Inv~2324

INTERSTATE COMMERCE COMMTSSION

WASHINGTON

REPORT OF THE DIRECTOR

BUREAU OF SAFETY

ACCIDENT ON THE
TERMINAL RATLROAD ASSOE€IATION OF ST.

MADISON, ILL.

JANUARY 27, 1939

—— e

INVESTIGATION NO, 2324 °

LOUIS




Railrogd:

Date:

Location:

Kind of accident:

Traineg involved:

Train numbers:
Engine numbers:
Consist:

Speed:
Operation:

Track:

Weather:
Time:
Casualties:

Cause:

-2-

SUMMARY

Inv-2324

Terminal Railroad Association of £t. Louis

January 27, 1939
Madison, I11l.
Side collision

Burlington rreirht ¢ Nickel Plate passen-

: ger
73~A ¢ 10
43843 ¢ 154
26 cars and caboose ! 4 cars
4-7 m.p.h. 3=4 m.p.h.

Stop boards at railroad grade crossing

Single track used by each train; tangent
at crossing; level on Granite (City Cut-off
and 0.171 percent descending on Eagtern
Connection

Clear and dsrk

6:28 pe.Mm.

& injured

Feilure of Nickel Plate No. 10 to stop

at reilroed crossing which wag occupied
by a train on a conflicting route.
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March 7, 1939.

To the Commiseion:

On Jesnuary 27, 1939, there was a side collision between a
freight train.of the Chicago, Burlington & Quincy Railroaed znd a
passenger train of the New York, Chicago & Ot. Louis Railroad ou
the tracks of the Terminal Railroad Association of St. Louls,
near :‘adison, Il1l., which resulted in the injury of five passen-
gers and one employee. The investigation of this accident was
made in conjunction with a representative of the Illinois Com-
merce Commission.

Location and Method of Operation

Trains entering and leaving St. Louig and adjacent communi-
ties operate over the trscke of the Terminal Railroad Ascociation
of St. Louis, hereinafter referred to as the "Terminal." The Il-
linois Transfer Division of the Terminal, a two-trasck line, ex-
tends between Valley Jct. Tower and East Approach, or SH Tower,
and in the viclnity of the point of gccident the tracks extend
in a northerly and then westerly direction to SH Tower. A track
known as the Granite City Cut-off and used by the Chicago, 3ur-
lington & Quincy train, hereinafter referred to as the "Burling-
ton, " leads off to the right, or north, at a point 1,470 feet
east of SH Tower, toward Madison where it connects with the railn
line known as the Merchants Bridge Route; at a point 8517 feet be-
yond the Granite City Cut-off, and 953 feet east of the Tower,

a track knovn as the Eastern Connection and used by the New York,
Chicago & St. Louis train, hereinafter referred to asg the "Nickel
Plate," leads off to the east. These tracks intercect at a point
1,240 feet east of SH Tower, 230 feet north of the south switch

of the Granite City Cut-off, and 1,100 feet couth of the station
at Madison; the sccident occurred at this intersection. Movements
over the above-mentioned routes are governed by signals controlled
from SE Interlocking Tower or are made by direction of a dis-
patcher at SE Interlocking; the crossing is not included in the
interlocking, but is protected by two stop signs.

Approaching the point of accident from the south there is a
tangent approximately 2,035 feet in length, followed by a 5030
curve to the left a distance of 347 feet to the switch leadlng
to the Granite City Cut-off, and then a tangent a distance of 370
feet; the accident occurred on this latter tangent at a point
about 120 feet from its northern end. The grade is practically
level. Approaching from the west there is a tangent 2,515 feet
in length, followed by a 50 curve to the right a distance of 843
feet to the switch leading to the Eastern Connection, and then a
fangent a distance Qf 411 feet; the accident occurred on this
latter tangent at a point 124 feet from i1ts eastern end. The
grade for eastbhound trains is 0.171 percent descending at the
point of accident.
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The tracks involved cross at an angle of 32 degrees. Qe_
stop gign for northward movements on the Granite City Cut-off is
located to the right of the track and 100 feet south of the
crossing. The sign for castward movements on the Eastern Connec-
tion is located to the right of the track and 100 feet west of
the crossing. They bear the words "RAILROAD CROSSING STOP," and
at the time of the sccident these signs were badly weather-best.n
althoush legible. All Burlington trains approaching from the
south are required to stop at the switch leading to the Granite
City Cut-off and call SH Tower from a telephone near the switch
for instructions regarding which route to use and when to proceed.
The train crews must line and reline the switches.

