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IN RE INVESTIGATION OF AN ACCIDENT WHICH OCCURRED ON THE
CHICAGO GREAT WESTERN RATLROAD AT HARLAN,
IOWA, ON NOWFLBER 16, 1918.

December 13, 1918.

On Rovember 16, 1819, there wae a resr-end collislon
between two frelght treins, on the Chicago Great Western Rail-
road, at Harlan, lowe, resulting in the death of 1 empleyse.
After lnveestigatlon of thig accldent the Chief of the Buresun
of Safety reperts az follows:

The accldent occurred on the Twentleth Digtrict of
the Western Divieion of the Chicago Great Western Rallroad,
which distrlet 12 a eingle~track line, over which tralns are
operated by timg-teble and train ordere. No form of block
8lgnal system 1s in uze, but tralng running in the ssme dlrse~
tlon are required to keep 10 minutes apart.

The polnt of sccldent le loeated within the yard limits
of Harlan, sbout 6,300 Treet east of the western yard limit
toard. Beglnning at this board and proeceeding sastward the
track is stralght for 5,700 feet, followed by & 4-degree
curve to the left about 1,050 feet long, the mecldent cecurring
on thle curve about 600 feet from ltsg western end. From the
yard limit board the grade varlee from .7 per cent to .2 per
esnt despanding for eastbound tralns for a distance of £,780
feet, the traok then belng practically level for the remainder
of the dlstanes to the polnt of accldent. PBeginaning at a point
about 2,000 feet e&et of the yard limit board and continu
beyond the polnt of accidani, there ig a passing trsck on ¢t
left side of the maln trae¢k. There 1s also 2 stoek track on
the left of the passing track in the vigclnity of the point
of aocldent and 6 etock ¢ars ware standling on thies track at the
time of this sccldent, the western end of thla gut of ecars
being 285 feet east of the beglnning of the curve. Due to
this fact, & cabocae located at the point »f aceldent oould
not be seen from the fireman's slde of a locomotlive epproach-
ing from the west until within 850 feet of it. From the en-
glnewan's side of an approaching locomotlve the range of vislon
argund the curve was restricted to 230 feet. The weather at
the time of the aecldeat was clear.

The tralns involved in this acclident were the first and
second eceptlione of reguler esstbound freight train No. 60,
en route from Counecll Bluffs, Iowa, to Oelweln, Iowa.

Train 1t No. &0, in charge of Conduotor Fserce and
Engineman Miller, conslsted of locomotive 241, 32 loaded care
and a ocaboose. It left Council Bluffs at 10:25 p. m., November
i5th, and arrived a2t Harlan, 43.5 mllee east of Couneil Bluffe,
8t about 1:20 a. m., November 1l6th. The treln came to a stop
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on the main line at Harlan; the locomotive wag uncoupled for
the purpose of taking water and was returning to couple to the
trailn again when the ocaboese was struek by traln 2& No. 60.

Train 24 No. 80 wae in charge of Condugtor Sprau and
Engineman Stoekwell and consigted of locomotive 267, 34 loaded
cars and & saboose. This treaip left Councll Bluffe at 11:15
p- ®., November l1l5th, 50 minutesz later than the first section,
and 8t 1:30 a. m., while traveling at a speed estimated to have
been from 3 %o 8 miles an heur, collided with the rear end
ef traln let No. 60,

The eaboose of the first eectlon, which was of wooden
construection, wee teleecoped by the car immediately ahead of
it for almost ite entire length and was prectically demollshed.
The ocar ahead of the caboose wes alac badly damaged. The
second car ahead of the oaboose had its right wheeld deralled,
but remained upright and was enly elightly damaged; the third
car shead of the oaboose was demolished. The loocomotive of
the second seotlon of traln No. 60 wae only slightly damaged,
and none of the oars of this section was damaged. he employee
killed was a fuel supervisor who was asleep in the caboose of
the first seotion.

Engineman iiller, of train lst No. 60, stated that his
train left Council Bluffs at 10:25 pm, stopped at Minden,
about 12 miles from Harlan, from 7 to 10 minutes to take water,
and whlle he 4id not look at his wateh, he thought the traln
arrived at Harlan at about 1:26 a. B. On arrival at Harlaa he
uncoupled hisz loeomotive and went for water, leaving his traln
on the maln track according to the usual custom atthis point.
He stated that his treain was of average length and that the
aaboose atspod approximstely where cabooses of trains usually
stand when thelr locomotives are taking water at Harlan. He
further stated that he had overtaken trains standing at this
place on previous occaslons and had never experienced any 4aifrfi-
culty in stopping behinéd them. He said the collision occurred
while he waeg returning to ths train with hie loecomotive after
having taken water: he estimated that about 7 minutes elapsed
betwoen the time hls train first etopped at Harlan and the
time of the ocodlision.

