INTERSTATE COMMERCE COMMISSION
KASHINGTON

REPORT NO. 3435
NORTHEPN PACIFIC RAILWAY COMPANY
IN RE ACCIDENT
AT CARLTON, MINN,, ON
OCTOBER 21, 1951




Date:

Rallroad:
Locatlon:

Kind of accident:
Trains involved:

Traln numbers:

Engine numbers:

Conglasts:

Speeds:

Operation:

Track:

Weather:
Time:
Casualtles:

Cause;
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SUMMARY

October 21, 1951
Northern Paciflic
Carlton, Minn,

Rear-end collislon

Freight t Frelght
Extra 1839 East : Extra C,M,.St.
P.& P,
76 East
1839 : Dleseclw=electric
units 764,
763 and 760
Auxilliary water ¢+ 75 cars, caboose
car, 59 cars,
caboose
Standing 1 54 m, P. hy

Timetable, traln orders and
automatic blockwsignal system;
yard limits

Single; tangent; 0,70 perccat
descending grade eastward

Misting
2;30 a, m,
1 ki1lled; 2 injured

Fallure properly to control snecd .
of followlng train moving witiln
vyard 1limits



-3 -

INTERSTATE COMMERCE COMMISSION

REPORT NO. 3435

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

NORTHERN PACIFIC RAILWAY COMPANY

January 8, 1952

Accldent at Carlton, Minn,, on October 21, 1951, caused
by fallure properly to control the spced of the
following train moving within yard limits,

1
REPCRT OF THE COMMISSION

PATTERSON, Commissloner:

On October 21, 1951, therc was a rear-end collision
between two freight trains on the Northern Pacific Rallway
at Carlton, Minn., which resulted in the death of one
employee, and the injury of two employees, Thls accident
was investlgated In conjunction with a representative of
the Minnesota Rallroad and Warehouse Commission,

1

Under authority of section 17 (2) of the Interstate Com-—
merce Act the above~entlitled proceeding was referred by the
Commission to Commlssioner Patterson for consideration aad
disposition.
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Locotion of Accident and Method of Oporatlion

This sccident occurred on that part of the Laxe
Superior Divislon extending between White Bear Lake and
West Duluth Jet,, Minn,, 135.4 miles. Trains of the
Chicogo, Milwaukee, St, Paul and Pacific Railroed Company,
hercinafter referred to as the C. M.8t.P.& P,, regularly ar
operated over this portion of the Northern Pacific Ralluny.
In the vicinity of the poﬁnt of accident this 1s a sinfle-
track line, over wilch trains nre opsrated by timetuble,
trnin orders and an automntic bleock-=signal systew, The
accident occurred on the main track 119.5 milcs east of
White Bear Lake and at a point 1,28 miles cast of the wes
yard=linlt sign and 3,391 feet west of the station at Caritou,
Yaord tracks parallel the main track on the scuth in the
vicialty of the point of accident. From the west there cre,
in succession, a tangent 3,500 feeb in length, a compound
curve to the ”1&ht Vﬂv ne a noximun curvature of 4°041!,
1,642 feet, and a Eangont 222 feet to the polat of accident
and 5,110 feet eastward. The grade for cast-bound trains
Vaf*es between 0,70 percent and 0,14 percent dcscconding
throughout a distance of 2 miles 1mmediately west of tho polnt
of accldent and at that polnt 4t iz 0.70 percent descenting
eastward.

Automatic sicnals 127.6 and 125,0, governing cvosteuvound
movements, are located, respectively, 2,08 milces and &,31%
fect west of the peint of accldent. These signals are of
the one—-arm upper-quadrant semaphore type and are approach
lighted. Each signal dlisplays three aspects. The aspects
applicable to this investigation and the corresponding
Indications, names and rule numbers are as follows:

Signal Aspect Indication Nam Rule
127.6 Arm dlagonal, Proceed pre- Approach 501 B
vellow ligcht pared to stop sional.

at next
signal, Traln
exceedlng
medium speed
must at once
reduce to
that speed.
122,0 Arm horizontal, Stop, then Stop and 501 AA
red light proceed at prcceed
over number restricted algnal,

plate speed, % ¥ #
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Tre controlling circults are so arranged that when the block
of sirnal 129.0 1s occupied signal 127.6 indicates Approach
and si-nal 129,0 indicates Stop and Proceed,

“

Tris carrier'!s operating rules read in part as follovs:
DEFINITIONS,.

