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- 2 - Report No. 3451

SUMMARY

February 13, 19562
¥iagscurl Pacific
Gads M111, Mo,

f1de collislion

Passenger : Passencer
1 1 8
T.& P. Diegel- : Dlesel-c!sctrice
electric unite units _O05A and
200CA 1nd 200£A 20134
10 cars : 1 Diesel—~electric
unit in tow, 11
carsa
12 m, p. h. t 5 m. P e

Siegnal indications

Single; tangent; 1.25 percent
derscending rrede nerthward

Clear
8:17 p. In.
14 injured

Fallure fto ovrerate north-bound traln
P accordance with slconal l:ldico.tior‘
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REPORT MO, &451

II" THE MATTER OF MAXI::G ACCIDENT INVESTIGATION REPORTS
UI'DER THE ACCIDE!T SEPOATS ACT OF MAY 6, 1910,

MIJSOURI PACIFIC RAILNOAD CCHPANY

Karch 27, 19562

Accident at Gals Ei1ll, lio,, on rebruary 1&, 1952, cruszd
by fallure to opsrate the north-kcund train in
accord-nce with & sirsnal indication,

1
REPORT OF THE COMMISSION

PATTERSON, Commissioner:

On February 13, 19€2, therc *mg a silde collislon
between two nassenger treins on tiic Missouri Pacliic Rallroad
at Gads Hill, NMo., which resulted in th. iajury o2 15
passengers and 1 dining-car employee.

P

1

Under authority of section 17 (2) of tke Interstate Come
merce Act thc above-entitled procecding was referved by the
Commigsion to Commissioncr Pntterson for conslderation and
disposition,
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Location of Accident and Mecthod of Ongeration

Gdent occuried nn that part of the Missonri
tending between Jerferson Barrocis and Poplar
, 196,47 mlles., In the vicianity of the point of

ils ig 2 single-truck line, over which trrins n-e

v sirnol indicntioans., At Gads =Hill, 107,39 al” s
soutr of <offerson Barracks, a sidling 5,000 feet 1in lenctl
parallels the maln track on the west. The north siding—gsritch
ig 2,002 [cet north of the station sign. The occident
occurred 224 feet south of the north siding-svitch, at the
foulin - peiant of the main track and the sidia~, Thc moln

ls tanzrent througnout a dlstance of 4, 096 fact

imiecdia% 1y north of tne point of accident aad 1,951 reev
soutnward, From the south there are, in successlion, a 910t
curve to the right 3,680 feet in lﬁngth a tanzent 929 foct,
a 1°30' curve o tie 1cft 2,208 feet, and the tanesent on
vhick the accideant occurrud. The ;rade ig 1,285 pcorcent
ascending southward throushout n distance of 2,684 [Jcevd
imaeciately north of the point of accident, From the souvth
therce are, 1n succession, a 1.25-pcrcent ascending ornde
1,505 Lc(t, a vertical curve 2,501 feet, and a 1,.20-percoent
des Jin~ grade 1,822 feet to the polnt of ~ccident.

v

opere

Autonatic siznel 1185 and semi-automotic signal 11905,
goveralin. south-bound movcments on the main track, and
antorntle signal 1224 and seml-automatic signalgs 1206 oad
1196k, nverning nort ~bound movements on the maln track,
arae 1OC“u\Q, vegpeetively, 1.8 miles north, 3295 fect nortl.,
£.79 miles south, 4,885 feet south, and 109 Tect south of
tae »woint of accident. These nguuls are of the coloﬂ~]i
tyoe and arc continucusly lichted. The aspects applicable
to thig investigation and the corresvonding indicatioas
and naceg are as Tollows:

Sipal Agpect Indication Namne
11ice Yellow Proceed, immadistely reducing ~PPROACH
1224 to &0 m¢H or slover if

necesuary, nrevared to stop
velore 1Pad1ng wheels pags
the next signal,

1185 Red over PROCEED AT LOVW SPLEZD: LOW
lunar (1) Within ABS,--to next
white slmnal governing in sane

direction.
* % %
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1206 Yellow | Proceed, immediately reducing APPFOACH
over to 30 MPH, or slower if )
red nece.,kory, prena“od to stop '
before leading wheerls pass
the next sib“al.
11963 Red dtop. ) STCF
Thec:: sipnals Jorm Pdrt of a tiraffic~control zrntem ztenains
between G1irr Cave, 2,91 niles south of Jefferson 2 r“acvu, and

Poplar Bluff. The control machine, located 1n the train
dispatchcrs' oftice at Poplar Bluff, 1ls equipped wlth

visunl indlcators to show track occupancy otf each 8OS sectlon
and betueen the 08 gections, the posltlon of each powcr—
oxer: ted swltch, and vhether each controlled slpnal is
displayin- an aspect to proceed or an asprct to step. The
contecl clrcuits are so arranzed that a controlled siznal
will not c¢isplay an aspect to proceed waen any opposing

or crnilicting controlled slanal is cigpldylnv other than

1ty most vestrictive aspect, when the block between adjacent
controlled points 1s occupied by an opoJ..inE train, or vhen
o sviltelr over wvhich the signal foverns 1s not in nroper
potiticrn ond locked, When the route 1s lined for a4 souTil
bonad mev-oment from signal 1198 into the slding at Gads “ill
anl for o nnrth-bound movement from sivnal 1224 to sinol
1196R, si nal 1155 indicates Apnroach, slgnal 1195 indicarsies
Froceed at Low Speed, siguals 1224 and 1206 rack indicaic
Appioach, and signal 1196R indicates Stop.

