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Railroad:

Date:

Location:

Kind of accident:

Trains involved:
Train number:
Engine numbers:
Consist:
Estimated speed:

Operation:

Track:
Weather:
Time:
Casualties:

Cause:

Recommendation:
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SUMMARY

Cnicago, Milwaukee, St. Paul
and Pacific

May 30, 1944

Aspinwall, Towa

Head-end collision

Engine : Freignt

¢+ Extra 215 West

413 1 215
53 cars, caboose
Practically stopped : 25 m. p. n.

Timetable, train orders and
automatic block-signal system

Double; tangent; level
Clear

7:31 a. m.

4 injured

Failure to provide adequate
protection for engine during
switcning movement

That tne Cnicago, Milwaukee,
St. Paul and Pacific Railroad
Company install electric
switcn-locking at main-track .
nand-operated switcnes 1in
automatic block-signal territory



INTERSTATE COMMERCE COMMISSION

INVESTIGATION NO. 2300

IN THE MATTER OF VAKING ACCIT

UNDZR THE ACCIDENT RETOR

THE CEICAGO, MILWAUKEE, ST. PAUL AND PACIFIC
RATLROAD COMEANY

DENT INVESTIGATION REPCRIS
TS ACT OF AY 6, 1910.

’

August 24, 1944.

Accident at Aspinwall, Iowa, on May 30, 1944, caused by
failure to provide adequate pgrotection for engine
dvuring switcning movement.

1
REPCRT OF THEE COMMISEICON

PATTERSON, Cneirman:

Cn May &C, 1¢44, there was a nead-enrd collision be-
ftween a freignt train and an engine on tne Chnicago,
Milwaukee, St. Paul and Pseific Railroad at Asvinwall,
Towa, wnicn resulted in tne injury of four employees.
Tnis accident was investigeted in conjunction witn a
representative of the Iowa State Commerce Commission.

1Under autnority of section 17 (2) of the Interstate Com-
merce Act tne above-entitled proceeding was referred by the
Commission tc Cnairman Patterson for considerstion and dis-
position.
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. Location of Accident and Method of Oneration

Thnis accident occurred on that part of the Iowa Division
designated as tne Tnird Suhdivision and extending westward from
Ferry Yard to U. P. Trensfer, Iowa, 122 miles. 1In tne vicinity
of tne point of accident this was a double-track line cver
wnicn trains moving witn the current of traffic were opersated

by timetable, train orders and an automatic block-signal sys-
tem. At Aspinwall, £3.8 miles west of Perry Yard, the east
switcn of a tralling-point crossover 227 feet long, vhicn con-
nected tne main tracxs, was 1,444 feet east of tne station. A
epur track abovt 1,80C feet in lengtn was on tne nortn side of
tne westward main track. The spur-track switch was 44 feet west
of the west switch of the crossover, end was facing-point for
west-bound movements. The accident occurred on the spur track
690 feet wveot of tne switch. Tne engine moved tnrougn tne
crossover from the eastward to the westward meslin track and
entered tne spur track, and tne freignt treain entered fThe spur
track from tne westward main track. From tne east on the west-
ward main track tnere were, in succession, a tangent 532 feet,

a 1°15" curve to the left 2,412 fest and a tangent 3,000 feet

to the spur-track switch. Entry to the spur track was made
torougn a Ne. 11 turnout abcut 200 feet in lengtn, then the

spur track was tangent 420 feet to the point of accident. The
grade for west-bound movements on tne main tracks was, succes-
sively, 0.495 percent decscending 3,300 feet, 0.50 percent de-
scending 2,500 fcet, tanen therc was a vertical curve 759 feet

to tne spur-track switch. Tne grade for west-bound movements

on tne spur track was 2.0 percent descending 600 feet, tnen it
vas level 90 feet to the voint of accident and some distance
teyond.

Tne swvitcn-stand for the spur-track svitch was on the
nortn side of tne westward main track, and was of tne hand-
tnrow, intermediate-stand tvpe. The switcrn-stand was provided
witn an o0il lamp and an oval terget, 10 incnes long and 6 inches
wide, naving a red center on a wnite background. Wanen the
switcn was lined normelly a green light was displayed. Whnen
tne switcn was lined for entry to the spur track tne target and
a red Lignt were displayed.

Autoratic signals 277-1 and 278-1, wnicn governed west-
pound movements on tne westward main track, were, respectively,
14,789 fect and 1,335 fect east of tne east switcn of the
crossover. Tnese signals were of the ons-arm, tnree-position,
upper-quadrant, semaprnore type, and were continuously lignted.
Tne day aspects and correspending indications and names of
tnese slignals were as follows:
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Aspect Indication Name
Vertical . Proceed. ‘ Clear signal.
45 degrces Proceed prevaring to Approacn signal.
stop at next signal. r‘
Train exceeding medi-

um speed must at once
reduce to that speed.