Medlum Speed,-~A speed not erceeding thirty (30)
miles per hour.

Restricted Speed,~-Proceed prepared to stop slhort
of train, obstructlon, or anything that may require
the speed of a traln to be reduced.

34, All members of train and englne crews must,
when practicable, communicate to each other by 1ts
name, the 1lndication of each signal affecting the
movement of their train or engine.

03, * ¥ #

Within yard limits the malin track may be used
without protecting againgt second and inferlor
class, extra trains and eagines,

Within yard limits second and 1nferlor class,
extra trains and engines must move at restricted
gpeed.,

3 # %

Note.~-Approach or proceed automatlec block
signal indications do not supersede the provislons
of Rule 93.

The maximum authorlized speed for freight trains was
50 miles per hour,

Descriptlon of Accident

Extra 1839 East, an cast-bound freight traln, conslsted

of cngine 1839, an auxiliary water car, 59 cars and a caboose,

Tris train passed Moose Lake, the last opcn offlce, 22.3 miles
west of Carlton, at 11:56 p, m.,, October 20, and stopped on
the maln track at Carlton about 2;20 a. m,, October 21, with
the rear end 1.26 miles east of the west yard-limit siga and
3,391 tect west of the station. About 10 minutes later, aflter

—
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the engine and 20 cars at the front of the train had becn
detached and moved to the yard tracks, the rcar end was
struck vy Extra C,4.8t.P,& P, 76 East.

Extra C.M.St.P.& P, 76 East, an east-bound C,M.St.P.& P.
freight train, consisted of Diesel-clectric units 76A, 73E
and 76C, coupled in multiple~unit control, 75 cars and a
caboosc¢, Thils traln departed from Moose Lake at 1:83 a, n.,
passed slignal 127.6, which incdlcated Approach, passed tire
west yard-limlt sign at Carlton, passed signal 122.0, which
Indicated Stop and Proceed, and while moving at a specd ol
54 miles per hour 1t struck the rear end of Extra 1839 Last.

The caboose and the rear five cars of Extra 1832 East
were derailed, The caboose and the rear three cars werc
demolished., The other two deralled cars were somewhat danased,
Extra C.M,S5t.P.& P, 76 East stopped with the front end ol %the
train 183 fect enst of the point of collision. The Dicr2le
electric unlts were deralled and badly damaged, A separatlon
occurred between the first and the second unlts. The Iirst
unlt stopped 1n reverse position, with the front and the¢ rcar
ends 72 feet and 42 feet, respectively, north of the main
tracz, The front end of the second unit wos deralled to tire
north, The thlrd unit remained in line with the track. The
filrst to the seventeenth ogrs, 1lnclusive, and the twenty=
seventhh to the fiftieth cars, incluslve, were deralled end
stopped in varlous positions on or near the track, except
the twenty—~elchth car, which stopped about 100 feet sonth
of the main track. The first to the fourtn cars, 1incluslve,
and the sixteenth, twenty-fifth, twenty-sixth, forty-thnird
and forty-seventh cars were somewhat damaged, and the 1ifth,
slxth, seventeenth and forty-eighth cars were slichtly
damazed, The other derailed cars were hadly damaged or
destrnyed,

Trhe flagman of Extra 1839 East was killed, The ensineer
and the front brakeman of Extra C.M.St.P.& P, 75 East were
injured,

It was migting at the time of the accildent, which occurred
about 2:30 a. m,

The Diesel-electric unlts of Extra C,M,S5t.F.& P, 76
East were vrovided with 24-KL and dynamic brake equipunent,
An emergency valve was provided on each unit,
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Discusslon

After Extra 1832 East arrived at Carlton, the cngl.e
and the Tirst 20 cars of the ftrein were detached and moved
to the yard tracks. The englneer and the fireman were on
the enginc. The conductor and the front brakeman were 1In
the vicinlty of the cars which were to be left at that
polnt and the flargnar was in the caboose, The conductor
sald tuat before he bearded the engine at Barnum, 17.8
miles weet of Carlton, Lie had obsgerved *that the mariers
at the rear of the cabonse were lipbhted and that the flae=
‘man was performing nis dutles. None of the membere or the
crew on the encine cr in the vicinlty of the forward portlon
of the train saw or heard the follnving train before the
colllsion occurred.

