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Terminal Rallroad Associatlion
of 8t. Louis

July 12, 1940

East St. Louis, Ill.

Regr-end collision

Freight : Passenger
Terminal t M. & O.
Extra 130 No. 3

130 ! Gas-electric

rnotor-car 1820
31l cars ¢ 1 car
Standing : 5=10 m. p. he
Timetable and train orders

Double; 5°45!' left curve; 1.5
percent descending grade eastward

Clear

9:03 a. m,

1 killed

Failurc to provide proper flag
protection for preceding trailn,

and feilure to control speed of
following trein properly




August 24, 1940,
To the Commission:

On July 12, 1940, there was a rear-cnd collision between
& Terminal Railroad Associetion of St. Louls freight train and
a Mobile & Ohio Railroad passenger train on the line of the
Terminal Rallroad Associatlion of 8t. Louls at Eest St. Louls,
I11., which rcsulted in thc derth of one cmployce. This accidont
was investlgated in conjunction with representatives of the
Illinois Commerce Commission.

Locatlon and Method of Operation

Trains arrive at St. Louls, Mo., and depart over the
tracks of the Terminal Railroad Agsociation of St. Louis, herein-
after referred to as the "Terminel." This accident occurred
on the Eads Division, which extends between Union Station,
St. Louis, Mo., and Relay Station, East St. Louis, Ill., a dis-
tance of 3.27 miles. In the immedlate vicinity of the point of
accident thie 1s a double-track line over which tpralns are
opcrated by timetable ond train orders; there ie no block system
in use. The current of traffic is to the left. The tracks of
the Terminal arc virtually one continuous yard. Train movemcnts
are frequent and at irregular intcrvals. Traing are redquired %o
be opcrated under control and in accordance with operstlng rules
and time-table rules and instructions.

The accident occurred on the westward track at a polnt
about 3,238 fect cast of MS interlocking. As the polnt of accident
is approached from the west there is a tangent 920 fcet long,
followed by a 5045!' curve to the left, 339 fect in length; the
accident occurrcd on thig curve a2t a polnt 39 feet from 1ts
eastern end. The grade for esst-bound trains is 0.65 percent ‘
descending a distance of 971 feet and then 1.5 perccnt descending
a distance of 249 feet to the point of accldent.

MS interlocking is located at the west end of Eods Brildge,
which spans the Mississippi River, and near the east portal of a
tunnel, which 1s 4,095 fect long. X interlocking 1s located
about 300 feet west of the west portal of this tunncl. § Tower
is located 5,241 feet cast of MS interlocking. Intcrlocking
signals do not indicate track occupancy.

Opcrating rulcs recad in whole or in part as follows:

19.***

A rcd flag by dey and a red light by
night shall bc conspilcuously displayed on
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the rear of every frelght train on mein
track not displaying standard markere, the
red light on right side of rear end of rear
car.

‘ 36, LU I ]

Fusees must not be put on bridge or
elevated structures,

5L, In addlilion to markers on passenger
tralng by deay and by nisht, o red light
shall be conspicuously digpleyed ot the
rear of every train between FPoplar Streed,
St. Louls, and "Q" towecyr, Zast St. Louis.
On freight tralns the red light shall be
on right side, rear cnd of rear car.

99. When a trein stops under circumstances
in which it may be overtaken by another train,
the flagman must go back immcdisately with
flagman's signals a sufficient digtance to

insurc full protuction.
LU ORI

109. A procecd gignal, or a troin order,

aocs not lnsuarec an unobstracted track aheed,
exccpt through the tuanel. The tracks of
these companies are virtually one continuous
yard. Train movements esre frequent but often
irregular. Movements must be made with trains

ander control.

2€l. On portions of the ro~d sgo gpecificd on
the timetable, treins will run against the
current of traffic by interlocking or block
signals, whosce incications will gupcrscde
timetable esuperlority and will take the placc
of train orcers.

