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Timetable, trsin orders, manual block
gystem

Single; tangent; level
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1 killed, 82 injured

Failure to ntey meet order
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July 25, 1938.

To the Commission:

Cn June 25, 1938, there was a head-end collision between
two passenger trains on the Chicago, Milwaulkee, St. Paul & Pa-
cific Railroad near Ingomar, Mont., which resulted in the death
of 1 passsenger and the injury of €4 passengers, 6 railroad em-
ployees, 4 persons carried under contract, 7 dining car employ-~
ees, and 1 Puliman employee. The investigation of this accident
was made in conjunction with a representative of the Board of
Railroad Commissioners of the State of Montana.

Location and method of operation

This accident occurred on that part of the Trans-Missouri
Division degslizgnated as the Miles City to lMelstone Subdivision
which extends between Miles City and Melstone, Mont., a distance
of 111.6 rmales. This is a single-track line over which trains
are operated by timetable, train orders, and a manual block-
signal system. The accident occurred at a point 1.5 miles west
of the station at Ingomar. Approaching this point from the east
the trsck 1s tangent for more than 1 mile, followed by a 0030!
curve to thre left 2,746 feet in length, and then tangent for a
distance of 2,938 feet, the accident occurring on this latter
tangent at a point 907 feet from its egastern end. Approaching
from the west there is a 0°45' curve to the left for more than
2 miles, followed by the tangent on which the accild=snt occurred.
The grade for west-bound trezins 1s generally descending for more
than 1 mile, with a maximum gradient of 0.4 percent, followed by
level truck for a distance of 600 feet, the accident occurring
at the micdle of the level track. The grade for east-bound
trains is generally descending for more than 1 mile, with a max-
imum gradient of 0.5 percent, followed by the level track on
which the accident occurred.

The maximum suthorized speed for passenger trains is 60 miles
per hour.

Rule 90 of the Rules and Regulations of the Operating Depart-
ment provides in vart as follows:

Trains must stop clear of the switch used by
the train to be met in going on the siding.

The engineman will give signal 14(n) at least
one mile before reaching a schedule meeting point
wlth a train of the same or superior class, or a
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proint where by train order the trailn ic to meet or
weit for an opposing train. Should the engineman
fail to give signal 14(n) as herein prescribed, the
conductor must take immediate action to stop the
train.

Rule 211 provides in part as follows:

Enginemen muet show train orders to firemen and
when practicable to forward trainmen. Conductors
must show train orders, wihen practicnble, to trainmen.

The weather was cloudy end day wes breaking at the time of
the accident, which occurred at 3:35 g.m.

Descriptinn

No. 15, a west-bound rassenger train known as the Olymplan,
consisted of one mail-and-express car, one baggege car, two
coacles, tvo tourist slecping cars, one dining car, five stand-
ard sleeping cars, ard one cbservation car, in the order named,
all of ali-steel construction, bhsuled by engine 227, and was in
cnarge of Conductor Hansen snd Fngineman Torgerson. This train
deported from !Miles City, 4.6 miles from Ingomar, at 1:40 a.m.,
according to the train sheet, 45 minutes late. At Venanda, 22.4
miles from Ingomar and the last open tlock station, the crew re-
celved train order Ne. 6, Form 31, reading:

No. 15 engine 227 meet No. 284 engine 824 at Ingomar.

Clearance Card, Form A, was also received and it stated that the
block was clear except for No. 264. Train order No. 6 wag com-
pleted at 3:04 a.m. end No. 15 left Vananda nt 3:07 a.n., 49 min-
utes late; pasced Ingomar at a speed of 58 miles per hour, ac-
cording to the speed-recorder tepe on the engine, and collided
wlith No. 264 st a point 1.€ miles beyond while traveling at a
speed estimated to have been between 20 and 35 mileg per hour.

