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SUMMARY 

Date: 

Ra i l roads : 

Loca t ion : 

Kind oT acc ident : 

Trains I n v o l v e d : 

Engine numbers: 

Consis ts : 

Estima ted speeds: 

Operat ion: 

Tracks: 

Weather: 

Time: 

Casua l t i e s : 

Cause: 

December £6, 1952 

Vabash Terminal Ra i l road 
Assoc ia t ion of 
S t . Louis 

May S t r e e t , St , L o u i s , Mo. 

Side c o l l i s i o n 

Transfer t ra in Transfer t r a i n 

D l e s e l - e ] e c t r l c 
unit 1215 

51 cars, caboose 

8 m. p . h. 

Double; tangent; 
l e v e l 

D i e s e l - e l e c t r i c : 
uni t 360 

25 cars , caboose : 

8 m. p . h. : 

I n t e r l o c k i n g 

Double; tangent; : 
l e v e l 

Clear 

11:13 a. m. 

1 k i l l e d ; 4 injured 

Terminal Rai l road A s s o c i a t i o n of St . 
Louis tr . r ' :L- p o" t r a in moving out of 
control, cri ' js L ,^ni • ng grade, as a 
r e s u l t of -iid pove~ bra'i^s on the 
r e a r 39 ca. ro ard i;he caboose being 
i n o p e r a t i v e because of a c losed 
angle cook between the twe l f th and 
the th i r teen th cars 
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INTERSTATE COMMERCE COMMISSION 

REPORT NO. 3501 

IN THE MATTER OF MAKING ACCIDENT INVESTIGATION REPORTS 
UNDER THE ACCIDENT REPORTS ACT OF MAY 6, 1910. 

WABASH RAILROAD COMPANY 
AND 

TERMINAL RAILROAD ASSOCIATION OF ST, LOUIS 

March 19, 1953 

Acc iden t a t May S t r e e t , St . Lou i s , Mo. , on December 26, 
1952, caused by a Terminal Ra i l road A s s o c i a t i o n of 
S t . Louis t ransfer t r a in moving out of cont ro l on a 
'descending grade, as a r e s u l t o f the power brakes on 
the rea r 39 cars and the caboose being i nope ra t i ve 
because of a c losed angle oock between the t w e l f t h 
and the t h i r t e en th cars . 

1 
REPORT OF THE COMMISSION 

PATTERSON, Commissioner: 

On December 26, 1952, there was a -side c o l l i s i o n between 
a t r ans fe r t r a in on the Wabash Rai l road and a t ransfer t ra in 
on the Terminal Ra i l road Assoc i a t i on of S t , Louis at May 
S t r e e t , St , Louis , Mo. , which re su l t ed in the death oi1 one 
t r a i n - s e r v i c e employee, and the in jury of four t r a i n - s e r v i c e 
.employee a. ' 

