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I N T E R S T A T E C O M M E R C E COMMISSION 

R E P O R T NO 3 7 9 3 

I N T H E M A T T E R O F M A K I N G A C C I D E N T I N V E S T I G A T I O N R E P O R T S U N D E R 
T H E A C C I D E N T R E P O R T S A C T O F M A Y 6, 1910 

MISSOURI P A C I F I C R A I L R O A D COMPANY 

Julv 1, J 959 

Accident near Gorhan , HI , or, Move 1 he' 19 1957, caused by failure to operate the northbound 
freight trair in accordance */itJ ign ij IUTI.. A'ION ^ 

R E P O R T O F T H E C O M M I S S I O N 1 

7 \JGGLk Commissioner 

On Nove lher 19, 1957, there «a . - a side1 -o i l i s io i between a ^ansenger train and a freight r-) 
tram on trie MI^sour 1 Pac i f i c Pa ih>i 1 near G c L a N , IJ1 , which RR-ulhd jn the mjuiy of 13 passen­
gers, i express .nes^unger, 1 tram poirci, jiid i UAUI--^ i w;< c <\vh y e . 

* Under autl ority ol s ec t i on 17 (2) o i 'he Interstate Commerce Act the aDOYe-entitled proceeding was 
re'errtd by 'he Commiss ion to Commiss ioner T o g g l e tor considerat ion and d i spos i t i on 
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Location of Accident and Method of Operalion 

This accident occurred on that part of the Illinois Division extending between Val ley Jet 
and North Jet , 111 , 119 33 miles Trains of the St Louis Southwestern Railway are regularly oper­
ated over the Illinois Division In the vicinity of the point of accident this is a double-track line 
over which trains are operated in either direction by signal indications From east to west the main 
tracks are designated as east mam and west main Near Gorham, 111 , 84 21 miles south of Val ley 
Jet , the main tracks are crossed at grade by a single-track line of the Illinois Central Railroad at a 
point 3,099 feet south of the station A crossover designated as GO Crossover connects the main 
tracks The north switch of the crossover, which is facing-pomt for southbound movements on the 
east main track, is located 3,157 feet south of the station The switches of the crossover are power-
operated and are controlled from Chester, III , 22 55 miles north of Gorham The accident occurred 
on the crossover at a point 230 feet =iouth of the north switch From the north the main tracks are 
tangent throughout a considerable distance to the o o s s o v e r From the south on the mam tracks there 
are, in success ion , a tangent 1 0 mile in length, a 2 °00 ' curve to the left 1,883 feet and a tangent 
1,142 feet to the north switch of the crossover The grade is level in the vicini ty of the point of 
accident 

Automatic signal 839L and controlled signal 847, governing southbound movements on the 
east main track, are located, respectively, 1 07 miles and 593 feet north of the point of accident 
Automatic signal 862R and controlled signal 848R, governing northbound movements on the east 
main tracks are located, respectively 1 29 miles and 177 feet south of the point of accident These 
signals are of the color-light type and are continuously lighted The aspects applicable to this 
investigation, and the corresponding indications and names are as follows 

Signal Aspect Indication Name 

839L Yellow-over-red Proceed, immediately APPROACH 
reducing to 30 MPH, 
or slower if necessary, 
prepared to stop before 
leading wheels pass 
the next signal 

847 Red-over-green Proceed via diverging 
route not exceeding 30 
MPH until entire tram 
is through the turnout 

MEDIUM CLEAR 

862 R Yel low Proceed, immediately 
reducing to 30 MPH, 

APPROACH 

or slower if necessary, 
prepared to stop before 
leading wheels pass 
the next signal 

862R Green Proceed CLEAR 

848R Red-over-red Stop STOP 
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These signals form part of a traffic-rontol system The controlled signals are controlled 
from a control machine located at Chester Signals 847and 848R also form part of an automatic inter­
locking and govern movements over the Illinois Central crossing The controlling circuits are so 
arranged tna* a controlled signal will not display an aspect to proceed when an opposing controlled 
signal or signal governing movements over a conflicting route is displaying other than its most re­
strictive aspect , when the block between adjacent controlled points is occupied by an opposing 
train, or when a switch within the ioute governed by the signal is not in proper position and locked 
Time, indication, and <-oute locking are provided When the route is lined for a southbound movement 
from the station at Gorham on the east main track over GO Crossover to the west main track, signal 
847 displays a Medium-Clear aspect, provided the blocks of that signal and the signal in advance are 
unoccupied, signal 862R displays an Approach aspect , and signal 848R displays a Stop aspect 

The mcximum authorized speed in the vicinity of the point of accident is 50 miles per hour 
for passenger trains and 45 miles per hour for freight trams 

Description of Accident 

No 907, a southbound first-class St Louis Southwestern passenger tram, consis ted of diesel-
electric unit 306, 2 baggage cars, 1 mail-express car, and 2 chair cars f in the order named The 
cars were of conventional all-steel construction This tram departed from Chester, the last open 
office, at 12 28 a m , 14 minutes late aepartea from Gorham at 12 57 a m , 15 minutes late, passed 
signal 847, wh.ch displayed a Medium-Clear aspect , and while moving from the eas+ main track over 
GO Crossover at a speed of 30 miles per hour as indicated by the tape of the speed-recording device, 
the first car was struck D V Extra 969 Nortn 

