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Date:
Rallroad:

Locatlon:

Kind of acolident:
Trains involved:
Train numbers:

Englne numbers:

Consists:
Fetimated speeds:
Operation:

Track:

Weather:

Time:

Casualtles:

Cause:

o Report No. 3832

June 9, 1965

Chtoago, Milwaukee, St, Paul
and Paclific

Stewart, Mlnn,

Side collision

Freight : Passenger
Extra 117C Weet : 18
Diesel-electric : Dlesel-slec-
units 117C tric units
1178, and 117A 95C, 93B,
and 104B

174 cars, oabcose : 1l cara

1-3 m. p. h. : 16«20 m. p. h.
Signal indications

Single; tangent; level

Fogey
5:30 a. m,
29 inJured

Failure to operate east-bound
train in‘accordance with
slgnal indlcatlions
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INTERSTATE COMMERCE COMMISSION

REPORT NO. 3632

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

CHICAGe, MILWAUKEE, ST, PAUL AND PACIFIC
RAILROAD COMPANY

July 21, 1956

Accident at Stewart, Minn., on June 9, 1955, caused by
fallure to operate the amst-bound train in
eccordance with eignal indlcationa,

2 /

REPORT OF TEE COMMISSION

™

CLARKE, Commiesioner:

On June 9, 1955, there was a slde collision between
a frelght traln and a passenger trein on the Chicago,
Milwaukee, 9t, Paul and Pacific Rallroad at Stewart, Minn.,
which resulted in the injury of 23 passengers, 1 employee
not ¢n duty, 2 dining-car employees, 2 coach porters,
and 1 traln-gervice employee.

T
Under authority of sectlon 17 (2) of the Interstate Com-
merce Ant tne above-entitled proceeding wvosg referred by the
Commission to Commissioner Clarke for conslderation and

dieposlticrn,
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Location of Accident and Method of Operation

Thie accldent occurred on that part of the Hastings
and Dakota Division extending between St. Louis Park and
Montevideo, Minn., 126,1 miles. In the vieinity of the
polnt of accident this is a single-track line, over which
trains are operated by eignal indieations. At Stewart,
59,6 miles west of St. Louls Park, a siding 1,22 miles ln
length parallels the main track on the south. The eaat
slding-switeh g 1,02 miles east of tne station, The
accldent occurred 214 feet west of the east siding-switch,
a8t the foullng point of the maln track and the slding.
From the east there are, in succeasion, a tangent eeveral
mlles in length, a 1°02' curve to the right 1,204 feet
and a tangent 501 feet to the point of accldent and a,be
miles weatward, The grade 1s level throughout s distance
of 1,699 feet immediately east of the point of mceldent.
From the west the grade ie, succeepively, 0,17 percent
ascending a dlstance of 3,600 feet, 0.24 percent ascend-
ing 1,810 feet, 0.47 psrcent descending 1,460 feet, and
level 560 feet to the point of accldent.

Automatic elgnal 64-3 and gemi-sutomatic elgnal 138L,
governing west-bound movements on the main track, semi-
sutomatic slgnal 136LB, poverning west-bound movements
from the siding to the main track, and seml-automatic
signals 136R and 138RA, governing esst-bound movements on
the main track, ars located, respectively, 2.06 miles
east, 228 feet eant, 1.13 miles west, 1.18 miles west, and
137 feet weat of the point of mccldent, These signels are
of the searchlight type. Signal 64-9 is approach 1lighted,
and the other signals involved are contlnuously 1lchted,
The aspects applicable to this investigation and the
corresponding indioatlons and names are as follows:

Signal Aspect Indigation Nome
649 Yellow Proceed prepared to Approach
setop at next aignal. glgnal.

Traln exceeding
medium speed must at
once reduce to that
gspeed.



-8 - 3632

138L Red-ovep- Procesd at slow Approsch
Yellow speed on diverging
diverging route slpg-
route. nal.
136LB Red Stop. Stop signal.
1368 Yellow=over- Proceed prepared Approsch signal.
red to atop at next

slgnal, Train
exceeding medium
speed muat at
once reduce to
that apeed.