1 
Under author i ty o f sec t ion 17 ( 2 ) of the I n t e r s t a t e Com­

merce Act the a b o v e - e n t i t l e d proceeding was r e f e r r e d by the 
Commission to Commissioner Pat terson f o r cons idera t ion and 
d i s p o s i t i o n . 
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This acc ident occurred a t the I n t e r s e c t i o n of the Wabash 
Ra i l road and the Terminal Ra i l road A s s o c i a t i o n of St . L o u i s , 
he r e ina f t e r r e f e r r e d to as the T . R . R . A . , a t May S t r e e t , S t . 
L o u i s , Mo, The c ross ing i s l o c a t e d on that pa r t of the S t . 
Louis Terminal D i v i s i o n of the Wabash extending between Luther 
Yard, S t . L o u i s , and St , Louis Avenue Yard, St , Lou i s , 3.38 
m i l e s , and on that pa r t o f the T . R . R . A . extending between 
Granite C i t y , 1 1 1 . , and Car r ie Avenue, St . L o u i s , 5.10 m i l e s . 
The c ross ing i s 1.87 mi les south of Luther Yard and 3,93 mi les 
west of Granite C i t y , The tracks i n t e r s e c t a t an angle of 
4 3 ° 5 8 ' , In the v i c i n i t y of the cross ing the l i n e of the 
Wabash cons i s t s o f two running t racks , over which movements 
are made under the j u r i s d i c t i o n of a yard master. In the 
immediate v i c i n i t y of the c ross ing the tracks a re tangent and 
p r a c t i c a l l y l e v e l . In the v i c i n i t y of the c ross ing the T . R . R . A . 
i s a double- t rack l i n e , over which movements wi th the current 
of t r a f f i c are operated by t imetable and an automatic b l o c k -
s igna l system. East of May S t r ee t th is l i n e crosses the 
M i s s i s s i p p i R i v e r on Merchants Br idge , which i s approximately 
4,200 f e e t in l e n g t h . The west abutment of the br idge i s about 
1,800 f e e t east o f the c ross ing . From the east there a re , i n 
succession, a tangent 4,250 f e e t in l eng th , a 4 C curve to the 
r i g h t 754 f e e t , a tangent 799 f e e t , a l ° 2 0 f curve to the 
r i g h t 402 f e e t , and a tangent 22 f e e t to the c ross ing and 
97 f e e t westward. From the east there i s a v e r t i c a l curve 
1,279 f e e t , then the grade i s , succes s ive ly , 0.01 percent 
descending 621 f e e t , 1.51 percent descending 1,695 f e e t , 
2,036 percent descending 500 f e e t , 1.08 percen t descending 
300 f e e t , and l e v e l 239 f e e t to the c ross ing . The northward 
running track of the Wabash and the westward main track of 
the T . R . R . A . are connected by an a u x i l i a r y track which extends 
bett/een a switch in the Wabash track 238 f e e t north of the 
c ross ing and a switch in the T . R . R . A . track 180 f e e t east of 
the c ross ing . South of the c ross ing , a t r a i l l n g - p o i n t 
c rossover connects the two running tracks of the Wabash. The 
switches are a l l o f the hand-throw type . 

Movements over the cross ing a re governed by i n t e r l o c k i n g 
s i g n a l s . I n t e r l o c k i n g s igna l 6, governing south-bound move­
ments on the northward running track of the Wabash, i s l o c a t e d 
100 f e e t north of the c ross ing . Automatic s igna l 7D and i n t e r ­
l o c k i n g s igna l s 7EF and 7AB, governing west-bound movements on 
the westward main track of the T . R . R . A . , are l o c a t e d , 
r e s p e c t i v e l y , 1,680 f e e t , 379 f e e t , and 65 f e e t east of the 
c ros s ing . These s igna l s are of the sea rch l igh t type and are 

Loca t ion of Accident and Method of Operat ion 
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continuously l i g h t e d . Aspects app l i cab l e to t h i s i n v e s t i ­
ga t ion rnd the corresponding names and i n d i c a t i o n s are as 
f o l l o w s : 

Signal Aspect 

6 * Y e l l o w 

7D Y e l l o w 

7EF Red-over -
7AB red 

Ind i ca t i on 

Proceed a t r e s t r i c t e d 
speed. 

Approach next home . 
s ignal prepared to 
s top . 

Stop. 

Name 

Low R e s t r i c t i n g 

Caution s igna l 

S top-s i :nol 

The con t ro l machine I s loca ted a t a switch tenders ' cabin in 
the southeast angle of the c ross ing . Time, i n d i c a t i o n , and 
route l o c k i n g are p rov ided . The con t ro l c i r c u i t s are r,o 
arranged that a con t ro l l ed s igna l con d i sp lay an aspect to 
proceed only when c o n f l i c t i n g routes through the i n t e r l o c k i n g 
are unoccupied and a l l s igna l s governing movements through 
c o n f l i c t i n g routes are d i s p l a y i n g aspects to s top . The con t ro l 
machine i s operated by switch tenders, who a lso operate hand-
throw Switches in the v i c i n i t y . 

Operat ing rules of the T . R . R . A . read in pa r t as f o l l o w s : 

TRAINMEN. 

1051. ''Then making up a t r a in on which a i r -brakes p±'e 
to bo used, a l l hose connections must be coupled and a l l 
angle cocks opened, except . the one on the rear of the 
l a s t ear on which the a i r -b rake i s to be used. 

1 Tho r e loaso cocks on the a u x i l i a r y r e s e r v o i r s 'mst be 
c lo sed , the handles of the p r e s su re - r e t a in ing v a l v e set 
p r o p e r l y , the cars cut in and the hand brakes re leased 
be fo re the a i r -b rakes are t e s t ed . 

1052. ' When a t e s t a p p l i c a t i o n of the a i r -b rakes i s 
made, trainmen or car inspec tors must see by look ing a t 
brake cy l inde r p i s tons that they r.re a l l se t p r o p r r l y j 
must g i v e the proper s igna l f o r r e l e a s i n g the brake.; and 
sep by again l o o k i n g at brake cy l inde r p i s tons that tkoy 
are a l l r e l e a s e d . 
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CAR INSPECTORS. 