No. 264, & second-cless trzin, being operated as a C.C.C.
special, consisted of two baggage csrs, the second of wnich was
being used as e kitchen car, two standard sleeping cars, two tour-
ist eleeping cers, one standerd slecping car, snd one observation-
sleeping car, ir the order named, hauled by engine 824, and was
in charge of Conductor Douglas and Engineman Parkinson. All of
the cars were of all-steel construction with the exception of the
first two carg, which were of steel underframe construction. At
Melestone, 27 miles fronm Ingomar, the crew received train order
No., 6, Form 19, previously quoted. No. 264 left Melctone at 2:46
a.M., according to the trein sheet, 4 hours 46 minutes late,
passed Sumatra, the last open block station, 10.2 miles from In-
gomar, at 3:17 a.m., 4 hours 27 minutes late, the crew having re-



ceilved Clearance Card, Form A, stating that the stop signal wvas
displayed for No. 264 to meet No. 15 as per order No. 6, and that
the block was clear except for No. 15. On approaching Ingolar

No. 264 collided with No. 15 while traveling at a speed varioucHfP
estimated to have been between 30 and 50 miles per hour.

The force of the collision shoved No. 264 back a distance of
about 100 feet. The engine truck and first pair of driving
wheels of engine 227 were deralled; and the front end of the en-
gine was bedly damaged, having been telescoped by the front end
of engine 824. The tender of engine 227 remsined on the track,
but it telescoped the front end of the first cor about 7 feet;
this car waes deresiled to the south. The remsining cars in this
train were not derailed or damaged to any extent. Engine 824 was
derailed and sustained heavy damage; the frame remained in gen-
eral line with the track, but the boiler was thrown from the
frame, stopplng down the embsnkment on the nortin side of and at
right angles to the track, with the front ¢nd 16 feet from the
center of the ftrack. The body orf the tender also was torn from
its freme; both frame snd body stopped st right angles to the
track end parallel with the boiler. The first car, badly dan-
aged, was cn its right side to tre south of znd at almost right
anglees to the track. The second car was derasiled and practically
destroyed and its superstructure was on top of the.frame of the
engine. The front end of the third car was teleccoped on the
right cide for a distance of about 12 feet but the car was not
derailed. The employees injured were the enginemen and the fire-
men of both trains, and the conductor and the flagman ol No. 15.

Ssummary of evidence

Engineman Torgecrson, of No. 15, atated that the alr brakes
had been tested at Miles City; a running test was made on lcaving
that roint and the brakes functioned properly en route. At Van-
ande Conductor Hansen gave him train order No. 6 which he read
aloud to the conductor and remgrked that the block was clear ex-
cept for No. 264. He then handed the order to the fireman who
read 1t and remarked that they were to mee?t No. Z€4 at Ingomar.
After passing Thebes, 7.2 miles from Ingomar, he startea to re-
read several slow orders which he had received at Miles City in
order to memorize the different places at which he was to reduce
speed. There were three slow orders restricting the speed at va-
rious points to as low as 10, 15 and 20 miles per hour and these‘
were new orders to him. He had finished rereading the orders
when near the mile board east of Ingomar, but was still thinking
them over when he pacsed through Ingomar, and he stated that he
forgot the meet order with No. 264. Engincman Torgerson also
stated that on approaching Ingomar he had sounded the englne
whistle for the station, but he d4id not sound the meeting-point
whistle signal. He gaid his headlight was burning all tne time.
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He passed Ingomar at 3:33 a.m. while traveling at a speed of
about 58 miles per hour according to the speed-recorder tape.
The first indication he had that No. 264 was approaching uag
when the fireman called a warning. He immediately applied the
alr brakes in emergency, opened the sanders, and closed the
throttle. He crossed to the fireman's slde of the cab, saw the
trein ahead, and then Jumped off. The brakes took hold when he
made the brake application but he was unable to estimate the
speed of the train at the time of the asccident.

Fireman Slothowecr, of No. 15, stated that he understood the
contents of train order No. 6 and that his trsin was required to
stop clear of the west switch at Ingomer for No. 264, but he, too,
forgot 1t. There was nothing unusual about the engine to dis-
tract his attention. He thought that when he first saw the head-
light of No. 264 it was possibly a mile distant. He jumped off
Just before the collision and estimated the speed of his traln to
have been about 35 miles per hour at the time of the accident.

