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Datcy

Rajlroad:

Location:

Kind of accident:
Traine involved:
Train nunbers:

Enpine nunbers:

Speeds:
Operation:

Track:

Weather:
Time:
Casuglties:

Caouce:

-2 - Repaort No, 495

Msvamber 8, 19862

Minneapolis, St. Paul & 3ault
Ste, Marie

Cavour, Wis,

Head-~end collision

Freicht : Freieht

15 1 16
Diesel-electric + NDicselw=electric
unlitas 2108 and units 2064
2104 and {00B

57 cara, cabncee : 45 onypa,

cabnoge
51 m, p. bk, : Standing

Timetable and traiin orders

Single; tengent; 0,07 percent
agcending grade westward

Clear
1:20 a, m.
1 killed; 4 1njured

Fallure to obey meet order



INTERSTATE COMMERCE COMMISSION

REPORT NO. 2495

Ii! THE MATTER OF MAKING ACCIDENT INVESTIGATION REPORTS
ULDER TEE ACCIDENT REPORTS ACT OF MAY 6, 1210,

UIINEAPOLIS, ST. PAUL & SAULT STE. MARIE RAILROAD COMPANY

January 15, 1963

R

Accident at Cavour, Wis., on Hovember 8, 1952, caused by
failure to obey a meet order,

1
REPORT OF THE COMMISSION -

PATTERSON, Commissloner:

On November 8, 1952, there was a head-end collision
Letween two freight tralns on the Minneapolils, St, Paul &
Sault Ste, Marie Rallroad at Cavour, Wis., which resulted
in the death of one employee, and the injury of four
employees,

1

Under authority of section 17 (2) of the Interstate Com=
merer Act the above-entltled proceeding was referred by the
Commission to Commissioner Patterson for consideration and
dlsposition,
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Location of Accldent and Method of Operation

This accildent occurred on that pert of the Gladstone
Diviglon extendling betwcen Gladstone, Mich., and Rhinelander,
Wis,, 120,92 miles, In thc viclnlity of the point of accldent
this 1s a single-track line, over which trains are operated
by timetable and train opdrr'sr There 1s no block system in
use, At Cavour, Wis,, £6.4 mlles west of Gladstone, a sldlng
3,082 feet la length parallels the main track on the north,

The east and the west switches of tre siding are located,
respectively, 1, 672 feet east and 1,410 feet west of the
station., An dUXlliaPJ track 1,491 feet 1in length parallels

the siding on the north. The west swltch of this track ls

256 feet cast of the west siding-switch, It 1s vused as an
industry track and by trains with cars Iin excess of the

siding copacity to double over to clear the maln tirack, The
accldent occurred on the maln track at a point 1,200 fect west
of the east slding~-switch, From the east there are in
successlon, a tanvent 2,440 feet in length, a 1° ourve to the
left 700 fept and a tanaent 2,065 feet to the polat of accldent
and 2,940 feet westward, From the west there are, in successlon,
a tangent 2,033 feet in length, a 1°30' curve to the left

1,142 feet and the tangent oa which the accident occurred,
Throuvhout a distance of 1.12 miles immediately east of

the po*nt of accident the grade for west-bound tralns

varies between 0.04 percent descendling and 0,07 percent
ascending, At the point of accldent the grade 1s 0.07

pcreent ascending westward,

The switeh stand at the east slding~switch ls of the
hand=-throw, Iintermediate~stand type, and 1s located 9 Tect
3 1nclics north of the center-line of the main track, It
18 equlpped witn an oill~burning lamp, which displays a
preen aspect Ln the direction of approacking trains when
the swlteh is 1laed in normel position and a red aspect
when the switch 1g lined for entry to the siding., The
centecrs of the lenses of the lamp arc 6 feet 3 inches above
the level of the tops of the rails,

Thic carrier's operating rules read in part as follows:

14, ENGINE WHISTLE SIGNALS,

o W
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The signals prescribed are illustrated by "o" for
short sounds; "__" for longer sounds, ¥ % #

)
Sound, Indication,

“ W W

(n) . 0 Approaching meeting or
waiting points, % ¥ #
See Rule $-90,

W * W

G2, % #* #

Traing in the direction specified by time-table are
superlior to tralns of the same class in the opposite
direction,

S~89, At meetlng polntas, the inferior traln must
take the siding.¥ # #

The inferlor traln must pull into the siding when
practicable, ¥ # #

At train order meeting points, the train holdling the
mailn track must stop clear of the switch used by the
train to be met in goling on slding unless the traln
to be met is clear of the maln track and switeh is
properly lined,

S=~90, On trains equipped with communicating signal
system the conductor must give signal # #% ¥ to the
eaglineer immediately after passing the last station
but not less than one mlle nreceding a schedule
meeting point with a traln of the same or superilor
class or a polnt where by train order 1s 1s to meet,
or has to wait for, an opposing train, The engineer
wlill lmmediately reoply with signal 14 (ng. If the
engineer fails to answer by signal 14 (n), the
conductor must take ilmmediate action to stop the train,
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On other trains, the engineer will glve signal 14 (n)
at least one mile before reaching a meecting or walting

' point, ‘

. 204.4&&* * .

