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Chicago, Rock Island & Pacific

October 15,

1938

Washburn, Iowa

Head~end collision

Freight
99

2521

Freight

94

2561

40 cars and caboose ! 32 cars and caboose

Standing
Timetable

Single; 0°
descending

Clear
2:55 Pellle

2 injureds

15"25 m-p.h.
and train orders

40" curve; 0.18 percent
castwarde.

Unauthorized main~track movement without
flagz protectione
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November 25, 1938.
To the Conmmission:

On COctober 15, 1938, thire was a head-end collision between
two froight trains on the Chicago, Hock Island & Pacitic Rallway
at Woshburn, Iowa, vhich resulted in the injury of two employces.
This zccidsnt was investigated in conjunction with a representa-
tive of the Iowa State Comrmission.

Location and method of operation

This sccident occurred on tnrt part of the Cedar Repids Divi-
sion designnted ag Suw-Division 1€ which extends between Cedar
Roplds 2nd llanly, Iows, a distance of 197.3 milese. In the vicinity
of the poing of sccidonty this is a single-track line over which
treins are operated by timetable and train orders, no block-signal
system being in 1se. The @ecident occurrad on the siaing at Wash-
burn at a point approvimately 250 feast east of the west switche
Approaching this point fronm the west the track is tangent 2,170
feet followed »y a 0O° 40' curve %o the Jeft €81 fcet in length, the
accident occurred on this curve £t a noint about 44 fect west of
1ts east end. The grcde for sass-bound trains is slightly
agcendirg a distonce of 1,300 fect, and then descerding 0.18 per—
cent a distance of approximately 1,830 fezt to the point of &acci-
dent. A@proachi g from the east the track 1s tangent a distance
of 4,995,”f%ﬁlowed by the curve on wihich the accident occurred.

The siding at Wacghburn is 1,948 feet in leagth, hes a capacity of
*2 carg, ana parallels the main crack on the souths. A house track,
"1,265 fe=t in length, the weet switch of which 1g located approxie
mztely 100 feet east ol the west cwiteh of the siding, parallels
the main track on the north. Stock pens are locsted near the west
end -nd to the north of the house tracka The depot ig loceated
between the main track =nd the house track approximately 741 feet
eagt of tThe wast houue-track svitchs. Immediately vest of the
depot Main Strect exiends across the threc tracks at grade and at
tn angle of about 80 degrecs. There 1s an elevator located just
weat of the crossing end to the north of the house track approxi-
metely 804 fect ea2st of the west house~-track switche The switches
at tihe west end of LDoth the siding and thie housc track are equipped
with high Star cwitch etandg, erch having an 18-inch, red-—enameled,
round-disc target, the c:nter of which 1s &1 inches above the top
of the tiege. The ctetion board for east-bound trains is located
4,672 feet vest of the west switeh of the cidinge

Eagtward traing tre svrpsrior to wegbward trains of the same
classs
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iNo. 99

Cedar Rapids, Iowa

(Union Station)
0.8 mi.
Cedar hapilds Yard
22.9 mi,
Vinton
14,3 1.
LaPorte City
2.0 mi.
Washburn (P of A)
4.9 m.
East Yard
2.0 mi.
Waterloo
74.9 mi.

Manly, Iowa
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Main track
Siding, 1,9M8 ft.
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Ll House track, 1,565 ft.

Chicago, Rock Island & Pacific Ry.

Washburn, Iowa

October 15, 1938.
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The maximum authorized speed for freight trains is 45 m.DPeha-
Rule 34 reads in part:

"The engineman and fireman, and trainman when riding
on the engine, must communicate to each other BY ITS NAUME
the indicstions of all interlocking, train order and auto-
matic block cntrance signals, and when practicable all
other signals affccting the movement of their trainga®##, U

Rule 90 reads in part:

Wk Tpging must stop clear of the ewitch used by
thc train to be met in going on the siding. Where there
is more than one siding, the one first reached must be
taken, when practicable; when not practicable, the train
must first be protected as poer Rule 99 beyond the switch
of the siding first reached."