Conductor Hansen, of No. 15, stated that when he delivered
train order No. 6 to the engineman at Vananda, both the engineman
and fireman appeared to be in normal condition. He showed the
train order to the head brakeman but did not send the copy back
to the flagman, nor 4did he tell the fiagman gbout the meet with
No. 264, <tating that it did not occur to him. It is customary,
however, to show train orders to all members of the crew. Affter
leaving Vananda, he wgs working at his desk in the third car in
the train snd was not aware of the various stations passed en
route, but upon hearing a noise that sounded as though they were
passing cars he looked up across the desk at Head Brakemsn Davis
who was near by, end asked him about it, as he thought they were
at Thebes. The brakemen rushed ocut and then came back and said,
"They are not here," =nd repeated, "They are not here." Conduc-
tor Hancen then dashed to the resr of the car to look out as he
did not think they were at Ingomar. The trap door was closed on
the north side but on looking out from the steps on the south
side he saw that they were going through Ingomar and were about
one-third mile west of the station. He could see guite a bit of
dust and what he thought to be srmoke from an engine pulling out
of the siding, although later he discovered that it was smole
from his own train. He then warned the brakeman, who was right
behind him, to brace himself as he felt the alr brakes being ap-
plied. He looked ahead and saw the headlight of the approaching
train. He Jumped off sbout 7 car lengths from the point of ac-
cident at which time he thought the speed was between 20 and 25
miles per hour. Conductor Hansen stated that although the en-
gineman may have sounded a whistle signal, he did not hear
whistle signals of any kind approsching Ingomar. However, he did
hear the station whistle signal on approaching two other stations
en route. He had made only a few trips on passenger trains and



wae having difficulty with the tickets. His regular aseizsnnent
was on freight traing on another cubdivision, alShough he Wwes
familiar with the cubdivision on which the accident occurraed.

He further stated that he knew where the emergency brake valve '
wae laocated in the car and that lLie did not ask thc brakeman con-
cerning it. There were eight care standing on the industry

treck coprosite the station at Ingomar which would szccount for the
noigsn that he heard.

Head Brekemsn Davis, of No. 1£, rtated that at Vananda he
received inrTormation from the ovorator that they were to mect No.
264 ot Ingomar, and he go advised the bagrageman. After boarding
the trein he read train order No. € himgelf and understood 1ite
contents., Ee identified Thebes by a high enbankment aes they
paesed through. FHe was asgisting the conductor in checking the
tickets, which wag completed just t-Tore r=aching Ingomar. On
lookxing out of the win:ow ht saw that they were in the cut about
oneg-~he1T mile east of Ingonar and just as ne started to risc they
passed over the cacst switch. Yoing to the rear of the car and
opening the south vestibule door, he saw they were then passing
the station, and he adviced the conductor of that fact and that
he should pull the emergency valve as Ne. 264 was not there. He
understood the conductor to say that they were there and the
brzkeman rcpeated that they were not, and to pull the emergency
velve. The conductor then acked him where the encrgency valve
wes locatcd and he pointed it out to him. The brszkeman then saw
the heedlight of the approaching train ond braced himsclf, but
the conductor Jumped off. Brakenan Davis stated that he did not
hear a whicstle signal of any kind sounded on approaching Ingorar.
If he had teken action himself to stop the train when hec firet
discovered that No. 2€4 was not on the siding, he believed theat
the trein would have been stopped in time to prevent the acci-
dent, but he adviced the conductor and cxvected him to teke
action,

Baggageman Caudel, of No. 15, stated that hc saw the train
orders received at Milee City but did not see train order No. 6,
received at Vsnanda. He did not hear any whistle siznals en

route. He thoucht the collision occurred cbout 1C or 15 seconds

after the szir brakes were applied in emerzency.

Flagman Bunker, of No. 15, did not recall hearing any whistle
signrls on this trip and had not been informed of the meet order
at Ingomar. He was in the observation car, end when he felt th‘
alr brakes being applied in emergencv, he went outside and saw the
headlight of the approaching train just before the collisinn. He
thouszht his train ran a distance of approximately a train lenzth
from the time the air brakes were applied to the time of the col-
lisinn. He estimated the speed to have been between 20 and 30
miles per hour at the time of the accident.
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Engineman Parkinson, of No. 264, stated that the air brekes
were tested before leaving the initisl terminal;a runnirg teet
was made and the brakes worked properly en route. Duc to track
conditions the speed was reduced at several pointe en route. At
Melstone, he received train order No. & and clearance card from
the conductor. He rcad them to the conductor and they had a
clear understanding that they were to go to Ingomar and teke sid-
ing for No. 15. The fireman also read the order. He was operat-
ing the train at a speced of £0 or 55 miles per hour »n rounding
the curve west of the point of occident, snd on leaving that
curve he saw No. 15, which ke thought was standing at Ingomar,
and remarked to the fireman that No. 15 was up there. He dic¢ not
reclize that No. 15 was moving until ne wasg on tangent track,
about 10 coach lensgths from the east end of the curve, and No. 195
was then rounding the ‘slight curve east of the tangent track. He
immediatelv applied the air brekes in emergency, cpened the sand-
ers, ~nd closed the throttie. He Jumped off when the trains
vere gbout 100 feet apart, at which tirme he estimated the speed
of his train to have been between 40 end 50 miles per hour. The
headlight of his engine wae burning and in good condition. Day
wat breaking at the time of the sccident and due to the fact that
a headlight does not appear as brizht during that time as when it
is dark, it is difficult to determine the location of & headlight
and whether or not a train 1s moving. ke also stat=d that on
leaving the curve west of the tongent cn which the accldent oc-
curred, the train wes moving aliost in e direct line with the
headlight located at Ingomar which made it very difficult to de-
ternine whether the headlight was stending or moving.

