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Micsouri Pacific
Octoher 3, 1937.
Gele, Il1ll.

Side collision

Freicht :
Extra 1554 :
1554 :
895 cares and :
caboose

10-12 m.peh

Tangent; lcvel
Raining

About 2:35 gella

Passenger
905
602

5 cars

55"50 I‘.ﬁ-"p-h-

1 killed; 5 injured

Fzilure to protect the freight
trein while maXing a cross—over
movemsnt on the time of a first-

class traine.
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November 11, 1937.

To the Commission:!

On October 3, 1937, there was e side collision between a
passenger train of the St. Louis Southwestern Recilway, and a
freight train of the Missouri Pecific Railroad on the tracks
of the latter company at Gale, Illinois, which resulted in the
decath of one cmployce and the injury of threc passengers, one

‘Thployee and one mail clarke.

Location and method of operstion

This accident occurred on the Chester Digtrict of the
I1linoig Division which extends between Valley Junction and North
Junction, Ill., a distance of 119,33 miles, In the vicianity of
the point of accident this is a double-track line over which
treins are operated by timetable and train orders, no block-
signal system being in usie Trains of the St. Loulg Southwestern
Reilwey, manned by its own crews, are operated over this entire
district in accordance with the rules of the Missgouri Pacific
Railvay.

The point of collision is located 4,843 fect south of the
north yard-limit board at Gale. In the vicinity of this station
there are five tracks, designated from west to east as track 3,
southward main, track 2, northward main, and track 4. The north
ends of tracks 3 and 4 merge vrith the southward and northward
mains, respectively, at a point spproximately 4,950 feet couth of
the north yard-limit board. From a point 32 feet north of the
switch which connects track 3 with the southwvard main two con-
tinuous cross-overs, directed from southwest to northeast,connect
the southward main with the middle track and the northward maine
The middle track, which is a ¢ontinuation of track 2 and is called
Passing Track 1 north of the cross~over sultches, extends north-
vard about 3,200 feet and by means of facing-point Tturnouts con-
nects with both main tracks. The umain line switches at the north

-end of track 3 and the south end of the cross—-overs described

above are equipped with lamps which display green when the route
is set for the main track, and red vhen the route is lincd agalnst
the main track. The lamp on the s7itch at the north end of

track 3 ig 7 feet 8 inches above the cross tie while that on the
switch at the south end of the cross-over ig 6 feet 5 inches

above the cross tiece
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Apohroaching “he point of accident from the north there is a
19 curve to the left 1,796 fect long followed by a tengent
2,017 fcet long, then a 30' curve to the richt 437 fcet long, a
30" curve to the left 510 fect long and a tangent which extends
3,020 fect to the point of accidéent and some distance beyond.
In this vicinity the track is level.

It was dark and there was a light rain falling at the time
of the accident which occurred sbtout 2:35 a.m.

Description

Extra 1554, . a north-bound Migsouri Pacific frecight train,
consisted of 85 cars and & caboose, hauled by engine 1554, and
was in charge of Conductor Buckminister and Engineman Hardesgty.
This train dzparted from Paragould, Ark., at 6:35 p.ms, October
2nd, and at 1:01 a.m., October 3rd, arrived at Gale, 127 miles
north, wheres it pulled in on irack 3. At 2:35 oe.m., while
moving from the north end of track 3 through the cross-overs to
the northward main track at a speed of about 10 milcs per hour
it was struck by south-bound St. Louis Southwestern passenger
train No., 905 moving on the southward main tracke

South-bound Ste. Louis Southwestern first-class passenger
train No. 905 consisted of one wmgil snd cxpress car, one baggage
car, two coaches and one Pullman sleeping car, in the order
named, all of 2ll-steel construction except the first coech which
had a steel underfreme; this trasin was hauled by engine 602, and
was 1n charge of Conductor Green and Engineman Msnleye It left
Ste Louis at 11:15 p.m., Octobver 2nd, on time, pascsed Halsey,
I1l., the last open office, 22,46 miles north of Gale, at 2:14
2eMs, October 3rd, 6 minutes late, according to the train sheet,
and struck the 79th car in the train of Extra 1554 at the fouling
point of a cross-over locabed 4,845 feet south of the north yard-
limit board at Gale while moving a2t a speed estimated at between
35 and 50 miles per hour.

