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REPORT OF THE DIRECTOR OF TNE BUfifiAU OF SAFETY IN RE 
INVESTIGATION 07 AN ACCIDENT f/HICH OCCURRED ON 
THE TRACZS OF THE TERMINAL RAILROAD ASSOCIATION 
OF ST. LOUIS AT SI, LOUIS, LO., ON JULY 5, 1S29. 

October 19, 1929. 
To the Concussion: 

On July 5, 1929, tnere was a side collision 
between a St .Louis-Sen Friixisco passenger tram and 
a Chicago, barlmrton &. ̂ umcy pes^enrer train on tne 
tracks of the Terminal Railroad Association of St. 
Louis at St. Louis, . o., »rmch resulted m the injury 
of 34 passengers and 2 employees off uuty. 

Location and metnod of operation 
All trams enteimg St. Louie Union Depot are 

operated over " C u e tracks of t h e Terminal Railroad 
Association of St Louis. The accident occurred on 
tne Dads Division, which extendi between ELet St.Louis, 
III., a n d Theresa Av^ , St. Loaip, Mo., a ristance of 
about 5 miles, and consist12 of several running tracks 
the general direction of wnich ^ e ea^t and west, and 
over which trama ar^ opera/ted by block o^ interlocking 
signals. Union Depot is located nortn of these tracks, 
between 13th end 21st Streets, a n d a aeries of lead tracks 
diverge fro: tne running tracks fro- both directions and 
t h e n converge a t a oomt where tl ev -|om the tracks lead­
ing into the train sued. It was m this latter territory 
that the accident occurred, at t n e intersection of lead 
tracks =3 and 44; approaching tnis point from the west 
on lead track 43 the track is tangent for a distmce of 
330 iest fro-1 which point there is a 12° 30' curve to 
the left to the point of accident, a distance of 450 
feet. Approachmc fron tne east on lead track 44 the 
track is tan- ant for 333 feet, followed by a 12° carve 
to the ri^ht to the point of accident, a distance of 580 
feet. The grneral practice is for all iabound passenger 
trams to bac i into the trail shed wmcn ^eceseitates 
their beinc- palled o^ the ruaim r" tracks and then backed 
m over the lead tracks. 

Tram irovemeats over t h e lead traces a r e governed 
by signals opeieted from interlocking tower No. 1, located 
m the triangle formed bv tre rurnur tracks and the lead 
tracks. These signalr ar i l O m t c c l on si ;nal aridges which 
span tne trec*-cs and the signals directly involved are on 
signal bridge No. 6 v-hich is located 16 feet south of the 
intersection of tracks 43 and 44. 



- 2 -

The weather was clear at the tine of trie accident, 
which occurred at about 7.25 a.m 

Description 
Eastbound St L.S F. passenger tram Ho. 80 consist­

ed of six coaches, all of wooden construction, hauled by 
engine 648, and was in charge of Conductor Churley and 
Engine nan Dean. This tram passed tower No. 2 at 23rd 
Street at 7.21 a.in , and continued eastward a distance 
of about lj miles to a point beyond signal bridge 14, 
located 1,005 feet east of Union Depot, and after receiv­
ing h, proceed signal at thir bridge it started a back-up 
novemeat towards the station on lead track 44, passed 
signal bridges 13 a„nd 10, mnich were displaymr proceed 
indications, passed signal bridre Ho. 6, ^hich was dis-
olayiag a stop indication, and had been brought almost 
to a stop wnen tne roar car was struck by C.B.& ^. train 
Ho. 16. 

Westbound C.B.& Q. passenger train No. 16 consist­
ed of bhrea baggage cars, one mail car, one coach, two 
chair cars and three Pullman sleeping cars, hauled by 
engine 2S49, and wa c m charge of Conductor Scanion and 
Engmeiiian Cort All cars .'ere of steel construction ex­
cept one of the bargags cars, the coacn and the two cnair 
cars, whicn were of wooden construction. This tram passed 
North Market Street office at 7.05 a.m, and moved a dis­
tance of about 3 miles to a point beyond signal bridge 11, 
located 1,185 feet west of Union Depot. It tnen started 
backing towarcs the station on lead track 43, passed four 
simalJDridges, including bridge No. 6, all of whicn were 
displaying proceed signal indications, and collided with 
the side of St.L.S F. train No. 30 while traveling at a 
speed estimated at about 8 miles per nour. 