1121. (Some as rule No, 1051 for t r a i n m e n . ) ' 

1125. Inspec tors must inform the conductor and 
engineer when the t e s t s are completed. 

1127, (Same as ru le No. 1052 f o r t ra inmen.) 

General No t i ce No. 906 dated A p r i l 17, 1950, and addressed 
to a l l enginemen reads as f o l l o w s : 

Enginemen's Terminal Inspec t ion regard ing a i r brake 
t e s t to be made a f t e r coupling up to t r a in and r e c e i v i n g 

• - s igna l s that t r a i n p ipe a i r i s ready to be charged: 

Engineers w i l l be governed by request o f t r a in crew 
and car inspec tor airman. I t i s the p r a c t i c e of our 
crews to f u l l y charge t r a in l i n e to SO pounds pressure , 
then make a reduc t ion of 20 pounds, and r e l e a s e t r a i n 
brakes as i n d i c r f s d by a i r gauge on engine , t ra in l i n e 
w i l l charge to gauge prsagsure. The t ra in i s then ready 
to proceed on r e c e i p t o f proper s igna l from t ra in crew. 

. Engineers w i l l see that' i n s t ruc t i ons are f o l l o w e d . 

The naximum authorized speeds f o r f r e i g h t t ra ins are 
20 mi les per hour f o r Wo bash movements over the c ross ing a t 
May S t r e e t , 20 miles per hour on the main track of the T . R . R . A . , 
and 10 mi les per hour f o r west-bound T . R . R . A . movements approach­
ing West Approach Tower, near the west end of Merchants Br idge , 
and from Vest Approach Tower to May Stre.:t c ross ing . 

Descr ip t ion cf Accident 

A Wabash t ransfer t r a in , cons i s t ing o f D i e s e l - e l e c t r i c 
uni t 360, 25 cars , and a caoocse, entered the l i n e of che 
T . R . R . A . at Granite C i t y , departed from Granite Ci ty at 10:46 
a. m, 3 and a r r i v e d a t May St ree t about 11:02 a. m. A f t e r an 
i n t e r v a l of severa l minutes th i s t r a i n proceeded through the' 
a u x i l i a r y t t r a c k to the northward running track of the Wabash, 
then began a r eve r se movement over the cross ing and through 
the c rossover to the southward running t rack . While i t was 
moving over the c ross ing a t p speed of about 8 mi les per hour i t 
was struck by a T e R , R , A , t ransfer t r a i n . 
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A T . R . R . A . t r ans fe r t r a in , cons i s t ing o f D i e s e l - e l e c t r i c 
uni t 1215, headed eastward and moving in backward motion, 51' 
cars and a caboose^ departed from Madison Yard, Venice , 1 1 1 . , 
2.15 mi les east o f May S t r ee t , about 11 a. m., passed s igna l 
7D, which ind ica t ed Approach, passed s igna l s 7EF and 7AB, each 
of which ind ica t ed Stop, and whi le moving at a speed o f about 8 
miles ppr hour i t struck the f ron t end of the f i r s t car and the 
rea r end of the l ocomot ive of the Wabash t r a i n . 

The locomot i re and the f i r s t car of the Wabash t r a in and 
the l o c o m o t i v e , the f i r s t two cars , -and the f ron t truck of the 
t h i rd car of the T . R . R . A , t ra in were d e r a i l e d . The locomot ive 
of the Wabash t ra in stopped a t r i g h t angies to the T . R . R . A . 
trr cks . The rear end was toward the south, 5 f e e t north of 
the c e n t e r - l i n e o f the westward main t rack, and 31 f e e t west 
of the po in t of a cc iden t . The locomot ive of the T . R . R . A . t ra in 
stopped 12 f e e t west of the po in t of acc iden t , across the 
T . R . R . A . tracks and at r i g h t angles to them. The rear end was 
toward the north. The d e r a i l e d car3 stopped in var ious 
p o s i t i o n s on or near the c ross ing . The f i r s t car of each t r a in 
was badly damaged. The other d e r a i l e d cars were somewhat 
damaged. 

The engineer of the T . R . R . A . t r a in was k i l l e d . The f i r e ­
man of the T . R . R . A . t r a i n and the engineer , the fireman, and 
one yard brakeman of the Wabash t r a i n were in ju red . 