Rule-99 resds in part:

"When a train stops under circumstances in which 1%
may be overtaken by another train, the flagman must go back
immediately with flagman's signals a sufficient distance to
insure full protection, placing two torpedoes, and when
necessary, in addition, displaying lighted fusecss

When recalled and satety to the train will permit he
may returne

When the conditions require, he will leave the tor-
Pedoeg and a lighted fusee.

The front af a train must be protected in the same way
when necessary by the brakeman, or in his absence by the
fireman, ###*

#¥#¥% Conductors and Enginemen are responsible for the
protection of their trainse!

Rule 104e recads in part:

"When a train backs in on a siding to be met or passed
by another, the enzineman, when engine is cle:r of the
mein track, must als» see that the switch is properly
lined for the main track, %%,
The weather was clear at the time of the accident, which
occurred at 2:55 p. me.



Description

No. 99, a west-bound second-class freight train consisted
of 40 cars and a caboose, hauled by engine 2521, and was 1in
charge of Conductor Arendts and Engineman Rollins. This train
departed from Cedar Rapids Yards, 45.2 miles east of Washburn,
at 1:35 pe.m., according to the train sheet, 50 minutes late,
passed Vinton, 22.3 miles east of Waghburn, at 2:18 p. m., where
train order No. 371, Form 19, was received, reading, "Noe. 94
engine 2561 meet No. 92 engine 2521 at Washburn", and a message
reading, "No. 94 has 39 cars and will be at Washburn gbout 2:58
pem., one car at Washburn." No. 99 pasgsed La Porte City, the
last open office, 8 milesg east of Washburn, at 2:37 pem., 47
minutes late, stopped at the east switch at Washburn, at 2349 pP.m.,
pulled into the siding and stopped at the west end with the rear
end of the train on the main track. Cutting off the first two
cars, the engine headed out upon the main track and "kicked" them
into the house track, then backed into the siding and coupled to
the remainder of the train intending to pull the rear end into
clear and double over to the house track, leaving the two main-—
track switches open, but was struck by No. 94 immediately after-
wardse

No. 94, an east-bound second-class freight train, consisted
of 39 cars and a caboose, hauled by engine 2561, and was in charge
of Conductor Haynes and Engineman Streeter. This train passed
Waterloo, the last open office, 6.9 miles west of Washburn, at
2:34 p. m., according to the train sheet, nine minutes late,
received train order No. 371, quoted a%ove, and proceeded to
Washburn vhere it headed into the siding and collided with No. 99
while traveling at a speed estimated to have been between 15 and
25 miles per houres

The force of the collision shoved engine 2521 backward a dis—
tance of about 73 feet. The tenders of both engines were forced
into the cabs and against the boiler heads. Engine 2561 remained
upright, with the third and fourth pairs of drivers derailed, the
Pilot beam broken off and the front end of the frame resting on
the frame of engine 2521. The front truck of the first car of
No. 94 was derailed, the second, third, fourth and fifth cars were
noc derailed, the sixth car was derailed but remained upright, the
seventh car stopped on top of the sixth car, the eighth and ninth
cers stopped on their sides diagon2lly across the tracks and badly
crushed, the tenth car stopped parallel to the track and badly
crushed, the eleventh car leaned to the right at an angle of 45
degrees, and the twelfth and thirteenth cars were derniled but
reneined vpright and in line with the track. The truck castings
and the pilot beam of engine 2521 were broken off, the trailer
vheel and drivers on the left side were derailed. The lead truck



of the firgt car of No. 99 was dcralled and telescoped half its
leng;th under the tender, the second snd third csrs were not
dersiled,  the rear truck of the fourth car was derailed, the

fifth and sixth cars were derailed =nd crushed, cnd the lead Trvck
of the seventh car wog derailed.