As Extra C.M.St.P.& P, 7% East was approacihlia~ the
point where the accident cccurred the speed was about &0
mileas per nour, as indicated by the tope of the sgpeed
recording device, The engineer and the front brakeman rere
.. in the control compartment at the front of the first Diecel-
electric unit. The fireman was inspectlnsg the operation oI
the ecuipment in the second Diesel-electric nnlt, The coaductor
and the flarman were in the caboose., Tie neaclicht wac 111 ted,
The oraxzes of this traln rad been tested and nad runcti-ned

propcrly when used en route., The enTinecr gald trat vren e
observed that signal 127,86 indicated Apnroach, he applied The
dynaric brakxe and there was a heavy run~in as the sglacic closed.
He then made a service brake-plpe reduction of about 12 mounls,
and a Tew seconds later made a second rednction of about

8 nouilda., He sald that the exnhaust from the brake valve

was sncr’ and the specd of the traln wes not reduced, lle
then rlaced the braxe valve in emersency posltion end wairned
the Iront brakeran, e snild that the emergency application
vag made at a point about 2,000 feet esst of slenal 127,86

but the snced of the train was not materially reduced and the
dynamic brake was relecased in the vicinity of the west yard—
1imit sien, The engineer goid tnot slinal 129,0 indicatced
Sten and Proceed and e sounded a warring on the nneurntic
horn'from the time he observed it until tie rear end of the
preceding train came iato viewr and then amela woarned the rront
braiicman before the collision occurred.

Twe Tront braskeman sald that he occupled the fireman's
seat after the fireman left the control compartment to make
an lnspection of the units. re said that he did not sce
the aspect displayed bty signal 127.% because nc was observing
the equipment of the train through the side window of the cab,

@
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He thought the caboose of the preceding train was about a half
mile disftant when he first observed it, He sald that he heard
the exhaust from the brake valve and became alarmed when the
engineer warned him to protect himself against an impact.

Tkis rras the front braokeman's second triv in that capacity.

He had made one other trip in train service. The conductor
said that throughout the trip he had observed at frequent
intervals that the caboose gauge indicated normal brake-pipe
pressure, He sald that the brakes were applied in emerzency

a Tew scconds befnre the accident occurred, The flacman sald
that he had inspected the traln at Moose Lake and found no
defective condition, He s»id that he did not see the yard-
limlt sign when the caboose passed it., He thought that the
brakes had teén applied in emergency before the collision
occurred,

Examination of the first Diesel-electric unit of Extra
C.M.3t.Pe& P. 76 East disclosed that the brake valve was in
emergency position and the throttle was closed, The transition
lever was in off position, Examination of the tape of the
speed~recording device indicated that the brakes functioned
to control the speed at various points west of Carlton, At
a point 2,67 miles west of the point of accident the sneed
vas 50 miles per hour, The sneed then wags increased to 04
miles per hour at the point of accident and the deceleration
indicates that emergency brake action was obtained either
Immediately before or at the point of collision., The brakes
of the uncCamaged cars were tested and functioned properly.

This accident occurred within yard 1limlts, Under the
rules of tnls carrier governing the operation of trains
wlthin yard limits, Extra C,M.St,P.& P, 76 East was required
to be operated in such a manner that it could be stopped
short ol o preceding train., The indication of the last
8lznal which tiils tirein passed placed a similar restriction on
its movement,

Cause
It 1s found that this accident was caused by fallure
properly to control the spced of the followlng traln moving
within vyard limits.

Dated at Washington, D. C., thls eighth
day of January, 1952,

By the Commission, Commissioner Patterson,

( SEAL) W. P. BARTEL,

Secretary.



