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Terminal Raillroad Association
of St. Louis

December 25, 1939
East St. Louils, I1l-

Rear-end collision

Passenger ¢ Passenger

Southern 2 : Baltimore & Ohio 11
127 : 5209

4 cars ¢ 6 cars

=5 m, p. h. ¢ 4-5 m. p. h.

Timetable and train orders

Double: tangent; 0,65 percent
ascending grade westward

Fog and smore

7:15 a., m.

4 injured

Failure to provide adequate flag
protection for preceding train;

failure to control the speed of
the following train properly
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February 9, 1940.

To the Commission:

On December 25, 1939, there was a rear-end collision be-
tween a Southern Rallway passenger train and a Baltimore & Ohio
Railroad passenger train on the line of the Terminal Railroad
Association of St. Louis, at East St. Louils, Il1l., which re-
sulted in the injury of 3 passengers. This accident was inves-
tigated in conjJunction with representatives of the Illinois
Commerce Commission.

Location and Method of Operation
at
Trains arrive/and depart from St. Louls, Mo., over the
tracks of the Terminal Railroad Association of 8t. Louis, here-
inafter referred to as the "Terminal." This accident occurred
on the Eads Division, which extcnds betwecn Relay Station, Fast
St. Louis, I1l., and Union Station, St. Louils, lo., a distance
of 3.27 miles. In the immediate vicinity of the point of acci-
dent this is a double-track line over which trains are operated
by tinetable and train orders; there is no block system in use.
The current of traffic is to the left. The tracks of the Ter-
minal are virtually one continuous yard. Train movements are
frequent and at irregular intervels. Trains are required to be
operated under control and in accordance with operating rules
end time~table rules and instructions.

The accident occurred about 3,450 feet west of Relay Sta-
tion, on the east trestle-approach of Eads Bridge which spans
the lississippl River. Approaching this point from the east
there are, in succession, a tangent 1,434 feet in length, a
5045' curve to the right 339 feet in length, and a tangent
which extends 692 feet to the point of accident and some dis-
tance beyond. The grade varies between 1.50 and 0.65 percent
ascending westward a distance of 2,809 feet to the polant of ac-
cident and is 0,65 percent at the point of accident. The open-
deck trestle-approach of Eads Bridge begins about 1,535 feet
east of the point of accident.

Q Tower is located about 400 fect west of Relay Station;
MS Office is located about 5,225 feet west of Q Tower and at
the west end of Eads Bridge. Signal 1, the leaving signal at
Q Tower, governs westward movements; it is of nonautomatic,
2-indication, color-light type and displays a red aspect for
stop, and a green aspect for proceed. The interlocking signals
at Q Tower, including leaving slignal 1, do not indicate track
occupancy. West-bound trains pass no other signal until they
reach MS Office.
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¥hen treins of tne Southern Railway arrive at East St.
Iouis the engines are detached. Terminal engines are coupled
. to the opposite, or rear ends, and the trains are pulled back-
ward over Eads brildge.

Operating rules read in whole, or in part, as follows:

9. Day sirfrnels rust be displayed from
sunrise to sunset, but when day signals cannot
be pleinly seen, night signals must be used in
addition.

Night signals must be displayed from sun-—
set to sunrise.

19. The following signals will be displayed,
one on each side ¢f the rear of every passenger
train, as nar¥ers, to indicate the rear of the
train: By day, green (or yellow) flags, or
rarker lamps (not lichted); by night, green (or
vellow) lights to the front and side and red

ligntes to the rear; * #* #
woa %

368, DU
Fugees must net e put on bridgze or elevated
structures.

51. In addition to markers on passenger
frains by day and by night, a red light shall
be conspicuously displayed at the rear of every
trein between Poplar Street, St. Louis, and "Q"
tower, East St. Louis. * * 3%

99. “hen a train stops under circumstances
in which it may be overtaken by another train,
the flagman rust co back immediately with flag-
man's signals a sufficlent distance to insure

Tull protection.
¢

When a train is moving under cilrcumstances

in wvhich 1%t may be overtaken by another train,
. the flagman must take such action as may be
hereszary to insure full protection.

Wnen day signels cannot be plainly seen,
owing to weather or other conditions, night
signals rust elso be used.

Conductors snd enginemen are responsible
for the vrntection of their trains.



109. A proceed signal, or a train order,
does not insure an unobetructed track ahead,
except through the tunnel. The tracks of these .
companies are virtually one continuous yard.
Train movements are frequent but often irregu-
lar. lovements must be made with trains under
control.