W o® W >

Engineers must show train orders to fireman and when
practicable to forward trainmzn, Conductors must show

, train orders when practlcable to trainmen.
. .7 FORMS OF THAIN OADERS,
. ’ : ' ; ) 4 S-A.

Fixlhg Meeting Points for Opposing Tralns,
. (1s) No 1 meet.No 2 at B,

# , -

‘Tralns recelving these orders will run with respect
to cach other to the designated polnte and therc mcet
"~ in the manner prescribed by the rules,
. Timetable speclal instructions provide that east~bound
trains are superlor to tralns .of the same ¢lass in thc oprosite
~direction,

-The maximum authorized spced for the trains involved wéé
45 miles per hour, '

- . ‘ Description of Accldcnt

No, 16, an east-bound sccond-class frelght traln, consisted
of Diesel=electric units 206A and 2086B, coupled in multlple-—
unlt control, 4% cars and a cpboose, At Arpgonne, 12,3 miles
west of Cavour and the last open office, the erew rcceived
coples of traln order . No,-Z4 reading in part as follows:

' NO 16 MEET NO 15 AT CAVQUR ¥ # %
NO 16 STAND BACK UNTIL NO 15 DOURLES OVER

No, 16 departed from Arsonne at 1 a, m., 9 hours 30 minutes
late, and stopped about 1:15 a, mi at a polnt 500 fect west
of the west siding~swltch at Cavour. Several minutes later

n
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1t proceeded eastward and stopped on the maln traek with the '
front end of the locomotive 1,403 feet west of the east
glding=-switch. A few seconds later it was struck by No, 135,

No, 15, a west~bound second~class freight train, conslsted
of Diesel~electric units 210B and 2104, coupled ln multlplee-unit
control, 67 cars and s caboose. At Pemblne, 33,2 miles easni of
Cavour and the last open office, the crew recelved coples of
train order No, 34, No. 15 departed from Pemblne at 11:42 p, m.,
3 hours 22 minutes late, pussed the east slding-switech at Cavour,
where 1t waes required to enter the siding-to meet No, 16, and
while moving at a apeed of 51 mlles per Lour, as iandlcated by the
tape of the speed-rccording deyice, 1t collided with Mo, 16 at a
point 1,203 feet west of the east sidlng-switicl,

Both Diesel-electric units, the first 24 cars and the
thirty~first and thirty-second cars of No, 15 were derailed,
The first Dlesel-electric unlt stopped with the front end
againsi the first Dieselwelectric unit of No, 16 and ahout
130 feet west of the point of collision, A separation
occurred between the unlts, The scecond 'Diesel-electrlc unlt
stopped on its right side, on the north side of the siding,
parallel to the track and about oprosite the first Dlcocle
electric unit of the opposing train, The deralled cars gtopped
in various positions on or near the main track and the siding,
The Dlesel-electric units of No, 1€ were moved westward a
dlctance of approximately 130 feet by the impact, Both Dicscle
vlectric unlts were derailed and stopped about in line vith
the track, The first four cars werc deralled and stooped
in varlous positions on or near the main track, They
obstructed the siding and the suxiliary track. The Dicocle
electric unlts of both trains were: badly damagcd, The trirty-
flrst and thirty-second cars of No. 15 were conslderably
damaged and the other deralied cars of both tralns wecce
badly damaged., ‘

Tiic engineer of No. 16 wass <illed, The engineer, the
fireman and the front brakeman of Ko..l%, and the firenan
of No, 16 were injured,

The weather was clear at the time of the accldent, vhieh .
occurred about 1:20 a. m,

During the 30-day ﬁeriod preceding the day of the accident
the averapre dally movement 1in the vicinity of the point of
accldent was 5,8 trains.
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The brake equlpment of Dlesel-electric unlt 21CB is of
the 24-RL type., A safety-control feature is not provided,

