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SUMMARY
Tnv-2427
Reallroad: Northern Pacific
Date: May 19, 1940
Location? CroQbW1ng, Minn,
Kind of &accldent: Head-end collision
Trains involved: Jasgenger ¢ Freight
Train numbers:? 12 ¢ Extra 2458 West
Engine numbors: 2169 : 2458
Consigt: 5 cars : 21 cars, caboose
Speed: Standing t 10-15 m. pe Ne
Operation: Timetable and train orders
Track: Single; tangent; 0.278 percent
ascending grade wegtward
Weather: dloudy
Time: 5:34 a,. e
Casualties: 15 injured
Cause$ Failure %o control speed of freight

train properly when approaching
meeting point
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June 24, 1940,
To the Commiselon:

Cn lay 19, 1940, there was a head-end collision between
a passenger train and a freight train on the Northern Pacific
Railway at Crow Wing, Minn., which resulted in the injury of
14 passengers and 1 emplovecs

Location and M@thod cf Operation
da N
This accident occurred -on that »nart of the St. Paul

Diviaslon designated as the Third Sub-Division which extends
between Little Falls and Brainerd, Minn., a distance of 31la5
miless In the vicinity of the point of accident this is a
single=track ling over vhich trains are operated by timetable
and train orcders; thers is wo block aystem in use. The acci-
dent occurvrec on the nain track at 2 voint 353 Teet west of
Crow Wing stetion. Avproaching frém the east there are, in
succession, a 1Y curve to the right, 1,255 feet in length, and
a tangent extending 1,985 Teet to the point of accident and
more thian 1 mile beyondas The grade 1s 0,278 percent ascending
westward a distance of 1,802 fzet %o the point of accildenta

A siding 2,376 fecet in length varallels the main track
on the north and its east switch is located 145 feet west of
the statlion; the accident occurred at a point 208 feet west of
this switche.

A station miie-board for west-tound trains is located
4,989 feet east of the east siding-switch.

The switch involved is facing-point for west-bound trainse.
This switch is equipped with a Northern Pacific standard type
switch stand, which is located at the north side of the main
track; the swiltch target, which i1s displeyed only when the
switch ie lined for a movement to the sidine, is a disk 18
inches in diameter, the center of which is 5 feet 2-1/2 inches
above the head-block. The switch lamp displays a green aspect
when it 1s lined for the main track, and is locatcd 7 feet 5
inches above the head blocky the lcns of the lamp is 5 inches
in diamcter.

Rules of the Consclidated Operating Rulcs, which are in
use on this railroad, recad in whole or in part as fcllowss

17. The headlight will be displayed to

the front of every traln by nighte It

must be concealed or extinguiched when a
train turns out to meet another and has
stopped clear of main treck, or is standing
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The maximum authorized epeecd for freight trains is 50 miles

per hour,
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to meet a train at end of two or more tracks
or a Junctlon,

1059, At maln or branch line terminals the
terminal test o7 brakes is required to be
made after the “rake sysftem on a passenger
or freight train is charged %o not less than
five pounds below the standard oressure for
such trains; upon throper signal given Dby
carmen or trailnmen, engineman vill inake a
20~pcund continuous reduction of brake pipe
pregssure with thie avtomatic drake valve.
Folloringe iia reductlon, cngincman must
note by orccrvia the alr gawywe on engine
the amount ol lsakage from the Dbrake pilpe
durine the [irst minute.

An exaninaticn of the train brakes must
e rade by car inapectors or itraiamen where
carien are not available, to determine if
brakes are applied on cach car.

Uron completion or examination, proper
signal will bc given for release of brakes,
following such, each brake must be notad
as having released properly.

Inspectors or trainmen making the test
will inform the conductor and engineman
relative to the number of cars in train
having operative and inoperative Dbrakes.