825. A flagman must ride on the rear of
each pascsenzrer train, prepared to comply with
Rule 99, if necessary, * * %

Generz21 rule 308 of the current timetable reads as fol-
lows:

In Tog or storrm and when view is otherwise
obstructed, engineren and trainmen rust be espe-
cielly elert and meo—we treoins under such control
as to insure stoppinz within ¢ distance track
is known to be clear. In case of accident, re-
sponsibility will rect with the moving train,

EORET T

Under time-table specirl rules end instructions applicable
to the Eads Division, rule 321 reads in part as follows:

l Between Fourteenth Street, St. Louis, and
Q interlocking plant, East St. Louis, trains
rust keep to the left, ¥ #* % Trains must
run with tne current of traffic unless other-
wice directed by proper authority.

The maximum authorized speed in the vicinity of the point
of eccideat is 15 miles per hour.

Fog accompanied by a thick blanket of smoke prevailed at
the time of the accident, which occurred about 7:15 a., m.

Description

Southern No. 2, a passenger train, arrived at Relay Station
at 7:03 a. m., according to the train sheet. The road engine
wae detached and Terminal engine 127 was coupled to the opposite'
enc¢ to pull the cars backward over Zads Sridge. This train, as
then assembled, with Southern Failway Conductor Dickens and
Terminal Enginemsn Mank in charge, consicted of Terminal engine
127, one coach, one passenger-baggage car, one baggage-express
car ana one mall-bagrage car. The coach and the second car
were oI steel-underframe construction and the last two cars were
o all-steel construction. Southern No. 2 departed westward,
passed @ Tower at 7:11 a, m., according to the train sheet, 16
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minutes late, and, while roving cn the east approach to the
bridge at a speed estimated to have been between 3 and 5 miles
per hour, its rear end was struck by Baltimore & Ohio No, 11l.

Baltimore & Ohio No. 11, a west-bound passenger train,
with Conductor Ross and Engineman Overbay in charge, coasisted
of engine 5209, one mail car, onre beggage-express car, one coach
and three sleeping cars; all the cars were of steel construction.
Thie trein arrived at Q Tower at 7:07 a. m., and, having received
a proceed signal indication, departed at 7:12 a. m., according to
the trein sheet, 4 minutes ehead of its eschedulied leaving time,
and, whi.le movinz 2t a speed estimated to have been 4 or & miles
per hour, collided with the rear end of Southern No. 2. Engine
520¢ beczme coupled automatically to the last car in Southern No.
2, end es a result of the impact the front coupler of the car
next to engine 127 vas broken; the rear truck of the last car in
this trcin was deralled.

Engine 5209 was damaged slizhtly and the Baltimore & Ohio
train was separated between the first and second cars as a result
of damage *o the couplerc.

Summary of evidence

Enginerman Mank, of engine 127, stated that his engine
hauled the cars of Southern No., 2 from Relay Station. When as-
cending the eastern approach to Eads Bridge the fog restricted
visibility so that it was not possible to see farther than 25
or 30 feet. He was operating the train at a low rate of cpeed
with the expectation of finding a train shead. When approach-
ing J Office, located about 3,100 feet west of Q Tower, he saw
a preceding train, Illinois Central No. 1€, about one-half car
length distant. He further reduced speed and soon afterwerd
Baltimore & Ohio No. 11 struck the rear end of his train. He
did not observe a red light on the rear of the preceding train,
but he said a light could have been there and obscured from his
view by escaping steam from the stear-heat hose, It is not cus-
tomary to dieplay markers in this vicinity. The Termiral rules
provide for the use of fusees, He believed that operation would
be safer if the rules required the use of lighted fusees on rear
ends of trains when moving under similar conditions, or if an
adequate block system were inctalled. He said that when a train
stops on the bridge it is customary for flagmen to provide prop-
er rrotection,

Fireman Finn, of engine 127, corroborated the statement of
the engineman except he estimated that the speed of his train
was about 3 or 4 miles per hour at the tire of the accident and
said that during 15 ycars of service he never saw trainmen pro-
vide fleg protection in this vicinity.