Engine 602 stopped on its right side at an angle of about
40° to the track, with its head end nearer to the track and about
150 feet south of the point of collision. The tender fresme lay
east of and perallel to the <ngine while the ciectern lay north of
the engine. The three head cars in the passenger train were de-
ralled to the southwest but rcmsined upright, and the two rear
cars were not derailed. Threc cars in the freight train were
derailed and two of thesc w2rc turned over upon the southward
main track.

The employees injured were the engineman and fireman of the
passenger traln; as a result of his injurles the cngineman died
23 days after the accidente
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Summary of evidence

Conductor Buckminister, of Extra 1554, stated that when his
trein arrived at Gule 18§ pulled in on trsck 3 snd the engine went
to the engine house for servicing. At about 2100 a.m. the enpine
was ggain coupled to the north end of the train, anc ne went fto
the telephone to communicate with the dispatcher regarding northe
bound freight train 90G. While he was using the telephone his
train started to pull out of track 3, and by the time he was
ready to leave the tclepvhone bootl, which was on the east side of
the tracks, the engine was close by, He 1anformed the engineman
regarding the instructions received from the dispatcher, and then
mgde agrrangementg with the brokem~n of a northbound train which
had just arrived to close the switches. He did not discuss the
approach of train 205 with anyvone and msale no arrangements for
flag protection against 1% as he calculeated that his train would
gct through the cross~overs in time %o clezr the »agssenger train,
due at the last station in the reer at 2:01 aeme, onc¢ he expected
the engineman to arrange for flsg protcection if i1t bccamce neces—
sarye At the time of the collision, about 2!35 a.ms, a 1light
roin wag falling but visibility was Tair =o that he could see
gwltch lichts for a distancs equal to the length of his frain
which consgisted of 86 carsge The lights on the switches ot the
north end of track & and at the gsouth end of the crosgs-over were
burning, as were 2lso the cupola light and the mariker lights on
his caboose. Since he was on the east slde of his train he did
not witnesgs the approach of train 905,

The statement of Head Brakeman Brown of Extra 1554 agreed
with that of Conductor Buckminister regarding the movement of his
trein in and about Gale, 2nd also with respect to the weather con-
ditions and the visibility of the caboose and switch lightss
While hig train was moving throuth the crossovers he was in the
brakeman's cebin on the rear of the tender, and mad¢ no effort
to provide flag protection against train 905.

In addition to corroborating the stetements of the conductor
ana head brakeman regarding movements at Gale, end weather and
visibility conditions, Flagman Mercer of Extra 1554 stated thet
go far as he knew there had been no discucsion regsrding protccticn
agoinst train 905, end he did not know vhether any protection had
becn provided. When the caboose was about 40 car lenzgths south of
the north end of urack & he turned the marikcrs to show red to the
I"Care
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Enginemsn Hardesty, of Extra 1554, stated that after his
encine had been gerviced at CGal: and was again coupled to the
train at the north end of track 3 they waited for Extre 805
south to pass, and then, at atout 2:2% z.m., in accordcnce with
a eignal received from the flegman, he started to move his train
out of track 3. He had nobt discussed with asnyone the matter of
protection against train 905, nor had he vhigtled out & flag,
but as he sew a red fuses burring on the southwaird msin a con-
siderable distance north of the switches hc assumed that the
conducltor had made the necessary flagging arrancencntss They
proceeded through the cross-oversg 2t o specd of bectwoen 10 and
12 miles mer hour and shortly after his engine pessed the
lighted fusee he saw train 205 sprroaching and acked the fire-
man if that train was being fla.ged. The firemen rceplied in
the negative and just then the engine of 905 passed thems His
recollection was that the vind was from the northwsst vhich
vould have the effect of keeping eny smoke or steam to the cast
side of his traine.