Tne rear car of train No. 80 was overturned on its 
right side and wae considerably damaged nd the fifth car 
was partly overturned and slightly damaged. None of the 
other cars was derailed, althouga the rear car in tram 
No. 15 was damaged. 

Summary of evidence 
Conductor Chunley, of tram No, o0, stated that 

he had freouentl*r handled trams in and out of Union Depot, 
that ne handled train No. 50 mto the station during the 
week . i edmg the accident, and that he was familiar with 
the route and signals governing its movement. He said tnat 
no difficulty was experienced in Tiakme several stops be­
tween Valley Par v, where his tram originated, and St.Louis, 
a distance of 17.9 miles. Alien his tram, was stopped east 
of signal bridge 14 he observed a clear signal displayed, 
authorizing his tram to start tne back-up movement towards 
the station. Shortly after starting this move ent he made 
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a running test of the air-orakes by means of the back-up 
hose, which proved, satisfactory. As soon as the rear of 
his train passed under signal bridge 10, located 309 feet 
from bridge 6, he noticed tLot the signal on bride-e 6 
governing the movement oft nis tram was m the stop position. 
He lr »ediately opened the valve on tne tail hose to its 
fullest extent but the brakes did not appear to take proper 
hold, resulting in his train passing signal bridge 6 and 
fouling lead track 43, and he s-id it was still ^oving slow­
ly at the ti^e of the accident. The brakeman who was riding 
with him on the rear of the train also saw the stop signal 
on bridge 6 as soon as it came into view and called his 
attention to it, but ne had already started to apply the 
brakes. Conductor Chunley also heard the emergency air 
whistle sounded by the towerman but at that ti ;.e the brakes 
had been applied. He estimated tnat nis tram was moving 
at a speed of 3 or 10 miles per hour when the brakes were 
applied, which he said would stop a train withm a distance 
of about 50 feet under ordinary conditions, but he did not 
know why his tram did not stop in this instance. 

Brakeman Haddock of tram Ho. 80, stated tnat when 
his tram was coming under bridge 10, moving at a speed 
of about 15 miles per hour, lie observed that tne signal 
on bridge 6 was displaying a stop indication, whereupon 
he called it to the attention of the conductor. The 
conductor then made a braio-pipe reduction which brought 
the tram to a stop just before the collision occurred. 
He thought that if the brakes had been applied in emer­
gency as soon as it was discovered that the signal was set 
against their tram it would have stopped in about one-
half car-len§th. 

Engineman Dean, of train No. 80, stated tha,t his 
trem wax carrying the required pressure of 80 pounds 
brake pipe and 100 pounds mam-reservoir pressure, and 
that he experienced no difficulty nit- the brakes en route, 
while on arrival at 3t Louis the tram was Drought to a 
stoo by the air bemr applied from the rear end. Before 
starting the reverse -'ove^ent ne received a hand signal 
from the rear of the train, as well ap a co'imunieating 
whistle signal, and after his tram had moved a distance 
of aoout three car-lengths the air was applied from the 
rear which caused the brakes to take good hold and which 
almost brought the train to a stopl The tram continued 
towards the station and was traveling a„t a speed of about 
10 miles per hour when the brakes were again applied, 
which appeared to be an emergency application, and he 
immediately placed the brake-valve nandle m the lap 
position, having previously closed the throttle. He 
thought the tram stopped within about 70 feet, although 
he was not paying particular attention to the distance as 
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he W E S watching the air gauge The statements of Fireman 
ITcRoberts, of train No, 80, practically corroborated those 
of Engmeman Dean as to the operation of the tram prior 
to the accident. 

Conductor Scanlon, of tram No. 16, stated that 
tho brakes functioned properly when a xannmg test was 
made after his tram started backing towards the station 
and that he and the brakeman were riding on the rear of 
the tram watching the signals as their tram approached 
them and they all displayed clear indications, including 
the signal on bridge No. 6. The tram was moving at a 
speed of about 8 miles per hour when the brakeman shouted 
a warning, and upon looking around he observed tram No. 
80 about 10 feet away. He"immediately applied the brakes 
m emergency, bringing his tram to a stop within a dist­
ance of 20 or 30 feet. 