Conductor Plerce, of trainlst No. 60, stated that hla train
arrived at Harlan between 1:10 and 1:20 a. m., and that he and
the rear brakeman immedliately left the oamboose to look over
the traln. When he got off the oaboose he notlced that the
marker and cupola lights were burning. He looked at a hot box
ngar the rear end of the train, which he left for the rear
brakensn to filx, and prooceedsd toward the head end of the train.
When he had gone about two-thirds of the leagth of the trailn he
heard the second section of traim No. 80 approaching and saw
his rear brakeman, who was on top of the traln, start toward the rear
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glving stop signals. Up to thip time he had not seen or heard
anything of train 24 No. 60 sinece he left Council Bluffs, nor
d1d he see or hear anything et thls time that would cause him

to think that the second seetlan was approaching at too high

a rate of epeed. He further stated that in hils opinion he was
entirely protected by rule 93, which provides for trains ocou-
p¥ing the maln track within yard lismite without protection
except againgt rirst class trains and which places the responsi-
bility for rear-end colllslons upon the erew of the approaching
train.

Rear Erakeman Hehren, of train lst No. 80 stated that the
train stopped Minden for water and as thls statlen 1s not pro-
tected by yard limit boards he threw off a lighted fusee 1-1/2
miles west of ¥inden and enother fusee one-half mile west of
that place. The next stop was Bt Harlan and the train waes left
on the main track in the ususl poeltion whlle the locomotive
wad uncoupled and went for water. When the stop was made he
noticed that the markers on the traln were buraing esnd he then
etarted forward to 1look over the traln. He found a het box on
the ninth gar from the rear end, which he stopped to flx, and was
on top of the traln getting lce for the hot box when he ﬁelrd the
whilatle of the Becond seotlon and eaw the rays of the approaching
headllght. He thought the traln was approachlng too fast, the speed
being 6 or 8 mlles an hour in hle oplnlon, and he astarted over the top
of the trdn toward the rear, glving etép signals with hla lantern,
but was unable to attraet the attentlon of the engine crew. He
thought the train was about 15 ear lengths distant when he first
began giving his stop elgnals. He had no$ seen traln 24 No. 80
snywhers hetween Counecll Bluffs and Harlan.

Engineman Stockwell, of train 24 He. 60, ztated that after
making alr-brake tests hls traln left Couneil Bluffe at 11:15 p. m.
Hie firet stop waer at Minden to take water, and the traln being
delayed there from 5 to 7 minutes. He did not see mny Tusees
buraning on or aear the track approaching Ninden and he 414 not aee
the firet section of tralmn No. 60 at any point batween Council
Bluffs and Rarlan. He stated that his average spesd between
these polnts was 17 or 18 miles an hour and that he expected to
find the first sectlen oocupylng the mailn track at Harlan with
1ts rear end at about the point whers the collislon ococurred. He
stated that he passed the yard limlt board at a speed of 12 or 1b
miles an hour and then refuced the epeed to 7 or B mlilee an hour
by & further brake-pipe reduction of 10 or 12 pounds. He then
partially released the traln brakes and applied the straight slr.
At about the time hies locomotive passed the west passing track
gewltch he instructed hles fireman to get up on hls seat and look
ahead around the curve and after the fireman was 1ln positlon he
rploased more of the brakez. The fireman told him that the traek
ahesd was clear and he then fully released all of the train brakes
but did not release the strailght air. At that time he wasz about
4 or 6 car lengths weat of the west end of the curve and he estimated
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the spesd of his traln at 6 or 6 miles an hour. ¥When within
about 3 car lengths from the first sectlon hlg attention was
attracted to the traln ahead by the head brakeaman, an inexper-
lenced man, who was meking pecullar motions with his hande.

The enginesan ptated that immedlately applled the brakes

in emergensy and reversed the engine and at about the pame time
the fireman called to him to stop. He could then see only one
marker and the cupola light on the caboose shead. He pgald he

did not gt full braking power from ths emergsncy application

of the brakes for the reason that only 30 or 40 seconds had
elapsed from the time he released the brakes, and the brake

plpe and auzxlliarles had not had sufficlent time fully to re-
charge; also that the brakes on the rear of the traln didinot
have time to apply fully before the collislien oocourred. He
estimated the speed of his train at the time of the ocolllslion

at 2 or 3 mllee an hour. He sald he was leaning out of his

cab window, loeking mhead, and he thought he could have seen

the oaboose of the first seeticn from his side of the locomotive
a dletanoce of only 6 or 7 oar lengths. Engineman Stockwell stated
further that he was familiar with rule No. 83 placing responsibility
for eollislon within yard limite on the approaching traln, but
that he wag relylng on the informatlon given bhim by the fireman
that the track ahead was olear. He sald the fireman could see
much farther from the left side of the cad than he could from
his own slde. He had ccnsidered the fireman a ocompetent man and
thought he ehould have been able to see the caboose of the first
gsectlon sooner than he did, providing his’eyes were not affected
by putting x in a fire Just previcus %o looking ahead. Engineman
3tookwell sald that he 4id not ese the stép signals sald toc have
been glven by the rear brakeman of the Tlrat sectlon.