The weather was c l e a r at the time of the acc iden t , which 
occurred about 11:13 a. m, 

D i e s e l - e l e c t r i c uni t 1215 i s of the road-swi tcher type 
and i s equipped wi th 6BL brake equipment. At the time of the 
acc iden t the feed v a l v e was adjusted to supply brake-pipe 
pressure of 80 pounds. The r a i l - s a n d i n g equipment i s so arranged 
that the r a i l s are sanded au tomat ica l ly when the brake v a l v e i s 
p l aced in emergency p o s i t i o n . 

Discussion 

At the time of the accident the Wabash t r a i n was en route 
from Granite Ci ty to St . Louis Avenue Yard . The T . R . R . A , t ra in 
way en route from Madison Yard to Luther Yard . When the Wabash 
tr<vin a r r i ved a t May S t ree t a movement through a c o n f l i c t i n g 
route was being made, and the t r a in was stopped a t s igna l 7EF. 
Several minutes l a t e r the t ra in proceeded through the a u x i l i a r y 
track to the northward running track of the Wabash, A f t e r th i s 
movement was completed, the a u x i l i a r y - t r a c k switches were 
r e s t o r e d to normal p o s i t i o n , The switch tender l i n e d the route 
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fo r the t r a in to proceed southward In a 'back-up movement 
through the i n t e r l o c k i n g on the northward- running track, l i n e d 
the switches of the crossover south of the c ross ing fo r movement 
through the crossover , and gave a hand s igna l f o r the t r a in 
to moye southward. He remained in the v i c i n i t y of the c rossover , 
and un t i l the c o l l i s i o n occurred he was not aware that the 
T . R . R . A , t r a in had passed s igna ls 7EF and 7AB, each of which 
ind ica ted Stop. 

Members of the crew of the Wabash t r a in said that a f t e r 
the t r a i n stopped on the northward running track the i n d i c a t i o n 
of s igna l 6 changed from Stop to R e s t r i c t i n g , and that the 
switch tender gave a hand s ignal fo r t h e ' t r a i n to move 
southward. As the t r a i n moved over the c ross ing the yard 
conductor and one yard brakeman were on the caboose, and the 
enginemen and one yard brakeman ' r e re in the con t ro l compart­
ment of the l o c o m o t i v e . None of these employees observed 
the approach of the T . R . R . A , t r a in u n t i l immediately before 
the c o l l i s i o n occurred . 

As the T . R . R . A . t r a in was approaching May S t ree t the 
speed was between 10 and 15 miles per hour. The enginemen, the 
yard conductor, and one yard brakeman were in the cont ro l 
compartment of the locomot ive , and one yard brakeman was i n 
the caboose. The brakes of t h i s t r a in had not been tes ted 
a f t e r the t ra in was assembled at Madison Yard and had not been 
used a f r e r the t ra in departed from Madison Yard . Signal 7D 
ind ica ted Approach, and the i nd i ca t i on was c a l l e d by the 
enginemen. Surviv ing employees who were on the locomot ive 
said that the engineer made a s e r v i c e brake-pipe reduct ion 
e i the r immediately before or soon a f t e r the locomot ive passed 
the s i g n a l . Within a few seconds the "engineer r e a l i z e d that 
the brake a p p l i c a t i o n wa^ not. e f f e c t i v e in reducing the speed 
of the t r a i n . He then placed the brake valve- in emergency 
p o s i t i o n . The employe.es on the locomot ive then became aware 
that the t r a in would not stop short of the c ross ing . The 
yard brakeman attempted to reach the a u x i l i a r y - t r a c k switch 
in time to d i v e r t the t ra in tow&rd the northward running 
track of the Wabash. He was unable to reach the switch 
before the locomot ive passed. The su rv iv ing employees who 
were on the locomot ive said they thought that the speed of 
the t r a in was somewhat reduced before the c o l l i s i o n occurred . 

When the equipment of the T . R . R . A . t r a in was examined coon 
a f t e r the acc ident occurred i t was found that the angle cock at 
the f ron t end of the t h i r t een th car was c losed and that a 
brake a p p l i c a t i o n had not been obtained behind the twe l f th 
car . There were numerous small newly formed s l i d - f l a t spots 

http://employe.es
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on a l l wheels of the l o c o m o t i v e . This cond i t ion ind ica ted 
that the wheels had been s l i d i n g i n t e r m i t t e n t l y before the 
accident occurred . The brakes of the f i r s t two cars were 
damaged to the extent that t h e i r condi t ion be fo re the accident 
occurred could not be determined. The brakes o f the th i rd to 
the t w e l f t h cars , i n c l u s i v e , urere found to be a p p l i e d . The 
brakes of the 39 cars and caboose behind the t w e l f t h car were 
not a p p l i e d , and t es t s of a number of these cars d i s c lo sed 
that the a i r -b rake systems were not charged. 