Switch 65 leading to the Eastern Connecticn, located 287 feet
west of the crossing is crerated by the towerman at SH Tower. A
two—arm, upper-quadrant, cemaphore esignal is located to the north
of the westward track and spproximately 50-feet west of the switch;
it 1s a route signal only and does nct govern movements over the
crossing. The top arm, eignal 67, governs eastward movements to
I1linoig Transfer westward track, and the lower arm, signal 686,
governs the entrance to the Eactern Connection. The normsl as-
pects displayed by the sizngle are red; when the switch is lined
for a movement to the Eastern Connection signsl 66 digplays a
green aspect. The normal position of the switch is for an Il111i-
nois Transfer movement. Track indicators are provided in the
tower to indicate when trains are moving over switch 65 which
leads to the Eastern Connection and switch 16 which is located at
the north end of the Granite City Cut-off; no means are provided,
however, to indicate when trains are on the crossing.

In addition to the crossing involved, two tracks cross the
Illinois Transfer tracks practically at right angles at points
approximately 350 feet and 600 feet weat of the point ol accident,
and a stop board ic located to the right of the tracks and about
100 feet from the first crossing encountered from the west; under
General Order No. 25, igsued October 1, 19219, trains will not pro-
ceed over these tracks without first making the regulation stop,
as required by law.

Rule 98 of the Terminal operating rules and rule 305 of the
current timetable state that:

Traine must approach the end of double track,
Junctlons, railway crossings at grade and fixed sig-
nals, with csution. Vhere required by rule or law,
trains must stop. -

Rule 305 glgo states:

Illinois law requires full stop within 800 feet
of a railway crossing not protected by interlocking
or other safety device.



Rule 301, of the timetable, states that: |

Trainmen (including enginemen and firemen) of
other companies operating on the railweys of these .
companies must have pasced the required exsminations,

hold certificates of competencv and have in their

possession & copy each of the current Book of Rail-~

way Operating Rules and Joint Time~table, or request

pilots ag prescribed by General Rules, Section C,

Book of rulesg dated March 1, 1921.

It was clear and dark et the time of the accident, which
occurred at 6:28 p.m.

Degeriptinn

No. 73~A, a north-bound Burlineton freight train, consisted
of 26 cars and a caboose, hauled by engine 4943, and was in
charge of Conductor Eggers and Engineman Hyde. This train en-
tered the tracks of the Terminal Railroad at Vslley Jct. Tower
at 5:52 pem., according to the train sheet, and stopped at the
switch leading to the Granite City Cut-off at 6:18 p.m. Instruc-
tione were then received by telephone from SH Tower to proceed
on the Granite City Cut-off and wait until an east-bound passen-
ger train had passed on the eastward main line at the north end
of the cut-off and then to follow that train over the eastward
main line. No. 73-A proceeded on the cut-off and stopped short
of the dwvarf signal, located near switch 16 and governing move-
ments To the eastward main track, with its rear portion on the
crossing involved. After standing there 8 or 9 minutes, No.
73-A received a proceed indication; it had started but had moved
only e few car lengths and was traveling at a speed of between 4
and 7 miles per hour when the third car ahead of the cabcose Was
struck by Nickel Plate No. 10.

No. 10, an east-bound Nickel Plate Pagssenger train, con-
sisted of one combingtion mail and baggage car, one baggage car,
one coach, and one Pullman sleeping car, in the order named, all
of all-steel construction, hauled by engine 154, and was in
charge of Conductor Turner and Engineman Summers. This train
departed from Union Station, St. Louis, at 6:12 p.m., according
to the train sheet, 2 minutes late, passed SH Tower, located 5.54
miles east of Union Station, ot 6:28 Pem., © minutes aghead of tim
and struck the Burlington train while traveling at a speed esti-
mated to have been 3 or 4 miles per hour. )