1069. Freighv coanductors must know by The
canoose gauge that the air is cut into the
caboose and train is being controlled safely,
taking into consideration air precsure, speed,
and grade. Where these indicate Thuat aid 1s
necded, either from hand braics or use of
conductor's valve, it must be rendered at
once without ewailting call from cengineman.
Approaching mesting points and other vlaces
where nazard would result from engineman not
having the full use expected of alr brakes,
and at a distance not less than one mile or
over two from guch point, it must be deter-
mined by inspection of caboose gauge whether
ne has such Tull use. If not, acvion must
be taken at once to stop.
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The weather was cloudy, and in the vicinity of the point
of accldent occasional fog pockets existed. The accident
occurred about 3:34 a. M,

Description

No, 12, an east~bound passenger train, with Conductor
Smith and Engineman Wildes in charge, consisted of engine 2169,
two baggage cars, one mail-express car, one coach and one Pull-
man sleeping car, in the order nauwecd; nll cars were of steel
constructions A%t Brainerd, 7,8 miles iviest of Crorr Wing, thne
crew recelved a Clearance Form A, and a copy of train order Noe.
204, Form 19, which read as follows:

No 12 Eang un‘moun walt at Crow Wing
until 540 AM Tor Extra 2458 Vest

This train departed {from Brainerd at 3:10 a. m., according to
the train sheet, on time, stopped sbout 3:33 2. me on the main
track at Crow Ving with the pilot of the ensine 208 feet west
of the east siding-switch, and about 1 minute later was struck
by Extra 2458 West.

Extra 2458, a west-bound freight train, with Conductor
Trebby and Engineman Plankers in charge, consisted of engine
2458, 20 loaded cars and 1 empty car, and a caboose. At Little
Falls, 2347 miles east of Crow Wing, the crew recelved Clearance
Form A, and &a copy of train order No. 204, Form 19, previously
quoted, This train departed from Little Falls at 2:45 ae. Ma,
according to the train sheet, passed the east siding-switch at
Crow Wing where i1t was required to take siding and, whilc moving
at a speed variously cstimated to have been from 10 to 15 milcs
per hour, collided with Noe. 12

The force of the collision moved No. 12 backward a dis-
tance of 36 feet. Engine 2169 was not deralled; the front end
wag conslderably damaged, the engine truck was demolished, and
the pllot-~beam and the ecngine frame were brokcen. The engine
truck of cngine 2458 and the No. 1 and the No. 2 palrs of
driving wheels were derailed} the smoke-box and the pllot-bean
were brokens The elghth car of Extra 2458 was damaged.

The euployee injured was the front brakceman of Extra 2458,
Summary of Evidence .
Engineman Wildes, of No. 12, statcd that the air brakes
were tested at Bralnerd, a running tcst was made soon after

leaving that point, and the brakes Tunctioncd properly cn routces
The train stopped at Crow Wing about 3:31 a. me and he got off
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his engine to inspect its, The headlight on his engine was
lightcd. As Extra 2458 approached the east siding-switch he
besame apnrehensive that it would not stop. The fireman pro-
cesdead touvard the ewitch but did not reach it in time to line

1t for Extra 2458 to enter the siding. Engineman Wildes sald
that after the accident the engineman of Extra 2458, who
appeared normal, told him the ailr brakes did not respond as
renidly as thgy gkonld. Zngincmsn Wildes said that it was misty
and the rail being et prob&&ly alfected bLaking conditions,

On tvo occasions recently ﬁ&ain orders had been received re-
quiring No. 12 to wait at Oﬁéw Wing, in which instances a member
of hie crew lined the switch for the inferior train to enter the
Sidingo

Fireman Quinn, of Nn. 12,4corrovorated the ctatement of
Engineman Wildcs,

Front Brakeman udViS, cf No. 12, ctated that his train
stopped at Crow Wiag about 3:3% o. me; he q]:wnted 1mnodiately
from the front end of tne fourth car and Stalth forward %o line
the cast silding-switch for the sidinze The switch lamp was
burning. It was misting and there were fog pockets; however, he
could see the headlisht o® Extra 2458 as it approached. When ne
had proceeded adout 1—*/2 car lengths and was about 6-1/2 car
lengths distant from the switch the accident occurred. Cn two
previous occasions train orders directing his train to valt at
Orow Wing had been received and in each instance a memoer ol
hig crew had lined the switch for the inferior train to cnter
Tthe g j.d.j.ng‘

Conductor Smith, of No. 12, stated that he was in the
Tourtih car of his tra*n when the colll ion occurred. After the
accldent he observed that the switeh lamp was burning. he said
that the engineman of Extra 2458, who appeared normel, told him
he thought No. 12 was standing at the switch. The conductor
said that on previocus occasions, when No., 12 was required to
walt at a designated point Tor an inferior opposing train, a
member of his crew lined the switch for the inferlior train to
ernter the siding.