Flagman Curry, of Southern No. 2, stated that at Relay
Station he uacoupled the Southern road eagine, placed the back-
up hose in pnsition, set & lichted red lantern in the middle of
the east end-door of the mail car and left fusees in that end
of the car. He coupled the Terminal engine to the opposite end
of the train and conrected the air-brake and train-air signal
hose., ©No markers were placed on the rear end of his train. He
said that affter departing from Relay Station the conductor as-
sumed the duties of the flagmen, so that the flagman could as-
sist passengers off the train at Washington Avenue and Union
Station. The flagmen was in the coach when the impact occurred.
He said that it is not customary tn use markers on the rear ends
of trains in this wicinity; it was his undersvanding that a
lighted red lantern placed on the rear of a train was sufficient
and complied with the rules. ke understood that protection de-
pended upon the requirement of rule 308 that trains be moved un-
der such control as to insure stopping within a distance the
track is known to be clear. ke said a lighted red fusee dis-

played at the rear of his train might have prevented the accident.

Boggageman Mutch, of Southern No. 2, stated that the accl-
dent occurred at 7:15 a. m. He estimated that the speed of his
train was not more than 4 or 5 miles per hour.

Conductor Dickens, of Southern No. 2, stated that at the
time of the accident he was acting in the capacity of flagman.
A lizhted red lantern was displayed in the end-door eanclosure
et the rear of hig train. He was stationed in the mail car,
which was the rear car, and there was no place for him to ride
out:zide on the rear end. The east end-door, which contained no
window, was closed; he opened it once and looked out. He did
not know that a train was following and he said his only oppor-
tunity to see out was from the partly opened side door. In the
dense fog visibility was restricted to less than 30 feet. The
speed was about 3 or 4 miles per hour and the first intimation
he had of danger was when the following train struck the rear
of his train. At the time of the impact he was near the east

end or the car and was going from the side door to the rear door.

He had fusees but did not use them because the rules prohibit
putting fusees on bridges or elevated structures. He was not
aware of any Terminal rule requiring the use of lighted fusees
on rear ends of trains. The use of markers in this locality was
not customary and he understood that a lighted red lantern dis-
played at the rear end met marker requirements. He had operated
over the Terminal tracks into St. Louis for the last 10 or 12

years and had been assigned for 2 years past to this run and came

into St. Louis on alternate days but never had occasion to use
flagging equipment in this territory. He had been examined last
on the Terminal rules in July, 19392. The method of operation,
in his opinion, was reasonably safe and his train was protected
properly, according to the rules. While his train was moving he
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depended entirely upon rule 308 for protection and was expecting
following trains to be moving under such control that following
engine crews could see the lighted red lantern at the rear of
his trein in time to stop. He did not think that under the ex-
isting conditions a lighted red fusee at the rear of his train
would have afforded additional protection.

Engincman Overbay, of Baltimore & Ohio No. 11, stated that
when the nreper signal indications were received his train de-
perted from Relay Station and passed leaving signal 1, which
was Jdleplaving a proceed indication. He was using the drifting
valve only and fthe speed on the grade was not in excess of 5
miles per hour. He was maintaining a vigllent lookout and
Through thie dense fog saw the rear end of a preceding train.

He immediately =oplied the air brekes in emergency but it was
too late to avert the accident. He sav only the upper half of
the rear car =nd did not nee a lighted red lantern on its rear
end. He had opercted over thi: bridge for the past 25 years and
during that period he had never been flaczed from the bridge,
but occasionally he had scen a lighted fusee on the reor end of
a train. He attended a Terminal rules examination on llay 25,
1939, In cleer weather it wac customary for flagmen to flag
from fhe rear end of the preceding train., He was complying with
the recuirements of rule 308 to the best of his ability and he
said that if he had operated his train more slowly on the in-
cline the engine would have stalled. He said that 1f nmple
warning of the proximity of the preceding train had been given
in accordance with the requirements of rule 99, or had this por-
tion of The line been equipped with an adequate block system,
probably thc accident would not have occurred. The air brakes
on his trair functioned properly.

Fireman Hastings, of Baltimore & Ohio No. 11, stated that
when his train was approaching the point of accident he was
mw.intaining e lookort through the open front storm-window.
Visibility was restricted by dense fog %o a distance of 20 or
50 feet in front of the engine. When about 25 or 30 feet from
Tthe preceding train he saw part of the end of its rear car. He
inmeciately called a warning of danger and simultaneously the
engineman applied the brakes in emergency. He estimated that
the speed was 4 or 5 miles per hour at the time of the accident.
He did not see a lizhted red lantern on the rear of the Southern
trein, end he had no knowledjre of a preeccding train. If his
train hod moved more slowly on ihe incline the engine would have
8talled, therefore, he thougnt that under the existing weather
eonditions rule 308 was inadcquate for proper protvction., Pre-
viously he had been flagged on Eads Bridge by a lighted fusee
from e rear of a preceding train, and he thought that had there
been o lighted fusee or markers displayed on the rear of the
preceding train this accident might have been averted, He had
attended Terminal rules examination during May, 1939.