Extra 969 North, a northbound St Louis Southwestern freight train, consis ted of a iesel-
electric units 969, 934 ( 946, and 825, coupled in multiple-unit control, l l 7 cars, and a caboose This 
train passed Gale, 33 32 miles south of Gotham, the last open office, at 11 08 p m , passed signal 
862R, which should have displayed an Approach aspect , passed signal 848R, which displayed a Stop 
aspect, and while moving on the east mam track at a speed oi 25 miles per hour, as indicated by the 
tape of the speed-recording device , it struck the first car of No 907 

The rear truck of the fifth car of No 907 was derailed to the east No separations occurred 
between units of the train The locomotive stopped on the west mam track with the front end 538 
feet south of the point of co l l i s ion The lust and second cars were slightly damaged, and the third 
to the fifth cars inclusive, were badiy damaged The first to the third diesel -e lect r ic units, inclu­
s ive , and the front truck of the fourth unit of Extra 969 North were derailed No separations oc­
curred between units of the tram The first diesel-electr ic unit stopped with the front end 193 feet 
north of the point of co l l i s ion and 28 feet east of the east main track It leaned to the east at an 
angle of approximately 45 degrees The second diesel-e lectr ic unit leaned to the east at an angle 
of approximately 30 degrees The third urrt stopped upright The first to the third diesel-electric 
units, Inclusive, were badly damaged 

The brakeman of No 907 was injured 

The weather was cloudy at trie time of the acc ident ( which occurred about 1 00 a m 
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Discussion 

On the day of the accident the train dispatcher crossed No 907 from the west mam track to 
the east mair track at a point north oi Gorham because the crew of a southbound freight tram was 
performing switching operations at Gorhain and the freight train was occupying the west mam track 
This tram departed southward on the west mam track shortly before No 907 arrived at Gorham No 
907 passed signal 839L, which displayed an Approach aspect, and stopped at the station at Gorham 
When the freight train departed the tram dispatcher lined the route for movement of No 907 over GO 
Crossover {r the west main track Shortly after, No 907 departed trom Gorharn on the east mam 
track The headlight was lighted As this train was approaching the point where the accident o c ­
curred the speed was being increased The enginemen were m the control compartment of the diesel-
electric unit, and the other member? o* the crew were in various locations in the cars of the tram 
Signal 847 displayed a Medium-Clear aspect and the speed of tne tram had increased to 30 miles per 
hour when it passed that signal Tho ursi the enginemen became aware of anything being wrong was 
when they observed F^tra 9 6 Q Nort r c lose ly apuroachma as No 907 entered the crossover The 
col l is ion occurred before me engines*- -ouid take action to initiate a brake application The brakes 
of the tram became applied m emerqe,icy as ^ result A the co l l i s ion The first the members of the 
tram crew became aware ol anyth ng being wrong was when the col l is ion occurred 

A s Extra 969 North wâ . appioarhing the point where the accident occurred the speed was 
about 45 miles per ham The eaqmeer and the f ront brakeman were in the control ' ompartment of 
the first d iese l -e lec tuc jnu naintammb a lookout ahead The fireman was in th^ rourth d iese l -e lec ­
tric unit because that unit was n t functioning prooeily The conductor ana the* flagman were in the 
caboose The biakes of this trom had peer tested and had functioned properly wnen used en route 
The engineer and the front Prakeman -.aid that when signal 862R came into wew at a dis tance of 
approximately 1 5 miles they observed thai it displayed an Approach aspect They said that when 
the front end of the train entoiea the ipprrach clearing section of signal 648R at a point 3,892 feet 
south of signal 862R, the aspect of -.ana 1 862R changed to Clear, and that tne signal continued to 
display a Clear aspect at long as il uld be obseivod before the locomotive passed it Signal 862R 
will display a Clear aspect alter tht approach i-learma sect ion is occupied when signal 848R is 
displaying c Clear or Approach a c o e c t , creviced the signal system I F functioning properly Both the 
engineer ana the front brakeman saia That the engineer .a i led the indication of signal 862R when the 
aspect changed to Clear and thai the f-ont biakeman acknowledged it The fireman said that he ob­
served signal 8R2R from his posit 1 or i i i r e fourth l i e se l - e l ec tnc unit before the train occupied the 
approach clearing =e i „ L i o n and that it displayed an Approach aspect He said that he did not again 
observe the signal before the iocon ofive passod it The conductor said that he was in the cupola 
of the caboose on the lett siae as the tiain wes approaching signal 862R and he observed that the 
signal displayed an Approach aspect 4 e iavi that while ha was observing the signal the aspect 
changed to t lear and he called the indication to ihe flagman He said that he did not again observe 
the signal before the caboose passed it The ilagrr.an said that he was in the cupola of the caboose 
on the ngh J side and that ne heard tho conductor cal l the Clear aspect He said that he was unable 
to observe the signal from his position in the < aboose at that time and that he did not observe the 
signal before the caboose passed it The / lew of signal 848R from the control compaitment of the 
first aiesel-eiectr ic unit of an approaching northbound +rain is obstructed by curvature of the track 
and an overhead highway bridge The engineer and the fiont brakeman said they observed that signal 
848P displayed a Stop aspect when the signal < ame into view at a distance of approximately 2,200 
feet The engineer immediately lnihacea "n emergency application of the brakes The speed of the 
tram was reduced to 25 miles per hour wheT the col l is ion occurred 
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The 'lagrran of tne ^oULhhou'i i ViuM v r thai vi,s otaniing o>, "he rear platform of 
me caboo^u when the locomotive a • vtru ^6^ !\orm Ddi^ed t ie caboose at o point approximately 
3,50C teet out! of signal 662H H P .am he O P nerve i that signal 862R displayed an Approach aspect 
at Lbct f irv He said that tic jgam <t se ivec the sianal d i spnymq an Approach aspect when the 
•oconoUve -vas appropriately I /00 teet soutfi of the signal Since ti-ese points are approximately 
400 feet and 1,200 feet, respectively, nortl' of the south end of the approach clearing sec t ion of 
signal 848h this woula indicate that the signal system tvas functioning properly 