262. The movement of tralne will be supervired
by the train dispetcher, whe will issuc instruc-
tions.

Train under Control is definecd syt Ability to stop within
‘ the distance the track is known to be clear.

Time-teble gencral rules vead 1n wholec or in part as
follows?

WARNING! All omployces, for their own

o02,
safety, are warncd to familirrize themselves



with * * * gJangerous obstacles that do not

clear a man uJpon the top of covered cars, or

while upon the side of a car, * * # .
Particular attention is directed to the

following principal overhead structures:

EADS DIVISION — Eads Bridge, St. Louls

Tunncl, % ¥ #

308. 1In fog or storm and when view 1ls other-

wlse obstructed, enginemen and trainmen must

be espccially alert and move *trains undcr such
control as to insurc stopping within a distance

track is known to bo clecar. In case of aceldent,
responsibility will rest with the moving train, * * *,

The wenther was clear at the timc of the esccident, which
occurrcd at 9:03 a. m.

Desgcription

Ar east-bouand Termingl freight train, ~ith Conductor Pique
and Engineman Flanders in charge, consisted of engine 130 and 31
cars. This train depsrted from X intcrlocking at 8:53 a. m.,
according %o thoe train sheet, moving on the westward track, passed
NS interlc ing et 8:58 a. m., =nd continued cn the westward
track to Q@ Tower wherc 1t was stopped at 9 a. m. bccause of con-
flicting movements through the interlocking at theat point.

Nos. 3, r~n cest-bound Mobile & Ohio Rallroad passengcr train,
wlith Conductor Chirisman and Fngineman Wilson 1n cherge, consisted
of gas=electric motor-car 1820 and one coach. Thig-train departed
from St. Louis at 8:50 a. m., on tim:. according to statemcnts
of the crew, was diverted to the wesiward treck and nassed X inter-
locking at 8:58 a. m., according to the train sghecet, 3 minutes
latc, passcd MS interlocking at ©:02 n. m., 3 minutes late, and,
while moving at 2 soced estimated to heve been between 5 and 10
niles per hour, collicded with Extra 130.

None of the equipment of either *trailn was derailed. Motor-
car 1820 and the coach of No. 3 wcre elightly damaged,

The employec killed wes the flegmen of Extre 130. .
Summary cf Evlidence

Fngincman Flendereg, of Terminal Extra 130, stated that his
train wag operated cast-bound over thce westward trock between
X interlocking and Q Tower. His train stopped at Q Tower at
9 a. m., About 3 minutes leter he felt a slight jar and his englne
was moved forward a distance of about 2 feet. He looked back and
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saw the M. & O. train standing at the rear of his traln. He
said thet in the vicinity of the point cof accident, because of
bridge girders and track curvature, it is difficult %o Getermine
which track another train is using. He sald that it 1s not
customary to signal a rlagman to protect the rear of = train.

It 1s customary for a Terminal flagmen to station himseclf on

the rear coupler of the rear car while his train is crossing
Eads Bridge end to flag following ftrains from that location.

All trains are required to be opsrated under control.

Firceman Schembure, of Terminel Extra 130, corroboretcd the
statement of hils engineman. After the accident occurred the
fireman proceeded to the rear oy the train and found the flag-
man lying necerby. A lantern was nea» the flagman; both the
lantern fromc and the lentern gzlobe werc broken.

Conductor Ploue, of

Do

egrminal zxtra 130, stated that his
train stopp~d at Q Tower at 9 a. m. and the accident occurced
cbout & minutes later. At the time of the accident he was
stationed on the rear of %hc tender. The train was sghoved
forward about 1-1/2 fect by the impact. From the position of
the fle~1an end k1s lantern afbrr the accluent the conductor
formeca che cplnion thet the flagman hed a rod lantern in his
hand when the accident occurred. A reod lantern is the only
flagging ecuipment reguired on the Eads Division. The reecr

car wra a ! -nnsylvania Relilrocaoad box car on which The hand brake
was locate: at the west end. He sald thet while runaing through
the tunnel end across the bridge involved thc gafeet place for a
flogman to station himsgelf i1s on the rcar coupler. The range

of vigion in the vicinity of thce point of eccldent is about 30
cer lengtiia. Tecman are reguircd oo proceed back a surficient
digtance to insure protection; however, when the weather 1s
clsar it is customary for a flagman To flag a following traln
from the resr coupler of hisg own trein. The boardwalk between
the two tracks on the bridge 1s 6 or & feet in width.

o

Brakeman Lewis, of Terminal Extra 130, corroborated the
statement of his conductor.