Brakeman Diestelhorst, of tram No. 15, stated 
that all signals governing the route over which his train 
was moving as it approached the station were in the clear 
or proceed position. He first observed tram No. 80 when 
it was about 20 feet from his own train and at about the 
same time the brakes were applied and his own tram stopped 
within 12 or 15 feet. He thought tran No. 30 was still 
moving at the time of the accident. 

Engmeman Cort, of tram No 16, stated that a 
running test was •nade when the tram started the back-up 
movement and the brakes appeared to operate as intended. 
His tram wes moving at a speed of about 12 miles per 
hour when the brakes were suddenly applied from the rear, 
bringing the tram to a stop withm a distance of about 
10 feet. Due to another inbound train moving on an 
adjacent track, his view towards the rear of his own train 
was obscured. There were no further f?cts of importance 
brought out by the statements of Fireman Bramblett, of 
tram No. 16. 

Signal Repairman Talker stated that he ^as approx­
imately 35 or 40 feet south of signal oridge No, 6 when 
the trains involved approached that point. He looked at 
the signals on the bridge and noticed that all of them were 
displaying red indications except the one governing the 
route on track 43, which was displaying a green indication. 
When he realized that train No. 80 was not going to stop 
before it passed the bridge, he shouted to the conductor 
of that tram and pointed towards the signal, but the con­
ductor oid not look at him and the tram kept on coming 
and was still moving at the tiTe of the accident. 
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Train Director Reed, on duty at Tower "o. 1, 
stated that tne signals were set rivm^ train 7o. 16 a 
clear route througn the plant and m t o the train sned 
and at the sane ti le train 2To. 30 w-s aven a clear route 
up to signal bridge To, 6. Both trains approached bridge 
No. 6 ax the sarre time and were roving at a speed of about 
10 or IS miles per hour. <nen i t appeared that tram No. 
80 was disregarding the signal displayed for it he sounded 
the emergency air-whistle danger signals, located o n bridges 
8 and 10, whicn required both trains to stop, but these 
signals w e r e not heeded 

An air-brake test was made on the first five cars 
of tram To. 80 subsequent to the accident, and it was 
developed that they were m good condition and were operat­
ing efficiently. The brakes on the rear car could not be 
tested as the brake cylinder was broken as a result of the 
accident. The back-up nose was also tested and found to be 
operating effectively and with no obstruction m it. The 
triple valve on the rear car was removed and subjected to 
3 rack test and the only defect found was a slight leak in 
the slide valve, and it functioned properly in both service 
and emergency application tests. 

Conclusions 
This accident was caused by the failure of Conductor 

Chumley, of tram No. 30, properly to obey a signal indi­
cation. 

Tne rules provide that trains or engines must move 
ouite up to but not pass a sirnal indicating stop* Accord­
ing to the evidence bota trains arrived m the vicinity of 
the point of accident at about the s-ne tine and the route 
was lined for train No. 16 to back into the station over 
lead track 43 and for train ITo. 30 to back in on lead track 
44 as f a r as signal bridge No. 6, at which point it would 
have to wait for tram No. 16 to ret out of tne way. Con­
ductor Chumley stated that he was on the alert and observed 
the signal on bridge Po. 6 in the stop position as soon as 
it came into view, or as soon as the rear of the tram 
emerged from under bridge "o 10, which is located fore 
than 200 feet from bridge No. 6, and that he opened the 
valve on the back-up hose immediately, but that for some 
reason the crakes failed to take proper hold, resulting 
m the tram passing the signal and fouling lead track 
43. Ho difficulty was experienced with the air brakes on 
tram I\o. 80 en route to St, Louis, however, and shortly 
after the back-up movement was started an effective run­
ning test of the brakes was made by the conductor f r o T the 
rear of the tram, while the air-brake test nade on five 
of the cars in tram No 30 after the accident had occurred 
showed that they functioned properly. On account of damages 



sustained m the accident the brakes on the sixth oar 
could not be tested out its triple valve and tne oack-up 
hose -avere tested and found to be in proper working order. 
In view of all the evidence it is apparent that Conductor 
Chunley either improperly hand! ed the Drake valve on the 
back-up hose or failed to begin braking soon enougn to 
brin^- his train to a stop before it passea signal bridge 
No. 6. 

The employees involved were experienced men and at 
the time of the accident they had not oeen on duty in 
violation of any of the provisions of the hours of service 
law. 

Respectfully submitted, 

W. P. BORLAND 
Director. 


