Dispatcher.

The evidence developed at the investigation of thais
accident indicated that 1t wag a practice for the operator
at H. N. Oabin not to deliver a walt order 1f the time had
expired, but at some later time, after the pessage of the
train to which the order was addressed, he would obtain an
annulment from the dispatcher. Apparently this 18
precisely the practice intended to be prevented by the special
instructions above gyoted. Violations of the rules of such
a character can be uncovered at any subseqguent time by a
check of thc records, and 1t 18 a matter of difficulty to
understand why responsible officials of the operating
department whose duty i1t 1s to know that the rules and
instructions are being obeyed should have becen ignorant of
the existing eituation; possibly they were not 1n ignorance
of 1t, but in either event 1t does not appear that they have
fully discharged their duty when such a situation can exist
for a period of several years, as stated by the operator,
without any effective steps having been taken towards 1ts
correction, The practice of operators retaining orders
in their posseseion, not delivering them te the trains
addresscd even though no annulment has been rcceived, was
involved in the accident which occurred on she Denver & Rio
Grande Western Rgilroad near Granite, Cole., on August 20,
1925, and 1in the report covering the investigation of that
accident 1t was pointed out that :t was the duty of operaiing
officials not only to provide safe and adequate rules for the
operation of trains but to enforce obedience to those rules
on the part of all concerned, that statement 1s equally
applicable in the cage of the accident here under investigation,

A1l the employees involved were experlenced men and at
the time of the accident none of them had been on duty in vio-
lation of any of the provisions of the hours of service law,

Reepectfully submitted,

W, P, BORLAND,
Daircctor.