138RA Red-over- Stop. 3top algnal.
red

These signals form part of a trafflc-control system extend-
ing between Glencoe, 42,8 miles west of St. Louls Park, and
Montevideo. The control machine, located in the train dls-
patcher's office at Montevideo, 18 equipped with visual
indicators to show track ocoupsney of each 0S section and
between 0S sections, the position of esech power-operated
8wlteh, and whether each controlled slgnal le dlisplaying an
agpect to procesd or an aspect to stop, The conirol eclr-
cuits are so arranged that s controlled slgnal will not dls-
play an aspect to procesd when any opposing controlled
s8lgnal Or eignal governing movements over a confllcting
route 18 dleplaying other than 1ts most restrictive aspect,
vhen the block between adjacent controlled points ls
occupied by an opposing train, or when a ewltch within the
route governed by the signal is not in proper position and
locked. When the routes ere lined for a west-bound move-
ment from glgnal 64-9 into the siding at Stewart and for an
east-bound movement from signal 136R to 138RA, signals 64-9
and 136R eamch indicate Approach, signal 138L indlcates
Procesd-at-glow-speed-on~divergling-route, and signals 136LB
and 138RA each indicate Stop.
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Thig carrler's operating rules read in part as
follows:

DEFINITIONS.

Medium Speed,--A speed not exceeding thirty (30)
miles per hour.

Slow Speed.--A speed not exceeding fifteen (15)
miles per hour,

17, The headlight muat be displayed to the front
of tralne by night and at any time the view 18
cbacured by storm or fog * * ¢

g-17, # * @

Until the headlight of s traln turned out to meet
another train ls extingulshed, it 1s an indlcation
that the maln track is obstructed, * * *

L B

34, All members of train and engine crews must,
when practicable, communicate to each other by its
name, the indication of esoh slgnal affeoting the
movenent of thelr train or englne.

517. 1In foggy or etormy weather, englneera muat
approach all signale with great care, prepared to
respect the indlcations glvan.

The maximum authorized speeds were 79 miles per hour
for the passenger traln end 55 miles per hour for the
fralght train, )

Degeription of Accldent

Extra 117C Weat, a west-bound freight train consisted
of Diesel-electric units 117C, 1178, and 117A, coupled in
multiple-unit control, 174 cars, and a caboose. Thls train
passed Brownton, 6.7 mllas east of Stewart, at 5:10 a. o.,
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according to the tralngraph of the traffioc-control
me.chine, and passed signal 64-9, which indlcated
Approach, The front of the traln paseed signal 138L, .l
which indicated Proceed-at-slow-speed-on-dlverglng-
route, entered the siding at 3Stewart, and etopped about
5:29 a. m., with the front end of the locomotlve approxli-
metely 550 feet east of signal 136LB, which indicated
Stop, and the one hundred twentleth to the one hundred
twenty-fourth carg, inclusive, occupying the east turnout
of the slding. About 1 minute later, as this train

began to move westward, the cars on the turnout were
struck by No. 18,

No. 18, an east-bound first-class passenger traln,
conslsted of Diesel-electric units 96C, 93B, and 104B,
coupled 1n multiple-unit contrcl, one buetness car, one
mall-express car, one baggage-dormitory car, three coaches,
one eleeping car, one dianing car, two sleeping carg,and
one observation-sleeping car, in the order named. All
cars were of all-steel consfructlon. The Diesel-electric
unlts and all cares except the first were equipped with
tightlock couplers. This train departed from Montevideo
at 4:40 a. m., 45 minutes late, passed Buffalo Lake, 6.5
milee west of Stewart, at 5:24 a, m,, according to the
traingraph of the trafflo-control machina, passed slgnal
136R, which indlcated Approaoh, passed signal 136RA,
whlch lndicated Stop, and while moving at a speed
variously estimated at from 15 to 20 milec per hour 1t
struck the one hundred twentieth car of Extra 1170 West. *

The one hundred twentieth to the one hundred twenty-
fourth cars, inclusive, of Extra 117C West were deralled
and stopped in various positions on or near the track,
These cars were badly damaged. The first Diesel-electric
unlt of No, 16 was derailed to the north and stopped wlth
the front end 183 fee: east of the polnt of colllsion and
at an angle of about 15 degrees to the maln track, It
leaned toward the north at an angle of approximately 20
degreea, The front end and the right side of the flrst
Dlesel-electric unit were badly damaged, and the front
truck of this unit was displaced. No other equipment of
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this traln wos derailed, The right sides of %the
secend and third Diesel-electric units and the right
side of the firet car were somewhat dsmaged by contact
with deralled equipment of the opposing train.

The baggageman of No. 18 was injured.

It was daylight and fogey at the time of the acel-
dent, which occurred about 5:30 a, m,

The first car of No, 16 was equipped witk LY type
control valve and the other cars were equipped with
D-22-AR type control wvalves. All except the first car
were provided wlth antl-wheel sliding devices.