Horizontal, Stop, then proceed at Stop and proceed

witn number restricted speed. signal.
plate

Tne controlling track circuit was so arranged that wnen eitner
switch of the crossover was lined for movement througn tne
crossover, or wnen tne spur-track switcn was lined for entry

to tne spur-track, signal 277-1 would display proceed-preparing-
to-stop-at-next-signal, and signal 278-1 would display stop-
tnen-proceed-at-restricted-speed.

A switcen indicator at tne east end of the crossover was
of the semapnore type, and its control circult extended to a
point 2,310 feet east of signal 277-1.

DEFTNITIONS.

L U

Medium Spced.--A speed not exceeding tnirty
(30) miles per hour.

# %

Restricted Speed.--Proceed prepared to stop
snort of train, obstruction, or anytning tnat
may reduire the sneed of a train to be reduced.

'

Cperating rules read in part as follows:

99. Wnen a train stons under circumstances in
wnich it may be overtaken by anotner train, the
flagman must go back immediately witn flagman's
signals a sufficient disgtance to insure full pro-

tection, placing two torpedoes, and wnen necessary, /
in addition, disnlaying lignted fusees. * % % o
* % %

The front of tne train must be protected
in the same way wnen necessary by the forward
brakeman, fireman, or otner comoetent employe.

oo
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D-152. When a train crosses over to, or ob-
structs another track, unless otnerwise provided,
it must first be protected as prescribed by Rule
99 in bothn directions on tnat track.

912. Wnere switcn indicators are used, tne
indications disnlayed dc not relieve enginemen
and trainmen from protecting tneir train as re-
gquired by the rules.

Tne maximum authorized speed for freignt trains was €0
miles per nour.

Description of Accident

No. 164, an east-bound second-class freignt train, con-
sisting of engine 413, 44 cars and a caboose, stopped on tne
eastward main track at Aspinwall about 7:23 a. m. About 8
minutes later, after tne engine nad moved westward thnrougn tne
crossover to tne westward maln track, entered tne spur track,
and nad practically stopped 690 feet west of the spur-track
switcn, it was struck by Extra 215 West.

Extra 215 West, a west-bound freignt train, consisting
of engine 215, 53 cars and a caboose, passed signal 277-1,
wnicn displayed proceed, passed signal 278-1, wnich displayed
stop-tnen-proceed-at-restricted-speed, entered tne spur track,
and wnile moving at an estimated speed of 25 miles per nour 1t
struck engine 413.

The engines of botnh trains and fourteen cars of Extra 2195
West were derailed and damaged.

It was clear at the time of the accident, wnicn occurred
about 7:31 a. m.

Tne fireman of engine 413, and the engineer, tne fireman
and tne front brakeman of Extra 215 West were injured.

Engine 215 was equipped witn 8-ET brake equipment. Of
the cars of Extres 215, 26 cars were provided with AB-type and
27 cars and tne caboose were provided witn K-type brake equilp-
ment. Tnere was no condition found thnat would prevent proper
application of the brakes.
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Discussion

Tne investigation disclosed that the conductor of ¥o. 184
instructed tne members of nis crew that their engine would moV
from tne eastvard to the westward main track at Asninwall and
perform switcning on tne westward main track and the spur track,
and tnet flag protection was necessary for tne movenent.

Wnen No. 164 stopped at Asvinwsll, about 7:23 a. m., it
Touled tne east crossover-switcn end stopped witn the gangway
of tre engine about opvosite the switcn indico=tor. Tne rear
brakeman, wno nad been on the engine, oovserved tnat tne indi-
cator was clear, then crossed over througn tne train and onened
tne west crossover switcn. Tne switcn indicator at tne west
crossover svitcn was controlled only by tne circuvits on thne
eastward track, and a period of approximately two minutes
elapsed between tne tirme ne oconserved the indicator at tne east
crossover switcn and the time ne ovened tne wect crossover
switcn. He tnen crossed back to tne otner side of tne train
and after tne engine nad moved the train westward a sufficient
distence to clear tne crossover swifcn ne vuncoupled tne engine.
Tnen tne engine nmoved forward to a point east of tne crossover,
the front brakeman lined tne east crossover-switcen for tne
crossover movement, and proceeded eastward to provide flag pro-
tection, end tne crossover movement was started about six
minutes after tne train first stovped at Aspinwall. Tne brake-
men tnougnt tne crossover movement would not be started until
after ne nad reacned a woint wnere ne could furnisn adeduate
flag protection. Abcut 7:31 a. m., after the engine n2d moved
tarougn tne crossover and nad entered tne spur track, it wes
struck by Extra 215 West.