Fireman Perry, of No. 264, stated that when he firet saw the
hendlight of No. 15 he thought it was at Ingomer, nbout 1% miles
distont, but shortly thereafter he saw 1t rounding the curve and
at that time the engineman was teking action to stop the train.
He Jumped off about 4 or 5 car lengths west of the voint of acci-
dent, and estimsgted the speed to have been 3C or 35 miles per
hour at the time of the sccident.

Conductor Douglas, of No. 2€4, stated that he understood
train order No. 6 and the order vas chown to all members of the
crew. On approaching Ingomar he was in the observation car;
speed wae checked by an application of the brales, followed in
several geconds by the crarch, and he estimated the speed to have
been 40 or 45 miles per hour at the time of the accident.

Head Brakeman fellows, of No. 264, wags in the third car of
the train when he felt the emergency application of the ailr
brakes, at whick time the specd was about 45 miles per hour, and
the accident followed in a few cgeconcde. Flagman Palmatier, who
was 1n the observation car, thought that the =peed had been re-
duced by the emergency application from 40 miles per hour to 35
miles per hour at the time of the accident.
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Diepatcher Grogan, on duty at Miles City, stated that train
order No., 6 was issued in the usual way, which conformed to the
rules and regulations of the operating department.

Operator Mowry, at Miles City, and Operator Metsell, at .
Vananda, stated that Conductor Hansen appeared to be in normal
conditicn when they talked with him at their respective offices
vhen train orders were delivered. The orders were handled in the
usual manner and the conductor rcad them aloud.

Operator Clevenger, at Melstone, and Operator Wells, at
Sumatra, stated that train order No. & snd clearance cards were
handled in the usual manner.

Truvellng Zngineer and Assisten®t Trainmaster Johnston stated
that the speed recorder tape with which engine 227 was equipped
indicated a speed cf 57 or 58 miles per hour when No. 15 passed
throurh Ingomar, and for a distance of approximately 1,200 feet
there was a rapid deceleration followed by a precipltous drop,
indicating en emergency apvlication of the air brakes prior to
the collision.

Dinfcussion

Train order No. 6, providing for the mect between No. 15 and
No. 264 at Ingomar, was read and understood by the members of the
crew of No. 15 with the exception of the flagman, the conductor
failing to send the copy of the order back to him or to see that
the flagman was informed relative to its contents.