Trlg carrier!s operating rules read in part as follows;
DEFINITIONS,

Low Speed.--A spced that will permit stounping short
of traln, enTine, obstruction or swltch not prOpPFI
lined and 100K1nw out for oroken rall, but not exceellhg
15 miles per kour

17, Eecadlishts.--The standard white headlight
muct be displayed brightly to the I'ront of every
train by day and by night. l.

When a train turnﬂ out to meet another traln, tic
standard headlight must be kept burning origktly uc.til
ontire troin is clear of main track ¥ ¥

% % *
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34, Calling of Signals,~~All members of engine and
train crews must, when practicable, communlicate to each
other by 1ts name the indication of each signal affecting
the movement of thelr traln or engine,

* % »

The maximum authorizd smeed for the tralns involved
was 60 miles per hour,

Degeription of Accident

No. 1, a southebound firsteclass pasacnger traln,
conslsted of T.& P, Diesel~electric unlits 20094 and Z00BA,
coupled in multiple~unit control, one bagsage-mall car, one
bargame=dormi tory car, three coaches, cne dlning car, one
lounge~slecping car, and threc sleeping cars, Iln the order
named, All cars were of lightwelght steel or alumlnum alloy
construction, and all were equipred with tightlock couplers,
This train departed from St, Louis Union Statlon, 11,22 miles
north or Jefferson Barracks, at 5:44 p, m., 10 minutes late,
passed Annapolls, 9,75 miles north of Gnads Hill end the last
siding north of Gads Hill, at 8:04 p. m,, and pase:d signal
1155, which indlcated Approach., The front of the train
pasced signal 1195, which indicated Proceed at Low Speed,
and vhile the train was entering the siding at Gads H1ll
at a speed of ahput 12 mlles ver hour the third car was
strucit by No., 8 at the foullnz point of tre maln tracit and
the siding,.

Yo, 8, a north-bound firsteclacs pacsencer train,
consisted of Dieselw-electric units 80054 and 8013A, coupled
in nmultinle-unit control, Dieselwclectric unlt 8017A 1n
tow, thret mall cars, one express car, one mail car, unrge
conchien, one lounze-gdinine car, and two sleepling cors, 1a
the orler named. The tenth car was of lishtweizht steel
construction, and the other cars were of conventional alle
stecl construction, The tenth car was equlpped with tirhtlock
couplers, This train departed from Poplar Bluff at 7:21
P, n,, 40 minutes lute, depsrted from Piedmont, 6,71 mllica
south of Gads Hill and the last siding sonth of Gads Hill,
at €:04 pe m,, 40 nminutes late, pasced sicnals 1224 and
1206, each of which indicated Approach, passed signel 118€R,
which indicated Stop, aad while movinm at a speed of about
3 miles per rour 1t struck the third car of Mao. 1,
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The resr truck of the third car, both trucks of the
fourth, fifth, and sixth ecars,-and the rront truck of the
seventh car of No, 1 were derailed to the west., Tihe traln
stopned with the front end of the third car 216 feet south
ol the polnt of collieclon., The fourth, fifth, and sixt: cares
lerned to tl:e west av an «necle of about 30 degrees, Ta2
front truck of tho first Dicecl-electric unit of No. 8 "7s
derolled to the east, Thls ualt stopped upveight and
aporoximately in line with the track, with 1ts front end 08
fect north of the noint of collision., There were .o
senavrations between the unlts of c¢ither traln, The side and
end sheets of the third to the sixth cars, 1nclusive, of
No, 1 wire hndly demaced,; and th? seventh car was slif~hitly”
damased, The front end and the side of the first Dicscl-
c¢lectric unit of No, 8 were scmewhat damaged.

' he weather was clcar at the time of the accident, wilch
ocour ~d at 817 p, m,

Digcugsion

he train dispatcher intended that both No, 21, a sovthe
bound paussencer train wiiicl wons preceding No. 1, and No, 1
would enter the sildine at Gads E1ll to meet No. 8. He lined
tke rente for o, 21 to procced from Annapolis to Gads H1I1I
2nd to enter the eldine at the north sidlng-swltceh, and ior
Mo, 8 to proceed from Pledmont to sienal 1106R. After o, 21
prigsed Aannpolis he lined the route for Ko, 1 to follow lio,
21 fvrom Annapolils., No, 21 cntercd thr siding at Gads Hill at
8:10 »n, m., The digpateher, wltrout chaurine the position of
the north slding-switeh, then transmitted the code to crus
sinnl 1195 to 1ladlcate Procec~d at Low Sneed to permit Nos 1
to follow No. 21 into tl:e siding., The indicntors on the
troftfic=control mnelitne indicoted that the system functioned
nronLrly. - .