Conductor Hoss, of Baltimore & Ohio No. 11, stated that
for abcut & years past he had been workinz on trains which were
orerated over the tracks of the Terminal, and he was familiar
vith trne method of operation in the vicinity of the point of
the accident. He had last teen examined on the Terminal rules
on may 8, 1939. Although the weather was foggy the day of the
.ccident, he was not slarmed at the manner in which his train
wes teing operated Jjust prior to the ccllision. He said that
unioubbed“v a lighted fusee displayed from the preceding train
vould heve prevented the accident. His engineman appesared to
be normal.

Mlegman Lamb, of Baltimore & Ohic No. 11, stated that he
was in the rear car of his train at the time of the collision.
In the deare oy visibility was restricted to about one coach
lensch, therefore, as en extra precasution, he stuck a lighted
fusee 1a sore snow thst had blown on the rear platform. He es-
timated trhat the epeed was abnut 5 miles per hour at the time
of the zceident ord 32id trhat oo a result of the impact he was
knocxed down, Soon afterward usirg 2 11 hted fusee he Tlagged
a following train., larkers and a lizhted red lantern were dis-
pleyed at the recar of his own train but he thought that the Ter-
minal ruleg regnired trhe display of only a lighted red lantern. |
As cn added precautinn vhile »asscinz over the bridge during f
fogay ve~ther he folloved the practice of displayving a lighted '
fusec at the rear of the trsin.

Baggageran Buckley, of Baltimore & Chio No, 11, added '
nothing o’ importance. !

Train Director Flaherty, at @ Tower, stated that he saw g
lighted rod lantern on the rear of Southern No. 2 when 1t passed
his tower. He knew of no cxception to the rules requiring that
rnarkers and a red lignt be displayed at the rear of passenger
trains, but he considered that a red light at the rear of a
trein vas sufficient. It was foggy when Baltimore & Ohio No, 11
departed from Relay Station, 1 minute later than Southern No. 2,
and ot a slightly hicher ra te of speed. Althcugh the rules re-
quire enginemen to look out for trains ahead, also that flag
pretection be afrorded on the bridge, he thought that probably
¢ eafer method of operation would be provided by epacing treins

5 minutes cpart. ‘

Porgenger Trainmaster Perry, of the Terminal, stated that
prior tc Lne aceident traine Lhat were pulled backward over
Terminal trac¥s were not required by prectice to display mark-
ere; but since this accident, o1l trains were required to dis-
play merkers, He sald that lithted fuseecs could be digsplayed
from the rear ends of trains operating over the Eads Division,
either by holding them or by fastening them to the drawbars,
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Signal Engineer Hix stated that movements under close
headway are made from Q Tower to MS Office and that the spacing
between trains is approximately 1,000 feet. He said that the
value of autematic signels in this territory was dquestinnablie.
If automatic eignals were installed many trains stopped by the
display of stop indicetions would be unable to start on the
ascending grade. If trains were admitted into the gamne terri-
Tory under a call-on signal they would then move under condi-
ticns as covered by rule 99. In all cases movements are nade
uncder conditions commonly encountered in yards, and the terri-
Tory in question is so classifled. Aside from the doubtful
value of automatic signels at this location it would be dirfi-
cult, if poesible, to maintain ftrack circuits because the rails
on tne bridge creep from 30 to 33 feet per month.

Subsequent to the accident the superintendent of tre Ter-
ninel ics-ed a circular, dated Decerber 28, 1939, addressed to
the Il1lirctig Central Railroad, the Southern Railway and the Mo-
bile & Ch.o Railroad, which reads as follows:

nffective at once, please arrange to have
narkers dieplaved on the rear of your pasgsenger
trains operating between Union Station and Relay
Depot. hig is in addition to red light re-
quired by Rule bl.
A statement of traffic density over Eads Bridge covering
the 30-day period viicr to the accident disclosed a movement o
1,956 passenger trains, 1,205 freizht trains, and 1,813 light
enzines, or a total dally average of 165.8 movements,

Discussion

According to the evidence, a dense fog prevailed in ihe
vicinity of the point of accident. The rules of the Terminal
require a train to be operated in for or storm under such con-
Trol as to insure stopping within a cistance the track is known
to ve clear.

Southern Neo. 2, departed from Relay Station at 7:11 a. m.
and was proceeding on the bridge approach at a speed of 3 to 5
miles per hour; 1t had reached a point about 3,450 feet west of
Relay Stalion when it was struck by the following train, Balti-
more & Ohioc No., 11.