M aocugslon

About &:10 a, m,, when Extra 117C West passed Brown-
ton, the train dlgpatcher lined the route for that traln
to enter the slding at the eest slding-switch at Stewart
and for No, 16 to proceed from Buffalo Lake to slgnal
138RA. Immediately after No, 16 passed the west slding-
swltoh at Stewart he lined the route for Extra 117C West
to enter the maln track at the west slding-swltch. The
indicators on the traffic-control machine indicated that
the aystem functioned properly.

Extre 117C West atopped on the elding at Stewart with
the front end of the loocomotlve clear of a highway croas-
ing located approximately 800 feet eaat of the west
slding-switch., The designated capacity of the siding lsa
125 cars. The englnemen and the front brakeman were in
the control compartment at the front of the locomotive.
The conductor was in the caboose. Immediately after the
train stopped the flagman proceeded eastward to provide
flag protection. The headlight weas lighted brightly.
Vielblllity was materially restricted by fog which varied
in density at different locationa. The membere of the
crew on the locomotive sald that asa No. 18 passed they
obgerved that brakes were applied and sparkes were flying
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from the wheels of the equipment. They were unable to
estimate its speed. After No, 16 cleared the west
8lding-swltch and their traln had moved westward a short
distance the brekes became applied in emergency. Members
of the crew on the locomotlve were unaware that an accl-
dent had occurred until they inspected thelr train to
ascerteln the cauce of depletlon of brake-plpe pressure.

Aa No. 18 wse approaching Stewart the enginemen were
maintalning a lookout ahead from thelr respective posltlons
in the control compartment at the front of the locomotlve.
The members of the train crew were at various locations in
the cars of the train. The speed-recording davice was
inoperative but the engineer estimated the speed at aboutb
79 mlles per hour. The headlight was lighted brightly and
the oaclllating white headlight was in operation. The
brakes of this tramin had been tested and had funotioned
properly when used en route. The englnemen sald that
vieibllity was restricted by fog to a diatance of approxl-
mately 700 feet, Signal 136R indicated Approach, and the
indication was called by the englnemen. The engineer sald
that when he ohgerved the aspect of the signal he immed-
lately olosed the throttle, opened the sander valve, and
made a 20-pound service brake-pipe reduction. A few
seconds later he made a further service brake-pipe reducg-
tlon of 12 or 13 pounds, He thought that there wae &
normal deceleration after the brakes vere aprlled. The
enginemen observed the lighted headlight of the locomotive
of Extra 117C West and vere aware that this was an indl-
cation that the traln wee not clear of the main track,

The engineer said that when signal 138RA became visible to
him 1t indicated Stop and he immedistaly moved the brake
valve to emergency position. He thought that the speed
previously had been reduced to about 35 mlles per hour and
that 1% was further reduced to about 15 milea per hour
before the colllsion cccurred. The.-fireman said he obeerved
that gignal 138RA indicated S%top and called a warnlng aboutl
the same time that the enginesr msde an emergency appllca-
tlon of the brakes., He sald that the braXes were not re-
leased at any time after the locomotive paesed slgnal 136R,
and untll the stop signal at the east end of the siding
became vislble to him he thought the speed of the traln was
being properly controlled, He estidated that the apeed was
reduced to 15 or 20 miles per hour at the polint of collislon.
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After the accldent oocurred the brekes of the
equlipment of No. 16 were tested, W.th the exception of
the breke equlipment of the firet Diesel-electric unit,
which wae damaged in the accldent, the brakes functloned
properly. The brake control apparatus of the first
Diegel~electric unlt was removed and tested on a test
rack in the shops of the carrier in Mllwaukee, Wias., on
June 15, 1955, and no defective condltion was found,
Exanination of the tape of the speed-recording device
diasclosed that the device had become inoperative in the
vicinity of Wegdahl, 60.3 miles west of Stewart.

The rules of thie ocarrier require that when a train
pasess a elgnal which indlcates Approach the speed of the
train muet at once be reduced %to 30 miles per hour and
muet bhe so controlled tnat the train can be stopred short
of the next signal, Apparently, in thie instance, the
engineer migjudged the speed of the troin end the dlstance
in which 1t conld be stopned, and sction was not teken in
time to stop the train short of signel 138RA,

Cause

This accident wvas caused by Tallure to onerate the
east-bound traln in accordance with signal 1ndications.

Dated at Weshington, D. C., thia twenty-first
day of July, 1955,

By the Commieslon, Commisslcner Clarke.

(SEAL) HAROLD D, McCOY,
Secretary,