The statement of Flagman Frick, of Nos 12, added nothing
of importance,.

Engineman Plankers, of Extra 2458, stated that the air-
brake test of his ftrain at Little Falls consisted of a brake
application, which was made upon receiving a signal from a
member of the crew stationed at the rear of the train; after
an interval of 8 or 9 seconds he received another signal from
the rear and relcased the brakes. There was no car-to-car
inspection of the train brakes and he did not receive infor-
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maticn regarding the numher of cars in the train or the number
of operative prakes. He said that this method of making a
termingl air-brake test is the usual practice. There was no
braze-pipe leakage and the normsl brake-pipe pressure was
raintained. No air=brake spplication was made en route. The '
headlight on his engine vras curning. Before departing from
Little Falls he reccived train order Noe. 204, the terms of
which gave his train ample time for clearing No. 12 at Crow
Winge The speed of the traﬁm approaching Crow Wing vas about

50 miles per Iour and he setiftded the rieeting-point signal.

When his engine was roundingdthe curve easnt of Crow VWing he

saw the neadlisht of l'o, 12, but beocanse of its brililance he
could not determine whether Nos, 12 was standing or movinge

Just after his cngine passed the mile board he made a brake-
pipe reduction of I o 19 poundse. 11 one statement he said
that he then role-2p” 15~ brakda, snd 4 or 5 seconds later made
e sccond applicatvion - cn consisted of a 10=pound brake~pilpe
reductions In annulir shabtement he said that no release was
made between tho tro vipe reductiong. The brakes respond-
ed but did not scem %o ¢z the speed droperiy. He could not
see ihe position of the cast slding-svitch until his engine was
about 370 feet disvant. At this point the epeed of his train
was about 15 miles per hour end, rsalizing that it would not
stop before it reached the switch, he moved ths brake-valve to
emergency position, reversed the engine, and opened the sander
valve; however, because ol the previous service reductions an
emergency effect was not obtained, and his train struck No. 1Z.
He =stimated that the speed was 10 or 12 miles per hour at the
time of accldent. He could not see the lantern of the front
brakceman of No., 12 as the latter proceeded toward the switcha
The weather was misty, and there were Tog pockets in low spots.
The rall being vet affceted braklng conditions to some extent.
In his opinicn the air brakes lunctioned properly. He was
familiar with the physical characteristics in this viclinity and
knew that he was required to approach the siding-switch under
control, but he misjivdged the speed of his train and the dis-
tance he had in which to step because he was temporarily blinded
by the glare from the headlight of No. 12; also, he cxrected the
switch to be lined TFfor nais train to enter the sidinz. The
accident occurred about 3:34 a. m.

Fireman Brose, of Ixtra 2452, corroborated the statement
of Engineman Plankerc,

Front BRrakeman Collets, of Extra 2458, stated that hen .
his train was approcching Crow Wing he was on the left seat-box.
After hls engineman hegsma to brake, no reiease that he recalled
was mada. He saw the lantern of the front brakeman of No. 12
as the brakeman moved toward the east siding-switch and he
assumed that the switch would be lined for his train to enter



- 9 - Inv—2427

the slding. When a train stops on the main track to meet another

train it 1s the practice for a member of the crew of the

erior train to line the switch for the inferilor train to take
inge He did not realize that an accident was imminendt until
engine reached a poins about 200 feet east of the switch,
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Conductor Trebby, of Extra 2458, statcd that at Little
Falls he declivered the ordare to the engineman. In onc state-
ment the conductor said thay the flagmen made the terminal
air-broke inspection; in alother et-taorent, he said that he was
at the engine when the engirfetman aprll
procecding toward the rear, he observ: %% all brekes were
aprlicd. He sald that there was arplec time T clearing NoO.
12 at Crow Wing by 3:30 0. Me, or 5 minutes ore tie explra=
tion of the weit cvreer, 1en his train vns approaching Crow
Wing he was in t™~ crosors cupola &#nd cculd e the hecadlight
of Nos 12. The =2n, inoien counded the neceviag-point signal and
then made a brals-ni-e roduction neeor the nile~board; the

