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INTERSTATE COMMERCE COMMISSION

REPORT NO 3793

‘ IN THE MATTER OF MAKING ACCIDENT INVESTIGATION REPORTS UNDER

THE ACCIDENT REPORTS ACT OF MAY 6, 1910

MISSQURI PACIFIC RAILROAD COMPANY

Julv 1, 1958
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Acciuent near Gorhan, T, on Move vher 16 1057, caused by failure to operate the northbound
freight trawr v n acoordance wilh 1gnoal ade o S

REPORT OF THE COJ‘.’IMISf;lONT
TVGCGLE Commissianer

On Nove iber 19, 1957, there wne a sude ~oilisior betweer a rassenger train and a freight
traan on tne Miesour Pacific Failiwa ) near Gerbaon, 101, which resuled an the mwy of 13 passen-
gers, | express aessonger, | train porrcl, ad booasnesoivice ©onphoyee
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Under autlority of saction 17 (2) of *the Interstate Commepce Act the opove-entitled proceeding was
. referred by the Commission to Comumssioner Tuggle tor consideration and disposition
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Locction of Accident and Method of Operation

This accident occurred on that part of the [linois Division extending between Valley Jct
and North Jet , 111, 119 33 miles Trains of the St Lows Southwestern Railway are regularly oper-
ated over the Illinois Division In the vicinity of the point of accident this 1s a double-track line
over which trains are operdted in either direction by signal indications From east to wesl the main
tracks are designated as east main and west main  Near Gorham, Il , 84 21 miles south of Valley
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 1s facing-point 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, Ill , 22 85 miles north of Gotham The accident occurred
on the crossover at g point 230 feet south of the north switch  From the north the main tracks are
tangent throughout a considsrable distance to the ciossover From the south on the main tracks there
are, 1h Successlon, a tangent 1 0 mle 0 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 1n the vicinity of the point of
accident

Automaitic signal 839L and conirolled 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
Autotnatic signal 862R and controlled signal 848R, goverming northbound movements on the east
main track, are located, respectivaly 1 29 miles and 177 feet south of the point of accident These
signals are of the color-hight type and are continucusly lighted The aspects applicable to this

investigation, and the corresponding indications and names are as follows .
Signal Aspect Indication Name
B39L. 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 MEDIUM CLEAR
route not exceading 30
MPH until entire troin
1s through the turnout

862R Yellow Proceed, immediately APPROACH
reducing to 30 MPH,
or slower 1f necessary,
prepared to stop before
leading wheels pass
the next si1gnai

862R Green Praceed CLEAR

848K Red-over-red Stop STOP
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These signals form part of a traffic-contral system The controlled signais are controlled
from a control machine located at Chester Signale 847and B48R also torm part of an qutomatic inter-
locking and govern movemrents over the Illinois Central crossing  The controlling circulis are so
arranged that o controlled signal will nat display an aspect tc proceed when an opposing controlled
signal or signal goyerming movements over a conflicting route 18 displaying other than its most re-
strichive aspect, when the block between adjacent controlled points 15 occupied by an opposing
train, or when a switch within the 1oute governed by the signal 1s not 1n proper position and locked
Time, irdication, and coute locking are provided  When the route 15 lined for a southbound movement
from the station at Gorham an the egst main track over GO Crossover tc the west main track, signal
847 displays a Medium-Clear aspect, provided the blocks of that signal and the signal 1n advance are
unoccupted, signal 862R displays an Approach aspect, and signal 848R displays a Stop aspect

The meximum authorized speed in the vicinity of the pownt of accident 1s 50 miles per hour
for passenger trains and 45 miles per hour for freight trawns

Description of Accident

No 907, a southbound first-clags St Lows Southwesiern passenger train, consisted of diesel-
electric um:t 306, 2 baggage cars, 1 mail-exprese car, and Z chair cars, 1n the crder ngmaed The
cars were of conventional all-stesl constructton  Thrs tramn departed from Chester, the last open
office, at 12 28 ¢ m, 14 minutes late aerportec from Gorham at 12 57 a m, 15 minutes late, passed
stgnal 847, wh.ch displayed a Medmum-Clear aspect, and while moving from the egst main track over
(30 Crossover at a speed of 30 mules per hour as ind.cated by the tape of the speed-recording device,
the first car was struck nv Extra 968 Nortn

Extra 969 North, a northbound St [.owms Southwestern fre.ght ircln, cons:sted of aesel-
electric units 969, 934, 946, and 825, coupled .n multiple-unit coniror, 117 cars, and ¢ caboose This
tron passed Gale, 33 32 mules south of Georbam, the last open office, ar 11 08 p wm, passed signal
862R, which should have displayed an Approoch aspect, passed signal 848R, which displayed o Stop
aspect, and while moving on the =gst mamn track at d speed ot 25 miles per hour, as indicated by the
tape of the speed-recerding devics, 1t siruck the first car of No 907