Discugsion

The rules of thls carrier provide that trains in the
dircction gpecified by the timetable are superior to trains
of the same clasgs in the opposlte directlon. At meeting
points the inferlor train must take the siding, and must pull
into the slding when practicable. The engineer must sound a
meeting=pcint slgnal at least 1 mile before the traln
reaches a meeting point, Engineers must show train orders
to firemen and wvhen practicable to forward tralnmen.
Condnctors must show train orders when practicable to tralnmen,
Train order No, 34 established Cavour as the meeting point
between No, 15 and No., 16, Under the rules Mo, 1& was
required to enter the glding at Cavour at the east sidingw
switch,

ilo, 16 first stopped at Cavour about 5 minutes before
the accldent occurred, with the front end of the locomotlve
approximately 500 feet west of the west siding-switch, Several
minntes later, because its traln of 45 cars could be stoppcd
on the main track between the swltches of the slding and the
opposing train permitted to proceed through the siding without
doubling over, No, 16 started to move toward the clearance
point on the main track at the cast cnd of the siding, The
engincecr, the fireman and the front brakeman werc malntaining
a looout ahead from the control compartment of the first
Diesclm=clectric unit, The conductor and the flagman were in
the caboose. The neadlight was lighted brightly. The fireman
and the front brakeman saild that when thelr locomotive wvas cast
of the statlon they observed that the speed of the approaclhing
opposing train was not beilng properly controlled. Ne. 15 wae
stopped 1lmnedlately, The fircman and the froant brakeman
alighved from the locomotive bofore the collision occurrcd,
The engineer was killed in the accldent, The members of the
crew in the caboose were unaware that anything was wrong
until the accident occurred,

The conductor of No, 15 recelved coples of trailn order
No, ¢4 from the operator at Pembine about 1 hour 40 minutcs
before the accident occurrcd. The conductor sald that he
read and understood the order, Because 1t would be necessary
to operate a spring switch when doubling over on the siding
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at Cavour, he lnstructed the front brakeman concerninz the

movenents that would be required gt that point.,” The front

brak-omnn aeliverad the enginefr' .copy of train order No, 34

when he returned to the locomotlve, The conductor sald tlat .

he obs ‘vved the front brakeman hend the order to the engl..eer,

and ne sald that he then repeated orally to the enginecr tae
insteietlons contalned in the meet order, The traln order vas

read by the mémbers of the crew on the locomotive, Each -

understocd that No, 15 was to meet No.- 15 at Cavour and

that Hos. 15 was requlred to enter the sidlng at the eact
siding=-switch, No, 15 departed from Pembline at 11l:42 p., m,

The conductor boarded the caboose and-showed traln order

Mo, 04 to the flapgman, The flagman read and understood

the order, No. 15 stopped at Goodman, 14 miles past of

Cavour, 'One car was added to the train.and it then pro=-
ecdnd wentrard., The enclneer sald that after the train

depactcd from Goodman the members of the crew on the locomotive

repeated that their train wac to méet No, 15 at Cavour,

As No, 15 was apprcaching the point whcre the accident
occurred the engineer and the frout brakenan were majntaining
a lookout alead from thelr resvective positions in the control
compaviment of the firet Digsel-clectric unit, The firemal
was patrolllng the engine compariments of the Dlesel-clectric
units, The conductor «nd the flagman were in tre cupola of
the cahocre, The brakes of this train had been tested and
had +uhutioned vroperly when used en route. The headli:hit
was lichted brigutly, The engineer sald tliat soon after the
tredln pagssed Bonneval, 4.21 mileo east of the nolnt of accrdent,
he deaclded to heat his lunch on o cylinder in the encine

ompavtmnent, He sald trhat he wasg aware that hls train vas
epnrouaching the meeting point with No., 16 at Cavour but he
thov,ht 1% gafe to leave the control compartment of the
loconotive a few seconds to piace the food coatuiner in the
engine compartment, Befcre e left the control compartment
he reduced the throttle frox No., 8 position to No., 5 position,
He sald that immedintely after he cntered the ‘néinb compar b
ment he slipped and hilc hend struck agalnst some oblect vith
such forcec that he lost cnnrclousness. He was unable to

stinpate the length of time he remained in the englie compert-
ment, He rald that when lLe regained consclousness he was
dazed bt realized that hlg traln was clorely approaching the
meatlng: point and he retirned to the control compartment and
wa+ cttemptine to move the brake valve to apply the braveg vhen .
the c¢nllislon occurred, . The front brakeman sald that he
observed the Tireman leave the control coapartment, Later he
observed the engineer leave the controls and enter the enyine
compar*wept He thourht the filreman left the cperating
compartnent about 10 to 19 miantes hefore the accident occurred
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and that he was alone iu the operating compartment abouac & o
4 mlnutes, “When ne observed the headlight of the opoosinuc
train hce became concern<d, He sald that he did not obnerve
the englneer return to the operating compartment before tuc
collislon occurred, and because of hils limited experlence e
did not know how to apply the brakes with the enginecr's bialle
valve, The members of the crew in the caboose sald tlat Sl.oy
were a 7are tnelr traln wae approaching Cavour. They beceone
concerned wvhen the speed was not reduced approachins the
meeting point but took no actlon to stop the traln vefnre

the colllslon occurred.

Cause

It is found that thls accident was caused by failurc
to ohey a meet order.

Dated at Washington, D, C., this fifteenth
cay of January, 1983,

By the Commlisslon, Commissloner Fatterson.

( SEAL) GEOAGE W. LAIRD,

Acting Sccrelar),