Baltimore & Ohio No. 11 departed from Relay Station at
7112 a. m., 4 minutes in advance of its schedule leaviny tine.
The Terminal has no rule pronibiting a train leaving in advance
of 1ts schedule. All members of its crew were agreed that the



speed at the time of accident wase not in excessewef o 1iles ner
Lour., Toth nerbers of the cngine crev rtated that t

he rear of
the wreceding train was not seen until only sbout 25 o1 &0 “eetb
ahcsd ~f tarir engine. The brakes were applied inrecictely,

in erergency, but too late to avert the accident. Tk, onT1INc-
mer, corioborated by the fireman, stated that there were nn nark-
ere displaved at the rear of the preceding train and the lishted
red lzntern could not be seen. No atters pt had been male ny uvhe
crew T the precedins tran to flam then

T~e conductor of Youthern No. 2 wss scting in the cepacity
of floomen at the time of the accident. His train wvas bolax
bu 1lle”d backward over the bridge and the narkers were anc trons-
ferred to tnat end of the train, which was its rear end at The
tir.e of the accident. FHe gaid that he wos farmiliar —ith tae
rules o tie Terminal, snd that he h~d Dbeen exarined recently
rul=gz, but he thou;nt that a red lantern disployed at
cr uifilled the requirements of rules 19 and 5i. Hi1s
,cons for non—compli“nc, vith the requirements of rules 99
cné 825 were tnat ke belicved a Jlighted fusee WOLTd heve been
ugelecs, aad that n thrs inestence 1t was impossible to atavion
himgell at the rear of the trein becaunre the rear car s a
mL11~butgu»c car without o rear pletform. He sz2id that he could
not meinta a conctant lookout from tile rear door as 1t had no
windo 7, buu djd not explain why the door could not have been
left open in order to provide hiwmsclf with necessary nowledge
of 2 following rovernent.

The rules recquire that in fogpy weatnecr all troins rust be
operated under such control that will 1insure utoppln’ within a
distence the track is ¥nown to te clear, All members of the
erew oF tho following train azvrceed thet 113 speed was not in
excess ¢f & miles per hour; the ectiated speed Hf the preceding
trein, which was closcly folliowing enothcr %rein, wes 3 Tto 5
miles ver hovr. In view of the drmnge sustained by Toth troins
involved, npparently the speed of the RBeltirmore & Chio train was
in excess of thit estimated by the meubers of its crew and also
in ercess of that in which it could be operated in compliance
with the rules.

Various members »t both crews involved expressed the onin-
ilon that a ligchted red lantern at the rear of a train met che

recuirements for marlkers. The train director said that it wes (‘

his undersvanding that a red lantern met marker requircreats on
the Terminal tracks. The trainmecter said that prior to uae
accident when a trein reversed i1ts directi~n markers were int
required, and that a lighted red lantern was considered suffi-
cient; however, since the accident a bulletin has Teen 1ssued by
the Terminal which requires ¢11 trains operating over tre Termi-
nal to display merkers and a 1lirhted red lantern at the rear end.
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The investigation disclosed that cven though mos?s ¢f bthe
coployces involved had Tteen exsmined recently on the oncirating
ruleg, they did not appear to have a common understending of
them, The investigation also discloscd that a trainmaster of
the Terminal knew that trains teing pulled backward over The
territory involved were not reguired by practice tec dicplay
markers., Thege facts indicate lax supervision snd improper
eaforcecment of the rules.

According ton the signal engineer, the »nly spacing of
wes t~-bound trains i1n the territory between Q Tower snd NS O
2. distrnce »f about 1 mile, is done at the leaving siznil 2
Tower. Trains are permitted to follow each other from the
leaving siznal ot &« distence ~f about 1,000 feet, but no provi-
g1on 1e made tc cive crews informaticn concerning trock occu-
pancy. Thcre 1s nothing to vrevent troins closing up oo each
otlier ot 2ny proint tefore reeching LS Office. OConsidcering the
density of traffic #nd the circumstances oand conditions involved
in this eccident, it 1s epparent that sdditinnal protecli-n 18
needed.,
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Conclusion
hi1s accident was ceused by foillure to provide proper pro-

tection for the preceding train, end by failure to conirel the
speed of tue following train properly.

Recommendatinn

In view of the density of traffic on this divisioa, 1T 1s
recomnended that operating officirls immediately wgive consid-
eration to the necessity for additional protection.

Reegpectfully submitied,
S. N. MILLS,

Director.