The rear truck of the fifth car of No 907 was derailed io the edst No separations occurred
between units of the train  The locomoirve stopped on the west main irack with the front end 538
feet south of the pomnt of collision The tirst and second cars were slightly damaged, and the third
to the fifth cars 1nclusive, were badiy damaged The first to the thud diesel-electric urits, inclu-
sive, and the front truck of the fourth umt of Extra 969 North were derailed No separgtions oc-
curred between units of the train  The first diesel-electric unit slopped with the front end 193 feet
north of the point of cellision and 28 feet east of the east main track [t leaned to the east ct an
angle of approximately 45 degrees The second diesel-electric unit leaned to the east at an angle
of approxymately 30 degrees The third un't 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 the time of the accident, which occurred about 1 00 g m
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Dhscussion

On the day of the gccident the trawn dispatcher crossed No 907 from the west main track to
the east maiwr track at a point north ol Serham because the crew of a southbound freight train was
performing switching operations at Gorhamn and the freight train was occupying lhe west maiwn track
This troin departed scuthward on the west mawn track shortly before No 807 arrived at Gorham  No
907 pussed signal 8391., which displayed an Approach uspect, and stopped at the station at Gorham
When the freight train departed the traun dispatcher lined the route for movement of No 907 over GO
Crosscver tr the west main track  Shortly atter, No 907 deported trem Gorham on the east main
track The neadlight was lighted As this train was appreaching the point where the accident oc-
curted the speed was belng i1ncreased  The enginemen were 1n the zontrol compartment of the diesel-
electric unit, and the other nempers o the Zrew were 1n various locations in the cars of the train
Signal 847 displayed a Mediun-~Clear aspect and the speea of tne train had increased to 30 miles per
hour when 1® passed that signal Tho wrst the enginemer becan e aware of anything being wrong was
when tney observed Fatra 969 Nortr _losely aporoaching as No 907 entered the crossover The
colhsion occurred before the enginesr _ould take actien te inutiate a brake application  The brakes
of the frair became applied 1 emerqesicy 15 o 1esult .t the collision  The first the members of the
train crew became aware ot anyih ng being wrong wias when the collision occurred

As Exmra 969 North was apmodarhing the pownt where the accidenl cccurred the speed was
about 45 rmles per hou, The enquiser and the front brakeman were in the conirol - ompartment of
the first diesel-etectric unit naintainine a leokedt ahead  The fireman was 1n the rourth diesel-elec-
{ric unit hecause that unit was not foretioning prooetly  The conaductor andg the flagman were 1n the
caboose The biakes of this trarm bad peer tested and hod functioned properly wpen used en route
The engineer and the {ront brakeman -uid that when signal 862F came (te vi.ew at a distance of
approxamatery | 5 miles they ohservea that it displeyed an Approach aspect  They said that when
the front eni of the troin sntered the apprcach clecring -ection of signal H48R at a point 3,892 feet
south of signal 862R, the aspest of < gnn! 862R changed to Clear, and that tne signal continued to
display a Clesar aspect o= long as 11 uld be ohselved before the locomotive passed 1t Signal 862K
will display « Clear aspect after the aporoach ~leoring sechion 1s occupied when signal 848R s
displaying ¢ Clear or Approach 3 vect, revived the sigral systemn e functioning properly  Both the
enqineer anc the front brokemon saie thet the rngineer _alled the mndication of signal 862K when the
aspect changed to Clear and that the f-ont biakeman acknowleagea 1t The fireman said that he ob-
served signal BR2R from nls posibror v re {ourth idiesei-electric unit before the train cccupled the
approdch cledring secuon and that # f=playved an Approach aspect  He said that he d:d not agan
observe the =1gnal before the locopotive passed it The conductor saud that he was 1n the cupela
of the caborse on the lett swee 35 the fiain wos approgohing signal 862R and he observed that the
signal Aisplayed an Approach aspeci e gmd that while be was observing the signal the aspect
changed to ¢ lear and he called the indicatior to the {lagman He said that he did not again chserve
the s.gnal before the caboose passed 1 The tlagmen swid that he was 1n the cupola of the cabaose
on the righ* side and that ne heurd the conductor call the Clear aspect He soid that he was unable
to observe the signal from his positron w6 the « aboose at that time and that he did not observe the
signal before the caboose passed 1t The view of signal 848R from the control compaitment of the
fuirst aiesel-electric unit of an approuching northbourd frain 1s obstructed by curvature of the track
and an overhead highway bridge The engineer and the front brakeman said they observed that signal
B48R displayed a Stop aspect when the signal - ame wmto view at a distance of approximately 2,200
feet The engineer immediately 1nitiarea ~n emergency application of the brukes The speed of the
train was reduced to 25 miles per hour when the collision occurrea
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The *lagmuan of the couthboun s froaunt e r =g that o s standing on *be rear platform of
the caboose when the locomotive o wipe 269 Norw odssed te cabooss at ¢ point approximately
3,50C teet outf of signal 8628 He . zu he opaerved thot signuel 862H displayed an Approach aspect
at that trme He saud that he agaws of sefveo the swnal dispraying en Approach aspect when the
locon nttve was apprevanately 2 /00 teet scuth of the signal  Since rese poants are approximately
400 feet and 1,200 feet, respectively, north of the south end of the ipproach clearing section of
signal 848k this woula 1rd.cate that the signal systemr was hunctomng properly