The stztement of Firemsn Goines, of Zxtra 15654, agreed with
that of Eagineman Hardesty; in addition hes stated that until the
engineman called his attention to the zpprosch of bGrain 205 he
had overlooked that train. He hed noticed the {uvsce burning on
The southward maoin track and stated that 1t was still burning
vhen his engine passed 1t, but "'nen at ths request of his
enginergn he looked toward the vear of his train to sce whether
train 905 was heing fTlagged he observed that the Tuses had
burned out.- He could not give the direction of the wind, and
was unable to say vhether steam or smoke might hirve heupcered the
engineman of a southbound train in seeing the position of the
crosaover svitchesg. The headlight of engine 1554 wvas burning
dimly, but he could not recollect whether the headlisht of
train 905 wag burning brishtly or dimly.

Firemen Lemmer, of train 905, ststed that Engineman M-nley
appeared to be normal during the trip involved end thct the
brakes functioned satisfactorily. Engine 602 is an oil burner
and ig equipped with an efficicent electric hezadlight. His train
passed McClure at 2:36 a.m., 5 minutes lave, and vhen they
approached Gzle he ssw ExTra 15854 on the northward mein and
called the attention of hie engineman to 1t and %o the fact that
the vigibility ves not good; tho engincman clowved the trsin
down to a speed of ahout 35 miles per hour. Until they had
passed engine 1554 they wsre blinded by its headlizgnt, and after
they had passed that engine their view wags obgcured by fog, mist
or smoke so tha’t they were unable to see the pogsition of the
cross—-over svitches until they vere only 5 or 6 carlengtns from
thems At that time the engineman made an emergency capplica-
tion of the brzkes but they werc still moving at a specd of 35
or 40 miles per hour at the timc of collision. He gtated that
he has never been instructed or reguired te approcch main track



gswitches prevecred o stop whzn ths view —o¢ onscured by fog or
othcer abnormal conditions, nor is thore ory rule reoguliring road
crov e to regulete thelr speed to guard a;ocincc the pogsible im-
persect Gisplay or ebsance of gwiteh signecle. H: -dmitted, hove
~ver, that engineman hove been discaiplinecd for falilure to coserve
such svwitch~-signal indicatlonse

Conductor Creen, of train 200 cts=ted thnt a tzrninzl test
of the nir brukes was made hefore lesving St. Louls, =2nd the
brakes operated satisfactorily en route. Hc felt cn emergancy
apnlication of the Yraleg vhen his trsin vas 4 or 5 car lengthg
from the point of accident but the ftrain ”95 abill moving at a
speed of sbout 45 miles per nour ‘hen the colligion cccurred,
When he dismounted from his trnin a7ter he aceident it was rsine
ing lightly but he did not notire gny fog.

Flagman Hem of S% Lo 1gs Southwestsern Reilvay Extra 805
stated thet zhortly after 20 .M. his ?Leiu stopnced mouwentarily
south of the north yﬂrd~11A .t Hoerd at Gonle and 'hon he got to
the ground on the right side o hig train he could see the re—~
flection of the headlivh* 83 car lengths =vave At 2124 or 2:20
aeMs a5 nhils trein ves starting he lighted a ter mainute fusce and
depogcltaed 1t to the rear of the train on the sovthrard main tracke.
He described weather conditiong ss raining and clisntly hszy with
fair visibilitye

Conductor £damg of Extra 805 corroboratsd the ctetenent of
Flogman Hame

Road Foreman of Engines Coley of the Missourl Fecific Rail-
road stated that he was a passenger in the cowck of train 505
when thig accident occurred but did not notice eny ~pplication of
the brakes previous to She time of collision. It vog raining at
the time but vhen he got to the grourd he wvas cble o sec the
lampe of switebmen voriing 2t a point a»out a mile tn the rouths
AlfTer the accident the brrke velve of engire 607 rae found in
¢murgency position. He stated thot enginemn sre instructad
and required to closely observe the irdicetiong of main-line
gtitehes and other fixzd o17n~lg and z2rs dig-caiplanct for Teilure
to do an. It ig proper rfor treins to rur cxpccting to find
switches properly lined, but cngincmen arc reavired 1o regulatse
the gpecd of their trains go ar to incure azeinet moessing cpen
gwitchess They are aluso exprened co knovr \hv o glenzl 1e ime ‘
properly displayea, snd tvhen cuch a signel is a gritch they arc
reguired to stop short of 1t 1T voscilblea. Fogcy oonditjons ore
encountered frequently on this divigion and ac cuch time revs
are expected to operate theilr traing in a safe manncr rcgnrdlbuu
of delay; he cited several casecg vhere delay vas carged to foggy
conditions. He esghimated that it should have been possible to
stop train 905 in =bout 1400 feet.
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Observations by the Commission's Inspectors

