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March 28, 1940

St. Louis, Mo.

Head-end ccllision

Pagsenger : Light engine
Mo & Qe 3

Gas-elcctric : B. & O 5209
motor-car 1821

1 car

10-12 me pe he : 1l m.e Pe N
Interlocking

Tangent; level

Clear

8:51 a. m.

10 in jured

Failure to operate B. & O« engilne

5209 in accordance with interlock-
ing signal indication

——————



Inv-2421
May 17, 1240,

To the Commigsion?

On ilarch 20, 13240, there was a head-end collision between
o lioblle & Ohio Railrosd Pascsengor train and a Baltimore & Chio
Reilroad light engine on the line of the Terminal Railroad Asso=-
ciation of St. Louis at St. Louis, Mo., which resulted in the
injury of four passengers, tvo rnilway mail clerks, and four
enployecs.

Location and ¥ethod of Operation

Trains enter and lesve Ste. Louis Union Station over the
trecia of the Terminal Reilruad Asrociztion of Ste Louis. This
accident occurred within infterlocking limits on the Eads Division
which extends between Theresa Avenue, St. Louis, Mo., and Relay
Station, East St. Louis, Ill., a distance of 3.27 miles. The
union station is located approximeicly 800 feet north of the main
tracks, vhich extend eastward and westword. There are 42 gtation
tracks cxtendiny southward from the station. From west to east,
the first 10 of these tracks ave designated by letters and the
otler 32 tracks are numbered consecutively 1 to 32. Entry from
the main tracks to staiion %racks 1 to 16, inclusive, is made
through a ¥, each leg of which has three parallel tracss; the
trackg of the west leg are deslgnated from west to east as lead
trociks 34, 35, and 36, w.nd the tracks of the cost leg are desig-
nated rrom wcst to east £s lead trocks, 37, 38, and 39. The Y
and the station trac4s are within the limits of the interlocking
controlled from Terminal Tower Noe 1, which ig located inside
the Y. Within these interlocking limits trains are operated
by eignel indication. The accildent occurred at the soush end of
g double~slip cross-over at the intersection of lead tracks Noss
560 and 39, which i1s located zpproximately 400 feet south of the
statione From the staticn to the point of accident, station
track 12 and lead trac: 59 are practically tangents. Approaching
the point of accident from the south on lead track 36 there is a
129 curve to the left 5L0 fect in length, which is followed by
e tangent 100 fect long %o the point of accidents The grade in
this vicinity is level.
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Two interlocking mechines are located in Terminal Tower
Noe. 1; these macnines control 96 single switches, 7 movable-
point frogs; 120 double-slip switches, 296 signals, and 1 traf-
fic lock. Switches and signals are of the electro-pneumatic
type and are electrically and mechanically interlockeds. Of the
slgnals involved, those governing out-bound movements starting
on track 12 are gignals 80R on bridge 1 and S2R on bridge 3,
located, respectively, 350 fest and 50 fect north of the point
of accident, and those governing in-bound movements on lead track
36 are signals 48R on bridge 7 ~nd 92L on bridge 5, located,
respectively, 400 feet and 125 feet gouth of tne point of acci-
dente These signals are of the lower-guadrant semaphore type.
Slgnals 86R and 48R are of the l-arm type; signals 92R and 92L
are of the Z-arm type; all are non-automatic signals except the
lower arm of signal 92L which ig cemi-zutomatlic and indicates
track occupancy of station tracks 9 to 16, inclusive, according
to the track for which the route is lined. The upper arm of
sional 92R governs the route for a westward movement to lead
track 36 and the lower arm governs tlhe route for an eastward
movement to lead track 39. The signals involved are two-pogi-
tion signals indicating stcp or proceede When the route is
lined for an out-bound movement from station track 12 to lead
track 39, signals 86R and 92R digplay proceed indications; under
these conditions the most favorable indications that can be dis-
vlayed for an in-bound movement from lead track 36 to station’
track 15 are a proceed indication at signal 48R and a stop
indication at signal S2L.