About 9 30 p m on tlr- dâ  betore the accident c e c u m d a trainmaster and a signal super­
visor begar an eff ic iency tesi lnvrh yp^ -.jgnal B48P a n 8h2H lo determine the response of engine 
crews to i e - l n c t i v e signals '""he U br required the disconnecting o< j wire of a relay of signal 848R 
which prevented signals 848R and Bb?^ frorr displaying ^iore favorable aspects than Stop and Ap­
proach respect ively At the corc ius ion ot the test about 10 30 p m , tne signal supervisor con­
nected tne wire and restored trie relay tc normal operation Since only one wire was disconnected it 
is improbable that the signal supervisor could connect it improperly at the conclus ion of tne test 
Further, it 'S evident that this 'est had no bearing on the accident s ince it would require extensive 
rewiring of the signal system to cause siqnal 862R io change from an Approach aspect to a Clear 
aspect whe^ a northbound train entered the approach clearing sect ion of signal 848F .while signal 
848R was displaying a Stop aspect 

Abo^t 1 hour 30 minuter alter fbe accident occurred the signal supervisor and a signal fore­
man examined the relays of signal 848R and found that they were in the proper posit ion Tes t s of 
the signals involved in the accident- ^vere begun about 7 a m on the day of the accident It was 
found that the signal system functioned a? intended 

A conductor and a flagman of ^ noithoound freight train operating on the west main track 
about 9 hours after the accident occurrea said that they observed signal 862R when the c a b o o s e of 
the trair passed it and that it d i s p l a y s a Clear aspect while the block of the signal was occupied 
by wrecking equipment At that tin.e t̂ t-. o. signal 862R were Pemg performed and three members 
of the signal force were working at the -.lu.ial At the- beginning of these tests it is the usual pro­
cedure tc remove the lamp from t-nch lamp unit ot the signal ana, therefore, the signal could not 
indicate the condition of track occupancy Pu rmg the tê tb it is a l so the usual procedure to energize 
each lamp individually and it is prohatle that the conductor and flagman ol the northbound train ob­
served the signal when the green Jane unit wa. eneraized 

The s igral system is so designee that signal 862R cannot display a more favorable aspect 
than Approach when signal 848R it displaying a Stoc asDect Signal 84SR cannot display an aspect 
other than Stop when the direction ol traftk is established for a southbound movement on the east 
main track to signal 847, when the ^ast nam track is occupied between signals 839L and 847, or 
when the crossover switches are lined for a ^roosover rrovernent Since these three condi t ions 
existed immediately prior to the accident it i-- evident that three separate defects of the signal system 
would have had tc occur J I order foi ŝ gna* 848R to aisplay a 'Zlear aspect while Extra 969 North 
was approaching "Tgnal 862R, and that at least one of these defects would then have had to be re­
moved after the locomotive of the trair po i s ed signal 862R ir order for signal 848R to have displayed 
a Stop aspect as the tram approached that oiqnal Since tests of the signal system d i sc lo sed no 
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Dated at Washington, D C , this first 
day of July, 1958 

By the Commission, Commissioner Tuggle 

(SEAL) HAROLD D McCOY, 

Secretary 

condition that would cause the system to function other than intended, it is evident that all three of 
these defects would have had to be removed between the time the locomotive of Extra 969 North 
passed signal 862R and the time the tests were performed, which is an extremely remote possibility 
The Indicator lights of the control panel at Chester indicated that the route for No 907 was properly 
lined and that the signal system was functioning properly immediately before the accident occurred 
It is concluded therefore, that signal 862R displayed an Approach aspect when the locomotive of 
Extra 969 North passed it 

Cause 

This accident was caused by failure to operate the northbound freight train in accordance 
with signal indications 
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