On the night of October 7th vision tests were made 1in the
locylity of the point of accldent, A caboose and seven cars of
the same btype as those compriging the rear eight cars of Extra
1554 vere placed in the position of tre rear end of that train
when it was struck. An engine headed south and moving with the
current of traffic on the southward main track had reached a
point 6,204 fest north of the switch at the north end of track 3
vlien one red light became visible from each side of the cab and
at a point 4,943 fect north of this switch these lights were
distinct. At a point 3,495 feet north of the gwitch the red
licght on the cupola of ths caboose came into vicw and at a polnt
2,250 feet nortn of the switches toth switch lights, the red
cupola light and the caboose merker light were plainly seens. In
these teats there was no locomotive on the northward main, and
the engine used in making the approach tests moved very slowly.,

>

Digeussion

According to the evidence Extra 1554 started to make the
cross-over movsment from track 3 to the novrthward main at about
2128 zelle Train 905 was due to leave McClure, about 4 miles to
the resr, at 2:31 a.m. Rule 152 for double track stipulates
that when a train crosses over to or obstructs another track,
unless otherwige provided it must first be protected as required
by rule 99, in both directions on that track. This movement
being within yard limits protection was not required for any but
first—class traings but as train 905 falle within that classificaom=
tion it was required of the crew of the extra that protection be
provided. It wes admitted by 21l members of the crew of the
extra that no flag protection of any kind was afforded in spite
of the fact fthat none but the firsman overlooked the passenger
traine. The evidence discloses that the conductor and engineman
each depended upon the other to make arrangements for protection,
end the engineman believed that the conductor had done so as a
Turee was burning on the gouthward main about 40 cer lengths
north of the ¢roge-overs, Tris fuvees, however, Iad been dropped
by th- flagman of a south--bound cxtra which had pscsed while

cXtra 1554 wes on track 3 preparing to continue its trip northe
vards

. Rule 963 provides that enginemen must keep a constant and
vigilant lookout, car=fully note #ll signals, and cell the indi-
cations of fixed signals arfecting the movament of their trains.

Rule 968 rsquires enginemen to keep in mind the location of
all fixed signals in order that the absence of a signal may be
neted and action teken in accord with rule 27 which requires
that a signal improparly displayed or the absence of a signal

where one 1s usually displayed be regarded as giving its most
restrictive indication.
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Becausge of his condition no statement could bc obtained from
the enginemsn of train 205, but the fircman of that train stated
Thaet as thcy apprcached the head end of Extra 1554 thelir view was
obstructed by the glare of the headlight of thac train, and after
ne.asing the headlight thsere vwas so much gteezm, fog ond smolie that
the crogsover gwitches could not be sewne Assuming that the
cngineman of the pasgenger train could not ses the indica*ion of
the switches 1t was his duty to stop, but there is a possibility
that the front incdicution of the caboose marker tag mistaken for
vhe svitch light,.

In the cace of thig accident a2 condivion wos set up by the
crew of Extra 1554 which pleced hoth their train =nd passenger
train 905 in jecpardy. The crew of the extra Tere »provided with
a method of insuring saTety to hoth treins by the tcrms of rule
$9, ond the observance of this rule is mandatorys

To depend for protection upon tine obgervancc of svitch signal
indications leaves much to chancce. =nginemen are not required to
run expecting to find all main-track svwitches improperly lined and
vhile 1t is required that they closely obgserve the indication of
switches as an additional ssfety provision, non-observance of rule
99 in even the alightest decgree rhould not be encourrged by shift-
ing any part of the responsibility pleced by thac rulc.e The acci-
dent could have been averted by obscrvance of the terms of rule
08 by the crew of Extra 1554,

Conclusion
This accident war cauced by the fsilure of the crew of Extra
1854 proprrly to protect thelr trein while making e cross—-over
movenent on the timc of a {first-class traine
Respectfully submitted,

%. J. PATTEZRSON,

Dircctore.