Engineman ¥Wilson, of M. & C. No. 3, steted that an air-
brake test of his train wae made at Union Station, St. Louls; the
brakes functioned nroperly at all points where used en roudte.

His train was dlverted to the westward track st X interlocking.
When his train approached the polnt of accident the weather was
clear and visibllity was unrestrictcd; however, his view ahead
was restricted by track curvature and pridge girders. He first
observed the recer end of Extra 130 at a distance of about 90

feet but thought it wes on the castward track until his own train
was within about 20 fect of 1it; at thet point he obscrved the
flagman standing on the rear coupler. The flagmen made no effort
to give stop signals but was ettempting to climb to the side
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ladder. He said thset it is usual to overtake tralns on the
bridge and that it is customary for flagmen of these trains

to remaln on the rear end sill or coupler and to give stop
slgnals by hand. When he first ohserved the preccding traln
the speced of his own train was about 15 mlles per hour; 1t was
reduccd to about 5 miles per hour at the time of the collision.
He did not think a man stationed at the left side cf the motor-
cer could have observed the precoding train before he himsclf
observed it. He undevstood that the rules required him to
operate hisgs traln under contrcl but he &id not realize that the
prcceding srain was on the same track ag his train until it was
too late to take action to avert the colllsion. He was last
examined on the operating rules in Hay, 1939,

Conductor Chrismar, of Y. & O. do. 3, stated thot when his
train approached the point of acciden®t he wags stationed on the
rear platform. The gmeed of bls traln was sbout 15 miles per

hour. Lon’..ng ahead along the left side of the train he observed
a cut cf cars standing at a point about four cor lcngths distant.

The flagman stood on the vuer coupler and wrved one stop signal
with cither a picce oTf paper or o plece of white cloth. The
cngincer 1 oapodlica the air brakes in emergecacy nnd the spced was
reducc  tn & or 10 miles porr hour at the timc ol the collision.
He stated that wihile %rains sre moving on the trocks of the
Termirel crcws pilace riore dependence upon the rule reguiring
traiis to rove under c¢nntrol thean upon the [lagging rule.

Seggageman-Flagmnn Smith, of M. & Cs No.o 3, stated that he
was 1n the bhaggage compartment when thoe brakes were applied in

emergency. The train moved about 100 Tect and thcn, while moving
at a speed of about 5 miles per hour, struck the prcceding trein.

Chief Power Director and Dispatcher Letta stated that he
wes on duty at X interlocking at the tlime of the accident.
Terminal Extra 130 and M. & C. No. 3 were routed over the west-
ward track from X 1ntcrlocking to Q Tower becausc of congested
movement on the eastward trock., Traln orders were sent to the
orerators at MS interlocking and Q@ Tower specifylng that these
tralns would operate east-bound on the westward track; the rules
do not require that cowvles of traln orders be delivered to train

crews. 1t 1ls necessary for a flagman %to ride on the rear coupler

in the territory involvcd brcausc of close clearance in the
tunnel. Cobooscs are not uscd on Terminal trains operating over
Eads Brildge. He seld that the rulce required followlng tralns
to move under control cxpecting to find a train nhcad.

A statcment of traffic denslty over Eads Bridge covering
the 30-day period prior to the dny of the accldent disclosed a
movement of 1,020 passenger trains, 1,099 freight trains, and

1,638 1light engines, or a total delly average of 1£25.2 movements.