Operating rules read in whole or in part as follows:

34. The engineman znd {ireman must, when
Practicable, communicate to eachh other by
its name the indication of all signals
affecting the movement of their trzine

40. Air-whistle signalc operatsd from
Interlocking stations are for emergency
use. When the danger signal -- one
blast -—- 1s sounded, trains in the
vicinity must stop and not move without

authority from the interlocking station,
%%k 9
L ]

109. A proceed signal, cr a train order,
does not insure an unobstructed track
ahead, except through the tunnel. The
tracks of these companies are virtually
one continuous yard. Train movements
are frequent but often irregular. Move-
ments must be made with trains under
control.
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60be Interlocking signals govern the use
of the routes of an interlocking plant,
and as to movements within Home Signal
limits, their indications supcrsede the
superiority of trsins, but do not dis-
pcnse with the use or thie observance of
other signals whencver and wherever they
may te reguired.

608 Signals are located preferably over
or upon the right of and adjoining the
tracks to which thcy refer.

The locations of signals placed upon
the left are specilied on the timctables

Semgphore arms that govern are dis-
played to the right of tiie signal mast as
seen from an approaching train, ¥ ¥ %,

©26. TRAIN DIRECTORS, L.VERMEN,
LEVERMEN -~ OPERATORS

They must observe all passing trains
and note whether they are complete and in
order; should therc be any indication of
conditions endangering the train, or any
other train, they must take such measures
for the protection of trains as may be
praclticables

The weather was clear at the time of the accident, which
occurred at 8:51 a. m.

Description

Nos. 3, an out-bound Mobile & Orio Railroad passenger train,
with Conductor Johnson and Enginemsn Pentecost in charge, con-
sisted of gas-electric motor-car 1821 and one coache This train
departed from station track 12 at 8:50 a. m., on time, passed
sifrnal 86R displaying a proceed indication, passed signal 92R
displaying a proceed indicavion for the route to lead track 39
and, while moving over the double-slip switch connection to lead
track 36 at o gpeed of 10 or 12 miles per hour, collided with
Baltimore & Chio Railroad light engine 5200, ‘

Encine 5209, an in-bound engine, with Engineman Tucker in
cherie, was en route from the engine house at Venice, Ill., tO
the union station o haul out-bound B. & O. passenger train No.2.
This engine, in backwerd motion, entered lead track 56 en route
to track 15; 1t passed signal 48R displaying & procced indice-
tion, passcd signal 92L displaying a stop indication, and, while
moving at a speed of about 1 mile pcr hour, collided with M.& Os
train No. 3.
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~ The front end of the motor-car and the rear end of the
tender of the light cnginc were slightly damagzed but none of the
eguipment was deralleds

The employecs injured were the cnginemsn, the conductor,the
bagjageman =flagman, and an eloctriclan of L. & Os NOa 3

Summary of Evidence

Engineman Pentecost, of M. & 0. No. 3, stated that the air
brokcs were lested at St. Louls station and the inspector re-
ported thet they were functioniag properly. Hig trailn departed
from Ste Louils at 8:50 g« m. a1d when his motor—car reached a
point near signal bridge 1 ke ouvszcrved that signal 86R and the
lower arm of signal 92R weru dlsplaying proceed indications. His
train procvoded through the intzrlocking at a spsed of about 15
miles per houre He saw the B. & O. engine but thought it was
stopped at signal bridge 5. He wasg depending on the clear sig-
nals displayed “or his train since tnere were numerous train
movencnts at thls point and it weo 1mpogsible to distinguish
the route over which snotier engine or train was being moveds
His train was within about 20 feet of the intersccition involved
when he realized tha% the B. & Os engine was fouling thc route
over viilch hils train was moving; he shut off the motor and made
o brake-pipe reduction but it wac too late to avert the colli-
slone The speed of his train was reduced 50 10 or 12 miles per
hour at the time of the colliision. He had nperated trains into
thie union station for the past 8 or 7 years and was last examined
on the rules in Loy, 1939.

Conductoer Johnson, of L. & O. Nos 3, stated that his train
left S5te. Louis at 8:50 g. m. He was walking through the train
toward the front end when the collision occurred. He did not
feel the brakes upply prior to the accident and thought the speed
of his train was from 7 to 10 milcs per houre

Baggageman~Flagmen Hill, of M. & O. No. 3, corroborated the
slatement of hig conductor.