The left corner of the pilot of the Nickel Plate engine
struck the middle of the third car from the caboose of the Bur-
lington train, turning that car over; its trucks remained on the
ralls with the exception of one pair of wheels of the rear truck
which was derailed. The Nickel Plate engine was slightly dam-
aged. The fireman of the Nickel Plate train was inJjured.
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Summery of Evidence

Enginemen Hyde, of Burlington No. 73-A, stated that after
arriving at the switch leading to the Granite City Cut-off the
fleogman crlled the tower on the telephone and received instruc-
tions to proceed to the dwarf signal at the north end of the
cut-off and to follow the second ssction of a Big Four schedul:.
They proceeded to the dwarf signal and stood there about 8 or49
rinutes, and after the Big Four train had passed they recelved
2 proceed indication on the dwarf signal. Engineman Hyde then
started the train and had moved about six car lengths and had
attained a gspeed of 5 to 7 milees per hour when the accident oc-
curred. Engineman Hyde stated that he makes this trip about
every other day and there hagve been times when he was instructed
to wait at the south Granite City Cut-off switch.

Fireman Wilson, of Burlington No. 73-A, stated that he
thought their train had moved only about two or three car lengths
when the accident occurred, and that the crossing had been
blocked about 20 minutes prior thereto.

Conductor Eggers, of Burlington No. 73-A, stated thet as
the head brekeman was an extra man he instructed the flagman to
asslist the head brakeman and rake the telephone call at the
Granite City Cut-off switch. When the train began to move after
having stopped on the cut-off, he went to the front platform of
the caboose, saw the Nickel Plate train approaching and when he
realized that 1t was not going to stop he gave stor signals with
his white light, but they were not answered and the engine struck
the third car ashead of the cabtoose.

Flagman Hubert, of Burlington No. 73-A, stated that after
making the telephone call he remained at the south switch. He
saw the proceed indication on the dwarf signal, then his train
started to move, he closed the switch and had just boarded the
caboose on the right side when the accident occurred; he did
not see the Nickel Plate train at any time.

Head Brakeman Watts, of Burlington No. 73-A, stated that
he lined the switch for his train to make the movement to enter
the CGranite City Cut-off, and also the switch at the north end
of the cut-off after the Big Four train passed.

Engineman Summers, of Nickel FPlate No. 10, stated that he
recelved proceed indications on all signals after leaving Washing-
ton Avenue until reaching a 3-arm signal located just west of
SH Tower; all three signels at that location digplayed red as-
pects; he made a 9 or 10-pound brake-pipe reduction, and about
that time the bottom arm, whish governed his route, changed to
yellow. The fireman called, "Yellow," and the engineman answered
him and released the air brakes. FHe used a drifting throttle on
the descending grade and as he approached the first crossing east



of SH Tower he reduced the speed to about 4 miles per hour, saw
that the crossing was clear and called, "Clear crossing," to the
fireman, who answered him. He then observed that the lower arm

of the next signal, signal 66, displayed a proceed indication and
he called its indication. He sounded two blasts on the whistle
and started to work steam and when about 4 car lengths from the
Cranite City Cut-off crossing he saw a car moving slowly north-
ward; he immediately applied the air brakes in emergency, and
would have stopped before striking the train had there been about
S feet more space. He made what he called a "practical' stop for
the first crossing when he reduced to 4 miles per hour and saw
that the first crossing was clear, and thougcht that he had ob-
served the operating rules snd the Iilinois Stete Law with re-
spect to the stop signs when ne made & "practicel" stop within

800 reet of the crossing involved and then reccived a proceed in-
dication on signal 66. It was his understanding that when he re-
ceived a proceed indication on cignal 66 he had a clear route to
East Madison, iving as his reeson for this understanding that

on the night of Deccerter 30 his train was stopped by the stop
indication of this cizaal until a train which was passing had
cleared the crosesirge, sané after it hsd cleared the crossing, he
received a prcceed incdicetinon. Ee also stated that he considered
one stop for the three croesings eufficient so far as the law is
concerned, and tnat a "proacticel" stop, that is, traveling at a
speed of 4 miles per hovr, is just as safe as coming to a full
stop when he sees that the orossing 1s clear. e had never seen
any train make two stops For the crossingc in that vicinity. Ee-
gineman Summers made contlicting statements relsative to the sig-
nels located west of SH Tower; he referred to a J~arm signal as
well as a 2-arm signal and =2id that the lower arn of gignal 84,