Summary of evidence

Engineman Rolling, of No. 20, stated that at Vinton he re-~
ceived train order No. 371, which fixed the mecting point with No.
94 at Washburn, and a nessage advigin: that No. 94 would be at
Washburn about 2:58 p. m., wnd that 1t hed 39 cars. Nos 99 had
40 cors, the first two of which con:nined stock to be spotted at
the stock chutes at Waghburn. Leaving La Porte City, 8 miles
east of Washburn, the head bhrakeman sug.gested thnt after heading in
2t Washburn they cut off the first two cors, "kick" them into the
house track, pull the rear cnd of the trein into clear, doublc
over with the head end to the nouse track and at the same time spot
the «tock before No. 99 arrived; the cniineman agreed to this and
thought the fireman wag prescrnt dura hg this convaersationes
Nothing was said about protecting thcse proposed movenentse They
arrived at the east switch at Washburn at 2:45 p. m., pulled into
the giding =nd stopped at the west end. The he:d brakcman cut the
fivst two cars off »nd lined the suitchesy before pulling out upon
the mein line thc engineman locked in the direction of Noe. 24 but
could not see any sign of it, at which time hec was about to tell
the brakcman to take the red flaz, go out and slow down Noe 94,
but for some unknown reason he did not tcll him to do so, and as

ar as he knew he was the only menber of the crew that thousht
about protectings After pulling out upon the mnin track, vithout
fldg protection, the two cars wcre "'Loaed' into the house treck
where the conductor, who was about ten car lengths aay, stopped
then near the road oronu_nr west of the depotse About the time
those cars were "kicked" he [Cirst saw No. 04 agbout 14 or 2 miles
distant but he did not take any steps to provide protections
Leaving both main-line switches open tiae enzinc was then backed

in end coupled to the remainder of the train to pull the rear end
into clear and to doublc over to the nouse track; the accident
occurred immedistely therecaftere. He was not aware that a collision
wa o imminent until the Cfiremsn called to him to jump just prior to
1ts occurrence. He understood under the rules that he nhad no
auvthority to use the main track west of the east switch without
flag protections He had no convercsation with the conductor rela-—
tive to the work to be done at Washburne.
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Thae stetement of Fireman Ros3, of No. 29, corroborated that ’
of the engineuwnn with repard to movbments of the tr-ine. He undaer-
stooud the contents of train order No. 371 and that under the rules
No. 99 should not use the msin track beyond che east svitch without
flag protection; however, no protection wae given. He did not hiear
any discussion abont ho the work wa to be done theres He under-
st00d that in the abgence of tThe bDrakcemaan the fireman was reguired
to protect the head end of the t“;11 but nothing wag said to him
.about flagcing and, as the head brekeman waes on the head end and
from information Ziven him by th ereincman that the conductor vas
near the head end, he Jdid not go ont to flaTe He did not sec¢ any
indicetion of No. 24 aporozching until irmediztely after hils engine
had bez=n recoupled to the remainder of the train; he looked around,
saw Nos 94 about 1oL or 15 c~» lenzthe diatant, wavncd the en<glineman,
and the colligion occurred imnediately thercnttere

Head Brakeman Stail, of No. 99, sgtated that after mulling to

the vest end of tae uldmng at Washburn, Iie cut off the tvo hoad
cere, lined the guitches, and ot Shis bime e caw anothing of No.

. . ) . . . s n . .
¢41s thay then heoded oul on the main track and "kicked  the cars

into tue house track ana vithout looking further backed in and
covplced the engine to the remcinder of the train, leaving both main
tr.ck o 1tcngs opcn, and his engine was a3truck by No 91t within 30
smconds thereafter. He understood fthe train orders reccived at
Vinton end t} gt the rulcs reqrired them to protect their train vhile
using che main tracke. The conductor nad not anstrveted him as to
how the viork was to be done therce. His reagon for not providing
flag protection "ras that he was in a hurry to get the vork done
before Nos 94 arrived. Bralkeman Stanl furthcr gtated that Con-
ductor arendts was wvest of the depot +hen the two cargs vere
"kicked" into the house trecik and the latter stopped che crrs vest
of Mezin Strect croscing ~nd then walkad toward the head ¢nd of the
trein. The brakeman further stated taat hed he obgerved Noe 94
spproaching vhen his eagine was backing into the siding he would
h=ve lined up the cwitches »nroperly, -r.ich would heve nrevented
the accident.