Apparent ly the angle cock at the f ront end of the 
th i r t een th car was in c losed p o s i t i o n when the locomot ive 
was f i r s t coupled to the t r a in at Madison Yard . A f t e r the 
cars of the t r a in were assembled, and before the locomot ive 
a r r i v e d , an a s s i s t an t yard master ins t ruc ted an employee of 
the car department to couple the a i r hose. When the locomot ive 
a r r i v e d , the a s s i s t an t yard master informed the yard 
conductor that the a i r hose had been Coupled and that the 
locomot ive was to charge the a i r -b rake system o f the t r a in 
whi le another crew placed the caboose on the rear end. The 
yard conductor Ins t ructed the other members of h i s crew as 
to the movements which were to be made. He then entered the 
yard o f f i c e , which i s l oca ted near the end of the track on 
which the t r a in was assembled. At th is time none of the 
members of the crew had been advised as to the number of cars 
in the t r a i n . One yard brakeman coupled the locomot ive to 
the t r a in and opened the angle cocks at the east end of the 
l comot ive and the f ron t end of the f i r s t car , and the other 
yard brakeman accompanied the caboose. A f t e r the locomot ive 
had been coupled to the t ra in f o r a pe r iod of 10 to 12 minutes, 
the fireman and the yard brakeman who remained with the 
locomot ive heard the engineer make a brake-pipe reduc t ion . 
About the same t ime, they observed the yard conductor • 
re turn ing from the yard o f f i c e . As the conductor approached 
the l o c o m o t i v e , the engineer s igna led and c a l l e d to him that 
the a i r -b rake system had been charged. The yard conductor 
returned to the yard o f f i c e and informed the ass i s t an t yard 
master that the t r a i n was ready to proceed, p r o v i d i n g the 
caboose had been coupled to the rear end. A f t e r the a s s i s t an t 
yard master was informed by telephone that the caboose was 
being coupled to the r ea r end of the t r a in , he informed the 
conductor that the t r a in should proceed. The yard conductor 
then l e f t the yard o f f i c e , gave a proceed s igna l and then 
boarded the l o c o m o t i v e . The yard brakeman at the f ront of 
the t r a in did not r e c e i v e a s igna l from the yard brakeman a t 
the r ea r , but he d id not mention th i s f a c t to the other 
employees on the l o c o m o t i v e . He said that p r e v i o u s l y the 
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yard brakeman a t the r ea r o c c a s i o n a l l y informed the yard 
conductor by telephone vriien the caboose was coupled to the 
rear of the t r a in and the brake p i p e charged, and f o r t h i s 
reason he did not consider the absence of a s i g n a l unusual. 
The yard brakeman who accompanied the caboose sa id that a f t e r 
the ca.boose-was coupled to the t r a in he found that there was 
no a i r pressure i n the brake p ipe o f the rea r ca r . He s ta r ted 
toward the f ront of the t ra in with the i n t e n t i o n of making 
an inspec t ion of the a i r -b rake system. When he had walked 
a short d i s tance he was overtaken by an employee of the; car 
department who o f f e r e d to make the Inspec t ion , The yard 
brakeman then returned to the caboose, and the employee of 
the car department proceeded toward the l o c o m o t i v e . When 
t h i s employee was about midway of the t r a in , I t began to move. 
A yard engine was pushing from the rea r . The employee of 
the car department gave stop s i g n a l s , but there was no 
response to the s igna l s and the t r a in continued to move, The 
yard brakeman said that as the caboose passed the yard o f f i c e 
he c a l l e d to the a s s i s t an t yard master and gave a s igna l 
i n d i c a t i n g that the a i r -b rake system at the rear of the t r a i n 
was not charged. The a s s i s t an t yard master ' sa id that he 
heard the yard brakeman c a l l , but because of the noise made 
by the yard engine he d id not hei<r what was sa id . He did not 
see the s igna l given by the yard brakeman. He had ins t ruc ted 
the crew of the yard engine to a s s i s t in s t a r t i n g the t r a i n , 
and when the rear of the t ra in passed the yard o f f i c e he gave 
a s igna l i n d i c a t i n g that the engine was to continue to push 
u n t i l the speed had been increased. The yard e n g i n e stopped 
before the r e a r of the t ra in reached Merchants Br idge . The 
a i r hose between the yard engine and the caboose had not teen 
coupled, and, ne i the r the employees on the yard engine rmr 
the employees on the locomot ive of the t ra in were aware that 
the a i r -b rake system at the rear of the t r a in was not char ;ed. 