8 2~arn signal, which, in fact, 1s the signs™. lo.~ted a rhort dls-
Tance west of SH Towe:r, 1s & route signsl and indicsteg that they
are to use the cross-over near the tover and prscued on the East
Connection, Encineman Summere hed last beln exarired on the oper-
ating rules of the Ycrrinal Paliroad in 1¢54, =¢ which time he was
exXamined rclative to the routes to and frem Unicn Stetion, but he
did not rerember what was brcicht out relavive to the function of
signal 66 cxcent trat the rouse was to the E-~t Connaction, and
he did not remecrber that anyting was saild shbout a stop being made
at that voint. He hed nperciei over this tersi%ory intermittently
until 1936 and then took gac*rer assigrnmnent and had recently re-
turned to the tervitory invoived. However, before returning to
this asslenment he made o trial trip over this line with another
engineman to familicrize himself with the route. ‘

Fireman Kirkendoll, of Nickel Plate No. 10, stated that the
flrst indication shat they were going to be diverted from the
Granite City main line to their regular route through the Eastern
Jonnection was when approaching SH Tower they received a yellow
aspect on the bottom arm of the 3-arm gignal located west of the
tower. The train was practically stopped at the stop sign at the
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first crossing encountered; the speed was reduced to 3 or 4 miles
per hour ond then when receiving a proceed indication on signal
66 the speed was incrcased; the train was ftiaveling at a speed of
12 or 14 miles per hour when they saw the trsin ahead on the
crossing, about 4 car lengths dictant. Fireman Kirkendoll wvas
examined as an engineer on the operating rules of the Termlnal
Railroad 1n October, 1936, and was issued a certificate after be-
ing examined on the routes to be used and the signals governing.
He gtated that it had always been the practice when he was oper-
ating on that run to be governed by signal 66 in regard to the
ralroad crossing, that other enginemen with whom he had worked
have sccepted the proceed indication of signagl 66 as indicating a
clear route over the crosging, and that he Lad never seen any
train make two crossing stops in that vicinity.

Conductor Turner, of Nickel Plate No. 10, stated that the
air brakes were tested before leaving the Union Station at £T.
Louis and they functioned properly en route. He thought that the
speed was reduced to & miles per hour after passing tlhe tower and
the first intimation he had of anything wrong was when he felt
the alr brekes being applied in emergency. He estimated the speed
to have been 3 or 4 miles per Lour at the time of accident. After
the accident the engineman told him that he had a proceed signal,
which the conductor interpreted to mean that he had a clzsar cross-
ing. Conductor Turner had last been examined by the officials of
the Terminsl Railrosd in July, 1917; this examination covered the
operation of bscking trains from the east to the Union Station.
He hed been operating regularly on the trip involved eince Januery
3, 1939, but wag not familiar with the signals or the stop boserds,
and could not remember hsving ever stopped for this crossing on anh
eastwvard movenent.

The staterments of Flagman Myers, of Nickel Plate No. 10, add-
ed nothing of 1importance relative tc the operation of their train
on the nieht of the accident. He had been working on this run ap-
proximately 37 years and had worked with many enginemen; he sald
it 1s the practice for trains in the viecinity of the crossing in-
volved to proceed through thie territory at a very low rate of
speed. He was not familiar with the stop boards or signals and
had never been examined on the operating rules of the Terminal
Railroad.

Diepatcher Stanhope, at SH Tower, stated that when the Bur-
lington train called from the Granite City Cut-off at 6:18 p.m.,
he instructed the operator to tell that train to follow the second
section of Big Four 38. The Big Four train passed the tower at
6:26 pem. and he thought the Nickel Plate trsin passed at 6:28
pem. While it is not unusual for the Nickel Plate train to be
ahead of tire ne @id not expect it so soon; when he released the
Burlington train at 6:18 the Nickel Plate train had not yet passed
Biddle Street, 2.73 miles west of SH Tower. The Nickel Plate
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Digcussion

The investigation developed that in accordance with instruc-
tiong received from SH Tower, Burlington No. 73-A proceeded on
the Granite City cut-off and waited atﬁthe north end for the pass-
are of the second section of the Big Your schedule before pro-
ceeding on the mein line, and owing to the fact that the north
end of the cut-off is only about 1,000 feet beyond the croggsing
with the East Connection track, the rear portion of the Burling-
ton train blocked the crossing; this trasin had started forward
end hod moved only a short distance when it was etruck by the
Nickel Plate trailn.