Conductor Arcndts, of llo. 993, corroboraied the statement of
Engincmen Rollinas with respcet to the movemant up to the time of
arrival at Washburn. He stcted thet vhen his trein boegen to slow.
up for Washburn he storted forusrd over the top of the train to
asclst 1in the vork and concinued ¢0in~ forward until they reached
the west end of the siding, at which ©ime he was “ithin 20 car
lengths of the hecd end; he then descended %o the ground and con-
tinued toward the head end. Before getting off the top of the
train he covld sec the cmoke of Wo. 94 in the disctances He had
not siven any insiructions ahoust doing the vork at Waghburn but

- ———
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knew that it would be necescary to double over ag cach train had
mors cers than the siding would hold. After the engine and two
cars moved out upon the main track, he was given a signal by the
head brakeman that thcy were "kicking" the two cars into the house
track, and he ran to stop them belorc they reached Tthe crossing
west of the depot: the enfine was backing against hig train at this
time znd after coupling to the train it wvas struck by No. 94 at
2:55 pe m. He knew that flag proteection should have been provided
vhile doing this work and he expected protection to bc given; he
could gee that the brakeman was not flagging but could not tell
vhether the fireman was protecting the movenent or not; hovever,
he gave no signals to prevent his engine occupying c¢hac mein track
vithout protectione.

Rear Brakenan Barrpeti, of No. 99, corroboraced che statements
of other members of the crew as to the movements until his train
stopped at Washburn. He was standing nea the cabooge vhen the
accident occurreds.

Engineman Streeter, of No. S4, stated that the air »rekes
were tested before leeving lanly; the brekesg functioncd properly
en route. At Waterloo, he rcceived train order No. 371 directing
No. 94 to meet No. 99 at Washburn. Approaching Washburn he could
sec from a point 1% miles west that Noe. 99 was ctanding at the
station. He vas operating his train at a speed of shout 52
milcs per hour at the station sign board vhere he sounded the
station vhistle signal and the meeting-point vhistle signal; he
then made a 15-pound bralke-pipe reduction, and the speed vas
about 25 miles per hour vhen at a point approximately seven car
lengths vest of the vest switch, from which point he was able to
see that the cngine of No. 99 was in the clear on the siding. He
then released the air brakes and a* that time discovered that the
suitch target was digplaying a red aspect; thinking he might be
migstakken he opened the throttle enough to raise the smoke for
better vigion and then saw that the switch was lined for the
siding. He immediately applied the air brakes in emevrgency but,
due to having just released from the previous applicstion, an
emergency effcecet was not obtained. He jumpsd off vhen the
Treins rere acvout one car length aparte. He did not think the
speed of the train was reduced after the emergency applicaetion
of the brskes was made. He further stated chat it vas imposeible
for him to see the svitch target carlier duc to the curve to the
left. There was no flagman or other menber of the crev of No.

99 in sight as No. 94 approached. The fireman and the head
brakeman vere sitting on their seat boxes on the left side of

the engine approaching Washburn, and there -7es no smoke or
obestruction to interfere vith their visiony hc received no warning
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from either the fireman or the brakeman until the trein hed

rosched the point from which he could see the svitch target. He
stated the weather was clear, and the time of the accident was

2:55 Pe M qlk

Fireman Larson and Head Braxeman Toops, of No. 94, corro-
borated the statement of Engineman Streeter in all egsential
detalls. They stated that they were looking to see 1 the rear
end of No. 99 was into clear and for this reason did not see the
open svitch until within a short digtance of it

Conductor Haynes, of No. 94, gaid that vhen aprroaching
Washburn he wvas in the cebooze, at which time the hreke-pipe
pressure was 70 pounds and the spsed of the train tvasg about 40
miles per hour; he felt the brakes being epplied, after vhich he
walked to the rear platlform to be there to identify No. 99. He
looked shead on the 1sft side and could sec No. 92 on the siding;
the collision occurred shortly aftervards, ot which time the
apeed had becn reduced to 20 or 25 miles per hours He did not
think the brakes nad becn raeleased on the rcar ead alter they
vere first agpliede

Rear Brakeman Babcock, of No. 94, vas i1n the caboose at the
time of the accident. His statement sdded nothing of value to
that of the conductore.