As o, 1 wns appro~chin~ the point vhere the accident
occrrr~d the cncinemcn were maintainins & looikout nhead T'rom
the control comrartment ot the front of the locomotive, ~nd
the weabers of the traln crew were in various locations in
tl.o cars cf the traln, The hordlight wos 11lghted brightly.
The srecd of the traln was veduced to about 30 miles per lour
In compliance with the indication of sienal 1185, and 1t was
further reduced to about 12 miles per nour in coaplloncce with
the 1nCicotion of si-nal 1195. The cnglnemen sold that aag

he front of their train entered the sidinn they observed
th o morler 1ilghts of No., 21 anead. They also observed the
herdli«iit of No, 8 as that train appronched, but they were

L 4
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intent on determing thc location of the resr ecnd of Yo,

21 and they did not notice the spced at wvhich No, 8 +as
moving when the front end of that troin pacsed them. The
brakes of No. 1 were applied in emergercy as ¢ result of

the collision. The englinecmen did not xnow that their traln
had been struck by Mo. 8 untll they investigaoted to oscertaln
the causc for the brake application,

As No. & was approaching Gads Hill the enginemen weo
maintalning a lookout ahead from the control compartmcnt at
the front of the locomdotive, and the members of the train
crew were in various locations throughout the cars of tliie
train, he headlight was lighted brightly. ho brakes of
the traln hod been tested at Poplar 3Bluff, and they had
functionrd properly when uscd in contro’ling the spocd of the
train at various points nnd in meking a station stor at Pleduont,
According to the stotement of the fireman, signal 1924
indicated Approach. The indicaticn was called by tlie cenoincmen,
nnd the spced of the train was properly reducced. Bocawusc of
curvature of the track, signal 1208 flrst was visible at a
distornce of about 1,000 feet. As No. 8 appronched this
sirminl the speed was further reduced so that the train could,
i1f necossary, be stonped short of the signnl., Wnen the cnzine-
men obtained a view of this sinal, they ohgerved thnt 1t
indicated Approach and called the indlcation. Thke speed
of the train then wng slicghtly incressed. When the train
wag about 2,800 feet south of gignsl 11%68R, the englncrnen
obscrved that the signal indiecated Stop. The firemon called
the Ilndication. The engineer answered him =nd then made 2
service application of the br-kes. As No. 8 wrs clogely
spprcachlng simnal 1196R the fireman was wotching o, 1 enter
the siding. Until he observed thnt No. 8 was passing the
point at which it ordinarily wouvld stop for the signal, he
was not aware thot the traln was moving at e speed at vhich
1t could not be stopped short of the signal. Fe called a
warning to the onginceer, and the engincer immediat-ly .ande
an ecmergency application of the brakes. The fireman thougnt
the speed of the train had been reduced to about 5 miles per
hour when the collision occurred. Both the train porter and
the flopgman looked akead from open vestibule doors aftcr the
traln entered the taneent on which the accident occurrcc.
Each of them sald that sigrnal 1196R indicated Stop, ond each
of them thought that the spesd of the traln was being co
contrnlled that thc train could bLe stopped short of the sionel,
The flogmon of No. 21 sald thnt he lookcd at signal 1196R
immedi-rtely before No, 8 prssed Lo, 21 and the siegnal indicoted
Stop at that time. According to the tnpe of the spood
recordlny aevice, No, & pnssed signal 1224 at o speed of

-



- 10 - 3451

40 miles per hour. The speed was deccreased to 21 mlles
per hour as the train approached signal, 1206, nnd then was
gradually increased to 28 mlles pcr hour. An cmergency
application of the brakes became effcctive approximately
500 feet south of signal 1196R.

The cagineer of No. 8 was not avallable for questioning
during this investigatlion. The conductor sald that socn
aftcr the accldent occurred the engineer told him that because
he was looking toward the headlight of No. 1 he misjudged
the location of his train and the distance between his train
and signal 1196R. The fircman sald the engineer told him
that he dld notv realize that sufficlent time had elapsced ror
the troln to reach signal 1196R after enteringy the tangent on
which thec accident occurrcd,

Af ter the accldent occurred the brokcs of No, 8 were
tested., With the exception of the brake eaquipment on the
front truck of the {irst Diegel-electrlc unit, which was
damaged in the accldent, the brakes functioned properly.

Cause

It is found that this accident was caused by fallurc to
operate the north-bound train in accordance with a signnl
indication,

Dated at Washington, D, C., this twenty-seventh
day of March, 1982,

By the Commission, Commlssioner Patterson,

( SEAL) W. P. BARTEL,

Secretary,