Interlocking protection is not afforded at the crossing in-
volved, but two stop boards are provided, one a short distance
west of two other grede croesings and akout 700 feet west of the
grade crossing involved, and the other ctop board belng located
about 100 rTeet west f the crossing involved. According to the
evidence, the speed nf the Nickel Plate traln was reduced when
passing through the SH interlockinz and was further reduced to
about 4 miles per hour at the first stop board but it did not
stop; then when the proceed indication of signal 66 was observed,
speed was increased, and the train did not stop or reduce speed
for the second stop board. The train had attained a speed of 12
or 14 miles per hour when the engineman and fireran saw the Bur-
lingston train on the crossing, sbout 4 car lengths ahead, and 1%t
was then too late to stop before striking the train on tne cross-
ing. -

The operating rules as well as time-table rules require that
trains must approach railway crossings at grade with caution, and
where required by law traing must stop. The englneman was famll-
iar with the locations of the stop boards and the provisions of
the Illinois State Law which require a stop to be made within 800
feet of o railway crossing not protected by interlocking or other
safety device, but he thought one stop for the three crcssings
sufficizant so far as the law 1ls concerned and that a "practical"
stop, that is, a reduction of speed to about 4 miles per hour, is
Just as safe as coming to g full stop. Hig statement as well as
other evidence indicate that it was not the practice to stop at
the second stop board. It is apparent from this investigation
that at the location of the firet stop board it could not be de-
termined whetner the way was clear to proceed over the crossing
where this accident occurred. Had the Nickel Plate trein ap-
proached this crossing under control prepared to stop at the
second stop board, this train no doubt could have been stopped
in time to prevent the accident.



The engineman and the fireman of the Nickel Plate train.
stated that there was a 3~arm signal west of SH Tower, whep in
fact there is no 3—-arm girnel in that vicinity. Interlocking )
signal 84 ie the governing signal through the plant for eagtward.
moverents; it is a 2~arm signal located approximately 500 Teet
weat of the tower and indicatesg the routes the trains are %o
fol_ow. Another route signal, 66-67, is located at the Eastern
Connection switch, 287 feet west of the crosslng, and goverrs
only the alrection of traine and does not protect movements over
the crossing. However, the investigation disclosed that the en-
gineman, fireman and conductor of the Nickel Plate train Fhought
sirnal 66 coverned movements over the crogsing and ‘vhen digplay-
ing a green aspect indicated a clear route to oast Madison. ﬁad
this crossing been protected by interlocking 1t 1s probable that
this accident would have been prevented.

Rule 301 of the timetsble requires that trainmen, including
enzinemen and firemen of other companies, must have pagsed the
required examinations. The engineman, fireman snd conductor of
the Nickel Plate train had been gilven examinations on the oper-
ating rules and routes used; the flagman hed not been examined
at ony time. However, the lacl of knowledge on the part of the
members of this crew relative to the signals, their functions
and the requirements of the rules indicates thet such examina-
tions as were given were superficial in cheracter, and the in-
vestigation disclosed decided laxity in the enrorcement of rules.
Operating officials should make certain that crews operating over
these lines are thoroughly familiar with the requirements of the
rules,~tiie routes used, and the functions of the signals, and
that operating rules are strictly adhered to.

Conclusion

This accident was caused by the failure of Nickel Plate No.
10 to stop 2t a railroad crossing at grade which was occupied by
a trailn on a conflicting route.

Recomrendation

It is recommended that responsible officials of the Terminal
Railroad of St. Louis promptly adopt meacures to insure a correct
understanding on the vart of train-service employees operating
over their lineg of the functions of eignals and to obtain strict.
corpliance with the rulesg.

Regpectfully submitted,
W. J. PATTERSON,

Director.