"
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Observations of the Commigsion's Inspectors

Vigusal tests made by the Commission's inspectors disclosed
that a box car standing aft the peint of acciden® could be first
seen from a polnt 1,263 fecet distant; from a point 330 fect
distant 1t was possible to determine on which track thc car was
gstanding.

Discuggilon

According to the evidence, therc wag » congested movement
ocn the castward track and Tcrmlnal ZEZxtra 130 and li. & O. No. 3
werc operated over the westward tracl between X Interlocking
and ¢ Tower. Torminal Extra 130 stopped at Q Tower about 9 a. m.,
and about & minutcs later was struck ny 1. & 0. No. 3.

Und~r the rulcs the flagman of the preceding train was
requlired cc go beck immedietely with flagman's signals a
sufflclent distance to insure full protection. The cvidence
Indicetes that the flagman remained on tho rear coupler until
the ¢ lowing brain practicelly reached tlie rear cnd of ailg
trais. Hacd the flagman gone back the distence which he could
heve covercd in the time available, 1t is probable his signals
woulc have been seen by the cngincman of the followiang ftrain
in tiuc ¢~ tako action to stop higtrein chort »rf the train ahead.
Why oac [.rgman éid net go back could not be determined as he
was killled in thc accident.

Under the rules the following train was required to proceed
under coutrol end to be preparcd to ~top within the distance
the track was lnown to be clear. Tiic engineman and the conductor
sald that the speed of their train ~ns about 15 miles por hour
vien 1t wos epproaching the poilnt where the accidenc cccurred,
Foth said that the prccecding train covld bc secn a short dis-
tance only. The engincman said that he did not sec the flagman
of the preceding train give stop signals; lhe conductor sald that
he sew the flagman give one signal with some white object in his
hand. Both the conductor and the cengincmaen salc that the flag-
men was stationed on the rear coupler of his trein when they
first saw him. Hed the f{ollowing train been operated in com-
pliance with the rulce no doubt this accicoent would heve Dbeen
averted.

Cebooses are not provided for Terminal trains opcrated over
Eads Divigion and, when the renr car is a housc-car, 1t 1s
nccessary for a flagman to station himself on the roar coupler
because of close overhezd clearance. It ig customary for a
flagman of & Terminal train to flag o following train while he
is stationed on the rear cer of his train. Flagmen are not pro-
vided with flaggineg equipment other then a red lantern used to
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provide a markcr for the train, end they are not pormitted to
throw off burning fuceces on the bridge structure. &hoou
condltions present a dangerous situsition for o flagmen.

L
This Bureau investigated another rear-end cellision
which occurred on December 25, 1932, on this railroad at a
point near tlie gscenc of the accident here under iavestigation.
In the rcport of this Bureau covering the former accident, 1t
was pointed out that there was nothing to provent trains from
closing up to ecach other at any point between MS intcrlocking
and Q Towcr, ard the following recommendation was maae:

"In view of the density of trafric on
this division it is rccommcaded that opcerat-
ing offlcials immediately give conciderution
to the necessity fox adcitlonal protection,

The average dally movewent during the 30-dey period preceding
December £5; 1930, wes 165.8. Betwcen the dates of these two

accldente aodmc of the treffic was le rtcd to anoticr route;
however, during the 30-dey OL”lDi nrior to July 12, 1940, the
averac © GE&LLY Toav ment was 125 2 Dnd it ¢oes rot appear that
any w- . riair change in opcrating ]labtlbr was made. Conglderlng

Tthe G0 glty of troffle in tals territory and the circumstances
ancd cuuailtiong invoelved in chieg sccident, it is apparent that
the prove:.ion provided on this linc is not adequatc.
Conclusion

Thiec incldent was causcd by Ffailure to provide adequate
Tlag ool nlon Tor the preccaing troin and by fallure to control
propav .y a2 gpeed of the following lrain.

rcecommandation

It 1s recoamended that operatin~ ~fficlals promptly take
necessoery aeasurcs to proviae aiditi-nrl protection on this line.

Respectfully subnmitted,

S. N. MILLS,

Director. .