About 930 p m on the dayv betore the accrdent cocurred a trounmaster and a signal super-
vISoF begar an elficiency tes. wnvelyinz ignal B48F ara BRZK 1o "etermiune the response of engine
ciews to 1e~trictive signals  The fesr requireda the disconnecting 0! 3 wire of a relay of signal 848K
which prevented signals B48H and 867P from displaying more favorable aspects than Stop and Ap-
proach respectively At the corcrusion of the test about 1030 p m, tne signal supervisor con-
nected the wire and restored the relay ic normal operation,  Since only one wire was disconnected 1t
15 improbabie that the signal superviscr could connect 1t 1mproperly at the conclusion of the test
Further, 1t 's evident that this rest had no bearing on the acrident since it would require extensive
rewiring of the signal syster to squse signal 862K *o change from an Approach aspect to a Clear
aspect whe' a northbound frain entered the appreach clearing section of signal 848F while signal
848BR was d.splaying a Stop aspect

Abo.t 1 hour 30 manutes atter rhe accident occurred the signal superviser and a signal fore-
man examined the relays of signal B48R and found that they were 1n the proper peosition Tests of
the sigrals involved 11 the accident were bequn ahout 7 @ m on the day of the accident It was
found that the signal system functioned as intended

A conductor and a flagman of ~ northoound freight {rain operating on the west main track
about 9 hours after the accident nccoarrza smd that they observed signal 862H when the caboose of
the trair passad 1t and that 1t (dispiove o 1 Clear aspect while the bleck of the signal was occupled
by wrecking equipment At thoi ftine rest~ o signal B62R were berng perforined and three members
of the signal force were working 1t the ~igaal At the beginning of these tests 1t 1s the usual pro-
ceduwre tc remove the lamp from ench iomp unit of the signal! ana, therefore, the signal could not
indicate the condition of track oecupanc,  Thuriag the tests 1t 15 alsc the usual procedure to energize
each lamp 1narv.dually and 1t ts probacle that the conductor and flagman ot the northbound train ob-
served the signal when the green Jaiic anit wa. energrzed

The <igral system 15 50 de-~igoea tnut <ignol 862 canrot display a more favorable gspect
than Approach waen signal B468R 1= dispuaying G 3ton aspect  Signal 848R cannot display an aspect
other than Stop when the direction of trafti. 1= established for o southbound movement on the east
main track to s:gnal B47, when the c¢st war irack 15 cccupled betweer signals 8391 and 847, or
when the crossover switches are lined tor g -~1ossover wevement  Since these three conditions
existed tmmediately prior to the acecident 1t 1. evident that three separate defects of the signal system
would have bad tc occur i1 order for s.gna: A48K to qisplay g Zlear gspect while Extra 969 North
was approaching <:gnal B62H, =ad thar at :cast one of these defects would then have hod to be re-
meved after the locnmotive of the trawr po<sed signal BEZE ir order for signal 848R to have displayed
a Stop aspect g the traur appreached tnat -ignal  Swmce tests of the signal system disclosed no
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condltion that would cause the system to function other than intended, it 15 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 hime the tests were performad, which 15 an extremely remote possibility

The indicator lights of the control panel at Chester mdicated that the route for No 907 was properly
lined and that the signal system was functioning properly immediately before the accident occurred

It 15 concluded therefore, that signal 862R displayed an Approach aspect when the locomotive of
Extra 969 North passed 1t

Cause

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

Dated at Washington, D C , this first
day of July, 1958

By the Commission, Commissioner Tuggle

(SEAL) HAROLD D MecCOY,

Secretary
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