This i n v e s t i g a t i o n d i sc losed that movements of T . R . R . A . 
t ransfer t ra ins between yards are made without a proper t e s t 
of the brakes. The opera t ing ru les of th is c a r r i e r p r e s c r i b e 
the method to be used in t e s t i ng the brakes of a t r a in , but 
these ru le s have not been enforced by the c a r r i e r nor complied 
wi th by the employees. Enginemen are Ins t ruc ted by genera l 
n o t i c e that a f t e r a locomot ive i s coupled to a t r a in the 
brake p ipe i s to be charged to o pressure of 80 pounds, a 
brake-pipe reduct ion of 20 pounds i s to be made, and the brake 
p ipe i s then to be recharged to a pressure of GO pounds. When 
the gauge on the l o c o m o t i v e ' i n d i c a t e s that the brake p ipe i s 
f u l l y recharged, the t r a i n proceeds on r e c e i p t of a s igna l 
from the trainmen. Yard trainmen a r e ins t ruc ted o r a l l y that 
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they must know that the brake pipe throughout the length of 
t h e i r t r a i n i s charged before a movement i s s t a r t ed , but they { 
are not required to make a c a r - t o - c a r t e s t to a sce r t a in 
whether the brake of each car a p p l i e s and r e l e a s e s p r o p e r l y . 

'The caboose used by the crew of the t ra in invo lved in th is 
acc ident was not equipped with an o p e r a t i v e a i r -pressure gauge. 
When using this caboose or other cabooses not equipped wi th 
o p e r a t i v e a i r -pressure•gauges i t i s impossible f o r employees 
to determine the brake-pipe pressure at the rea r of a t r a i n , 
and under these condi t ions employees accept the sound of the 
exhaust of a i r when an angle cock or conductor 's v a l v e at the 
rear of a t r a i n i s opened as an I n d i c a t i o n that the a i r -b rake 
system o f the t r a in i s charged. As a r e s u l t of the f a i l u r e of 
the c a r r i e r to r equ i re a proper t e s t of the brakes, none of 
the employees of the T . R . R . A . t r a in invo lved in th is acc iden t , 
wi th the except ion o f one yard brakemsn and an employee of 
the car department, knew whether the a i r -brake system at the 
r e a r of the t r a in was charged. I f a proper t e s t of the brakes 
had been required and made, a l l employees concerned would 
have known that the a i r -brake system at the rea r of the t r a in 
was not charged, and the closed angle cock on the t h i r t een th 
car would have b?en found. Unless a proper t e s t of the brakes 
i s made i t cannot be known that the requirements of the lav; 
are being observed or that the brakes are in such condi t ion 
as to Insure safe movement of the t r a i n . 

The power-brake p r o v i s i o n s of the Safety Appl iance Acts 
r equ i r e that not l e s s than 85 percen t o f the cars in a t r a in be 
equipped with power brakes used and operated by the engineman 
on the locomot ive drawing such t r a i n . However, the brakes 
of on ly 2-1.5 percent o f the cars o f the T . R . R . A . t r a in 
i n v o l v e d in th i s acc ident were under the con t ro l of the 
engineer of that t r a in and th i s t r a in was the re fore being 
opera ted in v i o l a t i o n of the power brake p r o v i s i o n s o f the 
s a fe ty appl iance law. • 

I t I s found that th i s acc ident was caused by a T . R . R . A , 
t r ans fe r t ra in moving out of con t ro l on a descending grade, as 
a r e s u l t of the power brakes on the rear 39 cars and the 
caboose being i n o p e r a t i v e because of a closed angle cock 
between the twe l f th and the th i r t een th cars . 

Cause 

Dated a t Washington, D. C 
day of March, 1953. 

th i s nineteenth 

By the Commission, Commissioner Pa t t e r son . 

(SEAL) GEORGE W. LAIRD, 
Ac t ing Sec re t a ry . 