brakes apvcorea to o erfcetivé. Tno cenducthtor thiought the
train vas uncer control =2ni that %tlie stop would be made satis~
Tfactorily. he said taat he hed no reason to take emergoncy
action toward stopping the train. Waen his train was ncar the
cast siding-ewitch he Adceccnded from the cupola and soon after-
ward the accident occurred. After ths accident he proceeded to
the front end of his train and observed that the brakes were
applied. The switch lamp was lighted and was displaying a green
aspects Subseguent to the accldent the brakes were tected at
Crow Wing and they functioned properly.

.4 the air brakes and,

o T
ct
i
Y

w

ci

o

v <’
DO 0O
I 13

=l

0N
I ©

Flagman Flahave, of Extra 2458, stated that at Little
Falls he gave a signal from the rear to test the Train brakes
and the engineman applicd thom. He observed that the brakes
were applicd cn the fourth or fifth car shead of the caboosc;
he then walked to the third cor ahecad of the caboose and gave
the engineman a signal to release the brakes. He did not know
whe ther the brakes tecame apnplisd on each car; no examinatlion
was made to determine 1F they releaced properly. He ¢id not
know whether the concuctor examinzd the brakecs. Waren the
flagman boarded the caboose the air-gauge indicated that the
breke-pipe pressure hail been rcetoreds, En route the gauge in
the caboose incdicated 70 pounds brake-nipe pressure and vhen
the caboose was about 4,580 “cet cast of Crow Wing he Telt the
air brakes become cpplicd snd observed tkhat an 8 or 10-nound
brake~»nipe reduction nad bzen nede. After the accident he
proceeded to the frent end of his train and observed that all
brakes wers applisde. He uncerstood that the rules required the
brakes to ve examined at terninals to ascertain whether cach
brakec aprlies and relsasce; the employzc meking thils cxamlna~
tion must inform the conductor and the cngineran before the
train departs relative to the condition of the brakese He saild
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that 1t is the practice o observe the application and the
releagse of the brakes on only 4 or 5 cars near the rear of the
troin, then to observe whether the caboose gauge indicates that
the brake-pipe pressure is restored.

Discussion

According to the evidence, No. 12 stop 'd on the main
track at Crow Wing with its engine clear of *he east siding-
swltch and before any member of its crow c¢ou.  line the switch
for Extra 2458 to onter the ®iding, Extra 245 passed the
ewitch and collided with No. 12. The crew of .xtra 2453 under-
stocd that their train was to enter the siding for No. 12.

The erglnenan of Zxtra 2458 said the reason he did nov
stop his engine short of the switch was thet the brakes did not
control the specd of his train as h2 expected. The speed of
his train was ebout 50 miles per hour vhen he applied the brakes
at a point about 4,290 feet east of the east siding-switch at
Crow Wink.' He said that the neadlight of No. 12 blinded him
to the extent that he was unable either to see the switch light
or to determine the reducticn of gpsed in relation to the dis-
tance the train moved after the brakes werc applied; also, he
expccted the ecast siding-switecn to be lined for his train to
entcr the siding.

The Iinvestigation disclosed that at Little Falls the
custonary test of the brakes of Extra 2458 was made, but that
1t was not the practice to conduct air brakes tests at that
point in the manner prescribed by the rules of the carriera
Instead of an inspection to determine whether the brakes on
each car applled and released properly, the test consisted
merely of obsesrving that the brakes applicd on a few cars at
the rear cend of the train. If the test had been madec as pre-
scribed by the rules the condition of the trailn brakes would
have been ascertaincd and it would have been known whether the
requirements of law werc being complicd withe The lax practice
discloscd should be corrccted promptly.

Conclusion

This accldent was causcd by failure to control the specd
of a frecight train properly when cpproaching a mcetlng point,

Respectfully submitted, ’
S. N. MILLS,

Dircctor.
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