Wnen Extra 215 West was advvroaching Asvinwall it was moving
at a speed of about 55 miles per nour. Signal 277-1 displar=d
proceed, and Extra 215 passed tnet signal after tne rear braie-
man of No. 164 nad observed tne switcn indicator and before ne
opened tne west crossover-switcn. Beceuse of track curvature
in a cut, tne view of signal 278-1 was obstructed until a point
approximately 2,300 Teet east of the signal waes reacned. Soon
after the engine emerged from tne cut tne fireman observed cig-
nal 273-1 displaying stop, and called the indication to tae
engineer. Tne engineer stated tnat ne immediately made a
service brake-pipe reduction, btut ne was not csrtain as to Tl
amount of reduction. Waen nis engine was just west of signal
278-1, located 1,606 feet east of thne spur-track switcn, hne
saw engine 413 in tre vicinity of thet switcn, and ne moved tne
brake valve to emergency position, closed tne tnrottle, placed
tne reverse lever in position for backward movement and tnen
ovened Tne tnrottle. Immedietely sfterward ne placed tne re-
verse lever in position for forward movement to avoid tre
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sliding of tne driving wneels. The flagman of No. 164 nad
reacned a point variously ectimated as from 50C to 1,1C0 feet
e2st of the east crossover- switcn. According to nis statement,
ne nad not rroceeded ss far ac signal 275-1 vnen tne engine of
Extre 215 passed nim. He stated tuet at that time tne engine
was £till working steam ard tie brakes nad not been applied.
Tne front braxeman said tnat after tuv accldent ne entered tne
engine cab and fourd the engine still working stean and tne
driving wnesls moving in forward meovion. All thie employees

on Extra 215 were in egreerent that tne brakes on treir train
nad teen properly tested and nad functioned properly wnere
used ern route. Tne fireuen, Iront brakeman, conductor, end
flagman §2id that an emergency epplicetion wae mwade prior to
tne accident, vt none of tnem gave Jdefinitve infcrmation es

fto tre Time or location wnen tnis was done. Tne engineer was
not certain that emergency ovcration of trhe dreckes was obtained.

In a subsecauent test, as a result of an emergency appll-
cation of tne braxes made 1,144 feet eoest of signsgl 276-1, a
eimilar ftonnage trailn was stonped from a speed of &2 miles
per nour 482 feet east of the spur-track switch or 1,152 feet
east of the point of accident. Accerding to the speed indi-
cator tape, the engire of Extra 215 passed Mannirg, 4.1 rniles

qst of AqniPWo*1 ot a sreed of 81 miles per hcur, ressed

grol 277-1 a2t o speed of 52 miles per nour, passad siznel

278—1 at a speed cI 50 miles per nour, entered tne spur track
at a speed of 45 miles per nour, and wee moving at a sveed of
approximately 20 miles per nour whnen tns collision cccurred.
It 1o evident that action to stop Extra 215 was not effective
until the engine was in the vicinity of tne spur-track switch.
If effective action to stop Extra 215 nad been taken wnen the
stop-and-proceed irndication displayed by signal 278-1 was
visitle to tne fireman, s distance of approximetely 4,370 feet
east of tie point wnere the collision occurred, the accldent
could nave been avsrted.

Under tae rules, tne members of tne crew of No. 164 were
required to provide flag protection for their engine before
it wss moved througn the crossover and wnhile it was engaged
in switcning on tne westward main track, and they so under-
stood, However, flag protection wos not provided until tne
engine moved tarougn the crossover to tne westward maln track,
tnen tlie flegmar rroceedzd eastward to furnish protection. He
sald ne nsad reacned a voint about 300 feet east of the cross-

‘over wnen ne €aw Extra 215 aporoacning, tnen he disvleyed a

lignted red fusee. Tne conductor was in tne viclnity of the
station, and tne enginemen and the front brakeman were on tne
engine wnen thney first obeerved Extra 215 closely spproacning
immediately prior to tne collision.
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If the switches of the crossover at Aspinwall nad been
equipped witn electric switcn-locking, it would not nave been
possible to operate the switcnes to permit a movement tnrough
tne crossover wnen a train was closely approaching, as in thisv
case, and thne accldent would not nave occurred. /

Cause y
It is found thnat tnis accident was caused by fallure to
provide adequate protection for an engine during switcning
movement.

Recommendatlon

It is recommended tnat the Cnicago, Milwaukee, St. Paul
and Pacific Rallroad Comvany incstall electric switcn-locking
at main-track nand-operated switches .in automatic block-signal
territory.

Dated at Wasnington, D. C., tnis twenty-fourthn
day of August, 10944.

By the Commission, Chairman Patterson.

W. P. BARTEL,

(SEAL) Secretary.