Observation of the Commission's Inspcchorse

The Commigsion's inspectors made an inspectvion of the track
and the right-of-vay and found no obsiruction to obscure the view
for a distance of approximately two miles vest of the point of
accidente.

An inspection of the cngine disclosed nothing that would
obstruct the vision in looking ahead. The targets of the
gv 1tches ianvolved were red-enameled, clean and in good condition,
cnd vhen lined for either the house treck or the siding they
could be plainly seen for a cdlstance of one—-fourth miles

Discussion

Train order No. 371, providing for az meet between Noe 94 and
Noe 99 at Waghburn, vwas read and understood by the umembers of bot
crewss According to the evidence No. 99 pulled into the siding
% Washburn and stopped at the vest end vith the rear end on the
main track as the trein was too lonz for the siding, the tvo lead-
ing cars were cut off end the engine pulled them out on the main
track without flag protection, "kicked" the tro cars into the
house track, then backed into the siding, leaving both svitches

-
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openy the enrine hed just been coupled to the train preparing to
pull the rear of the train into clear end double over when 1t was
struck by Noe 24, Under the rules No. 99 vas reguired to enter
t..c east switeh of the siding at Waslhiburn and was not authorized
to 2ccuyy the wain track west of the cast switch without flag
:ction 2 2inst Noe. G4

a A
L= ouel

c
Tre evidence digclosed that neither the engineman, the firee-
man nor the heced brakeman saw any indicatlon of Non. 94 approach—
iny prior to moving out upon the mein track, notwithstanding the
Peet tlien The conductor, who was about 20 car lengths behind the
cn.inc vasn these moves wire stvarted, saw the smoke of Noe 94,

The concucter made no effort to proteot asainst Noes 94 The
envineman of No. $9 saw Nos. 94 epproaching about the time the twe
cers vere "kicized into the house track but made no eifort %o
orovice fl-g protecvicn or to see that the switches were closed
siter the c¢ncine nad backed into the siding, The fireman and the
we=d ora.ienzn dld nov sece Noe 94 copproeching until 1T was so close
that nothing could be done 1o avert She accidents Had proper flag
osrotection btcen provided this accident probably vould have been
wreventedy had the mwln triock sfiftchcs becn closed after No. 99
recntersd the siding thils cccident would hove been preventeds

Fy

-

The enginenan of No. 94 was opcrating his train 2t a speed
of 42 to 4C mil.s pst hour, snd shortly a“ter vassing the station
vocrd he appliew the air brakes and had reduced the speed to about
2o milis per nour when within 7 or 8 car lengths of the vest
gu.l1tche. He then r:zlzaged the bra2ksg after he saw that the engins
of Nos. 29 vag in the clear cn the siding and about the same time
n: saw that the avitch to the siding vas openy he immedintely
- prlied She brekes in emergency bub, due to having just released
from the prrevious service application, an emergency effect was not
ontained. The fircmen and the head brakeman of No. 94 were on
the left «ide of the ~nzine and had an unobtstructed view of No. 99
for over a mile and could h-ve secn the switch tarzets for a
cuarver of a mile, but thcy were looking beyond, at the cast switch
to determaine if Noe. 99 was in the clear. The engincman's view of
tae svitch vas gomehet restricted as he uss on the outside of the
CUTVE

Conclusion

miis a~itent vas caussed by an unauthorized main-track move—
! 2in Yo. 99 without flay orotections.

Respectfully submitted, g
W. J. PATTERSON,

Direcctor.