Engineman Tucker, of B. & O. engine 5209, stated that his
engine, in backvard motion, entered leud track 38. Signel 48R
vios displaying a procecd indicaticon. His cnsine pzesed this
slgnal at a speed of 4 or b milcs per hour; he took extra pre~
cautlion as he wus an extra passenger engineman and did not oper-
ate into the union station very oftens There was a Pennsylvania
Railroad cngine backing toward the station on lead track 35 and
when 1t passed signal bridge 5 the signal for that track was
restored to gstop poeition; all four signals on that signal bridge



were thien in stop position. Hig ergine had practically stopped
when a signal on signsl bridge 5 was cleared, and he thought it
ws s the signal for lead track 36; then he permitted the engine .
to drift. Just after passing this signal his fireman called a
rning to stop; his own view of the track directly to the rear
of his engine was obsgcured because of the curvature of the track.
He immediately applied the brakes and, just before stopping, his
engine collided with the M. & O. treine. He stated that after
the accident occurred he was uncertsin whether the clear signal
on bridge 5 was for lead track 36 or for lead track 35; he
decided that he must have mis%zlren the sirnal governing lead
Truck 35 for signal 92L. He did not hear the tower emergency
whistle sounded until altler the accident occurred; after hearing
an emergency signal sounded he would have been able to stop his
engine in a distance of sbout 60 feste He vas last examined on
the rules on lay 18, 1932, and had made a student trip in and
out of the terninal several months prior to the day of the gcci-
dent wvhen he was guulifying over the rew municipal bridge route,
and he felt that he vas familiar with tne territory involved;
hovever, during the last © years he had made only 21 trips,prior
to the trip involved, into unica station.

Fireman McRoberts, of Bs & O engine 5209, stated that his
enf,ine vas being backed touard the union shation on lead track
36 at o speed of 4 or 5 miles per hour. Signal 48R was dig-
Playing a proceed indication; the enginenan called the indica-
tion displayed by sigral 92L as clear. He stated that because
Oof tTrack curvature he could not see zignal 92L until the engine
tender was under it, and when his engine was at that point the
slgnal wvas in stop pogition but he thought that it had been re-~
stored to stop position when the tender started under it, as
this was a common occurrencces He then sew the . & Os train
leaving the station and, realizing that the svitches were not
lined for separate movements, he called to hls enginenan to
stop but it was then too late to avoid fouling the route of the
Me & O. traine. He stated that he was last examined on the rules
on llay 15, 1939, and thet he was faniliar with the territory in-
volved, as he had operated into the union station intermittently
since 1936,

General Trailn Director Canda, of Terminal Tower No. 1,
stated That he was on duty at the time of the accident, which
cccurred at 8:91 ge me At £:50 g. me the route from station '
track 12 %o lead track 3% was lined for M. & O« Nos. 3« At the
same time routes were lined for Pennsylvania Railroad engines
from lead track 35 to station track 8 g1.d for Be & O« engine
0209 from main track 57 to l¢ad treckx 36 gs far as signal bridge
O« These movements are regulcr and are made at practicclly the
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same time each daye. He saw the B. & O, engine backing in and
orgerved Vlwt gt signal bfldge 7 and also at signal bridge 5 it
v just about stovped. Shortl ly afterward the levermsn called

a veining that the B. & Ce engine was colliding with the M. « O
truin but it was too late to avert the accideni by soundiny the
ciacrieacy whistles He atated that the vowermen observe all move-
men b, closely end sound the enmergency whistle if in their jude-
ment a movemsnt is being mesde =i excessive speed or if there is
Ny possibility of a train overrunning a otop signal, but in this
instence the fact that the engine was moving so clo'ly when
opPpProgehing D“lU”e v led them to believe L%t would stop; houever,
the engine dri “fted by the sizncl atv a very Low rate of speed and
fouled th~s route of the M. & O. troin at o~ point oaly an cngine
length aftor pagsinz the signale When lever 9¢ is placed to the
right it controls sicnal 92. on bridge 3 and vhen placed to the
left 1t cortrols siyral 22L on bridge 5; therefore, it is im~
possible to cleoar “oth sipgna Lb the same 1limce. The weatlner

w2 clear at the tiwe of the accllent.