According to hils cstatement, on approaching Ingomar the en-
gineman of No. 15 was rereading several train orders relative to
reducing speed in the territory beyond Ingomar to fix the vari-
ous points in his mind agnd he was still thinking of them when
psssing through Ingomar and he forgot the meet with No. 264. He
felled to sound the meeting-point whistle signal, which is re-
quired by the rules, although he did sound the station whistle
signal for Ingomar. The fireman likewise forgot the meet order,
but when he first saw the headlight of the spproaching train he
warned the engineman who immedistely took action Tto stop the
train. The order to No. 15 at Vesnanda was completed at 3:04 a.m.
and the train departed from that station at 3:07 a.m. It passed
Ingomar, the station where it had the meet with No. 264, at 3:33
a.M.; therefore, not more than 29 minutes elapsed between the
time of receiving the order and the time required for its execu-
tion. Inasmuch as there was nothing to distract the attention of
the engineman and fireman and since they were required to remem-
ber the meet order for not more then 29 minutes, it is apparent
that they vere not giving proper consideration to the importance
of complying with the provisions contalned in the meet order; had
they given the proper consideration thie accident would not have
occurred.
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After leaving Vananda the conductor of No. 1& was vorking
with the tickets and was not paying any particular attention to
the points passed en route, but on hearing a noise that sounded
as though they were passing cars at a point he thought to be
Thebes, he ackeAd the head brakeman, who had teen assisting in
checking tickets, about it. The brakeman then went to the rear
vestibule and informed him that No. 264 was not there; the con-
ductor rushed to the vestibule himself and on loocking back he
realized his train was passing through Ingomer. He saw dust and
smoke which he thought came from an engine pulling out of the
sidin., but later leorned that it wss from his own train. He
then felt the air brakee beiny opplled, saw the headlight cshead,
and Jjumped off. The brakXenan of No. 12 saw that they were pass-
ing the station at Ingomar and he sgo adviged the conductor and
also told him that No. 264 was not there. The conductor should
have taken action immediately to stop the train upon being ad-
viged by the brakeman as to their location and that No. 264 was
not on the sidirg. ©ELver 1f the ccnductor hed taken action when
he himsclr ascertained their location, at which time they were
about one-third nilc west of the station, it is probable that
this accident would have been averted. There is no doubt that
if the conductor and the brakemen had been alert to the operation
of their trasin, they would have been in position to know their
location and whether or not No. 264 was in the siding, in suffi-
cient time to have taken action to stop the train. Neither of
these ren heard a wnistle signal of any kind. The rules require
that vhen an enginensn falls to sound the meeting-point whigtle
signal the conductor must take immedizte action to stop the train.
HaA the conductor chown the meet order to the flagman, ss re-
quired by the rules, it is possible that he might have taken ac-
tion to prevent this zgccident.

Between the hours of 9 p.m. and & a.m., the block in which
the accident occurred extends frem Venanda to Sumatra, a distance
of *Z2.6 miles. No. 15 entered the sast end of the block at Van-
enda at 3:07 a.m., having received clearance card, Form A, with
information thereon that the block was clear except for No, 264.
The tlock was clear when No. 15 entered it, but it was known that
No. 264 would soon enter the block at the west end. The latter
train passed Sumatra at $:17 a.m., at which time No. 15 had al-
resdy been occupying the block len minutee, and No, 264 was given
a clearance card, Form A, with the infcrmation thercon that the
block was clear except for No. 15. This resulted in two opposing
passenger trains beling operated within the same block and having
a train order which rpecified that the trains meet at a closed
station located between the extremities of the block. While this
was in conformity with the manual-block rules of this railroad,
thies method of operation practicszlly nullifies the protection to
be derived from the block system. Had the rules provided for
fixing the meeting point at a block station, or for giving each
train block permission to the meeting point only, making it nec-



essary for each train to obtain new block permission to proceed
beyond the meeting point, it 1s probable that this accident
would have been averted. ,

A number of collislons occurring under manual-block systems
operated in a manner similar to the prectice disclosed in this
accident have been investigated by this Bureau and this method
of operation, in view of the human element involved, has been
conclusively proven to be unsafe.

The followlng are some of the more recent accidents occur-
ring under similar methods of oreration that were investigated
by this Bureau:

arch 26, 1937 - Coloredo & Southern Rallway, Royce, ,
N. Mex., head-end collision between
8 passenzer trein and a freight
train, reculting ir the death of 1
ani the injury of 22 persons.

October 7, 1937 - Chicago, Burlington & Quincy Railroad,
Kemp, Nebr., hesd-end collislon between
a pacsenger trein and g light engine,
resulting in the death of £ and the in-
Jury of "7 persons.

Februsry 16, 1938-Colorado & Southern Rallway, Folsom,
N. Mex., hesd-end collision between a
passenger train ond a freight train,
resulting in the Seath of 4 and the
injury of 19 persons.

In the report covering the investigation of each of these
accidents, cormment was made on the inadequacy of the block sys-
tem in use and consideration for adequate block protection for
all trains was suggested or recommended.

Conclusion

This accident was caused by the failure of No. 15 to obey

a meet order.
Recommendation *

It i1s recommended thet thie carrier immediately make neces-
sary changes to provide an adequste block-gcicnel gystem.

Regpectfully submitted,
W. J. PATTERSON,

Director.