H O
[

Yowsrmen Pauley, on duty at Terminsl Tower Nos 1 at the

time of the accident, corrobor-ted the statement of the general
train director,

bilgnal En.jineer Hix wsisoteld Ulat subsequent to the accident
& teut was made of the signels involved and they were found to
b functionin@ as 1atendeds He stated that a clear signal is
not un approachh indication for the ncxt 51gnal in advance but is
CLly & slgral to proceed, and that tre movementcs arce governed
orr TaeM <
Ly Aule 199,

Recoras of the company Jdisclosed that Engineman Tucker had
e fUUTu een trips out of the union statiorn since July, 1936,
~nd uhau the last trip pricr to the accidert wags on July 22,
103¢

Discursion

According to the evidence, routes were lined simultaneously
for out-bound e & Qs Noce O from ctation track 12 to lezd track
©oU and for in-bound P. R. Re engihes from lead track 35 to sta-
tion track 8 Hnl for ir-bound Re & Q. cngine 5209 from main
tracl &7 to lcal trocck &6 oo far os sigrel bridze be Be & O
cnaine oZCY was deosined to sitstion tra cx 1o snd since that
route conflictea vith the route for M. & Q. Noe 3 1t was neces-—
sery o hola engine 5202 at cisnal 22L on bridge 5 until out-—
bound e & Oe Noe 3 war clecy of signel bridge S5e However, the
Ee & O ongine drifted by sismal 92L and, "iiile moving at a
shecd of ghout 1 mile per hour, collided with M. & O. lioe 3

2
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The cngineman of the B. & 0. cnginc was aniextra passenger
cnginemnn and his last trip into the union station prior to the
dny of tbhe =ccident was or July 22, 1939. For @hls reason he
a2id he was taking extra precaution and was moving at a low rate
of gpecd approaching bridge 5. \Tter a Pennsylvanla_Rallroad
ongine or. lead track 35 pessed signrd bridge 5 all signals on
thot bridge displayed stop indications and then a signal which
he thought at the time was the sionrl governimg the route igr
his eazine was clerred. He culled the signal as clefr to his
fireman ond permitted the engine to drift by signal b?idge 5
until the fircman observed the .i. & O. train approaching and
called n warning to stop. Tue firocuman's view or signel 92L was
obscured bocause o1 track curvaturce until the tender was
directly under the signal; the fircman then obscrved that the ;
signel was in stop position but since the engine tender was -
under the signel he concluded that it had bcen restored tO.StOp
position. Subsequent to the accident the cngineman of cngine
5209 was of the opinion thet he mlistook u clear signal displayed
oin lead track 35 at gimnel brilege 5 for the signal governing
movemonts nn 1lcad track 36 and that he had passed the . signel fou

cad trnck 386 when it wac in otop position. Approaching signal
bridece 5 fromn the scuth therc rre thres treecks to a point
approxinately 75 fect south of thz sigral bridge and from this
point there arc four tracks and sienal bridge 5 has four signals
Becsuse of track curvature aid becnuse the four signals on
bridge 5 could be seen Crom the vieirnity where therc werc only
three trocks, en cnginomen of 2n eugine noving northward on
lcad track 36 night mistcke the third signal from the left end
of thce signal tridee as the ziznal govarning movements on lead
track 36, whercas the fourth signal governs lecad track 36.

he cngineman of M. & J. No. 3 obszrved the avnproach of
the B. & 0. cngine but because cf the clear signals displayed
Tor his train and the fact that 1t is difficult to ascertain
cver what routes other novoments ars being made through an
intricate layout of switches, such as thc one involved, he did
not realize until it was too lcte to avert the acclcdent that
the B, & 0. engiac would foul the route lined for his train.
The teweracn were watching t™e moverment of the P. & O.
ensine but were 1led to belicve that it weas stopping when it
approached bridge 5 at & very low rate of speecd, and when they
saw it drift by the sigrel and foul the routc of the M. & O.

train, 1t was then too late to give warning by sounding the
ericrzency signal. :

Cor.clucinn j.

This «ccident was caused by feilure to operate B. & O,
engine 5209 1in accordance with interlocking signal indication.

Respectfully submitted,
S. N. IVHLLS’

Director.