Fireman Goslim, of train 24 No. 60, etated that when his
train reached the west passing track switoh at Hearlan he was
told by the englneman to get up on hle seat and watch ahead and
he 414 s0. Just before this he had looked into the fire hox, and
whlle he did not realize it at the time, he thought his eye-sight
muat have been temporarily impaired thersby. He told the snglne-
men that 8ll was clear ahead; he thought he could see about 9 car
lengthe. In his opinien the spsed of hile traln was 7 or 8 miles
an hour when he firet sav the trailn shead, it then being only
sbout £ to & oar lengths away, and he sawvw all thrse lighte on the
caboose at the same time. He then oalled to hls englneman to
gtop. Fireman Geslin further stated that he had patigfactorily
pasged the eye-sight examination, but had never been examined on
the operating rules and had never heen supplied with a book of
rales. He had only been employed as & {ireman for one week,
previous to which he had been 2 brakeman, and he was not accustomed
to looking out into the dark after having worked on the fire.

Head Brakeman Thomas, of train 24 No. 60, stated that
on the appraach of his traeiln to Harlan he was rlding on the
fireman's side of the locomotive, looklng back for a signal and
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for that reason dld not aee the firet sectlon of train No. 80
until the fireman called cut to the engineman to stop. Brake-
man Thomas further stated that he had never read cover the book
of operating rules.

Cenductor Sprau, of train 24 No. 60, stated that an sir
brake test was made by car men before his train left Council
Bluffe at 11:16 p. . The first stop made by the trsin was at
¥Minden where water was taken. He sald he rode in the cupola
of the caboose and at no point between Councill Bluffg and Harlan
did he see the first seotion of train Ne. 60. In hile opinion
the speed of the traln was reduced to about 7 milles an hour
pasalng the weat switch of the psesing track at Harlan, at
whlch staticn he expected his trzin would overtake the first
geeotlon. He estimated the speed at the time of the collisilon
at about 3~1/8 miles an hour end he sald he notiged that the alr
gauge 1n the caboose lndlcated 30 pounde preasure after the
colllielon. Conduetor Sprau was aleo of the eplnlon that the
caboose light on the first sectlon could have been seen by the
fireman a dietanee of 16 or 16 car lengths 1if the fireman had
been looking ahead around the ourve.

Car Foreman Moran stated that bsfore the departure from
Councll Bluffs of the traine involved in thlis accldent they ware
both inepected as to safety appllances, alr brakes and running
geAr, and that & proper alr ftest was made on each train. Both
tralne left Council Bluffs with all air brakes in working order.

This accident was caused by the fallurs of Englneman
Stockwedl, of train 24 No. 80, to operate hie trein under proper
control within yard limits, in accordanee with rule ¥o. 93,
reading ae follows;

*Yard llmit boards will be placed at certain stations
deslgnated in the time-table.

"Within yard limits the maln track may be used, proteot-
ing againat first-olsse tralns. All gther traine must
approach and move within yard limits under gontrol and
prepared to atop. Hsspon;ibillt; for agcldent will

rest with the approseching traln.

Englneman Stookwell gave ae hils reason for releasing the train
brakea the fant that the fireman told him the track was clear.
This statement was msde by the fireman when the englne was about
at the west paeeing traok switeh, a distance of approximately
4,000 feet from the point of collislon, and was a correet state-
ment of the comditions as viswed from that point, the markers

on the caboose then not belng vikible. In vliew of the fact

that his train was etill some dlstance from the eurve, and that
he expeoted to find the rear end of the first train near the
point where the collisien ocecurred, Engineman Stockwell was
negligent in not so manipulating his brakes as to enable him to
bring his traln to a stop wvhen requlired.



Fireman Goslin attributed his failure to sese the markers
on the ocaboose until within & very few car lengths of them to
the fact that he probably had been temporarily blinded by
looking into thr fire box, Hie range of vislen of the caboose
ahead was reetricted to about 14 car lengths, and by the time
hls englne reached this point he had been looking ahead for at
least half a minute. It would seem that in thie perlsd of
time his e¢yes would have become Accustomed to the darkness and
that hed hé besn maintaining s proper leookout he would have
been able to ses the markers as scon as they came within his
range of vision. Had he done ao, it 1g probable that he would
have been able to warn the engineman in time to have enabled
him %o stop hls trsin.

Englneman Stookwell entered the serviee of the Chloage
Great Weatern Rallroad as fireman in October, 1908, gnd wae pro-
moted to englneman 1n September, 1913. His record was good.
Fireman Goelin entered the serviece in April, 1910, resigned in
December, 1918, and was re-employed in November, 1919. His
record ll% clear.

Tin.t?bla rale No. 12 reads ag follows:

#Trains running in the vame directlion must keep
ten minutes apart. (Exceptlon to Rules 88 and 91.)"

Operating mile No. 91 reade as follows:

“Unless some form of blook signal ie used, traine
must keep at least ten minutes apart, exaept in closing
up &t stations.”

Betwaen the terminals of the distriet on which this
accident sccurred, & distance of 83.9 mlles, Barlan is the
only telegraph cffice which 1s open at night, and under these
conditions it 1lg menifestly imposeible for train erews to com~
ply with the requirements of these rules. The timetadle rulse
doés not permit trains to close up at etations, and except
whan the first trsain 1s running on a schedule, it is entirely
impracticable for employees to coaply litera with the re-
quiremsntas of timetable rule No. 12, a8 they have no means
whatever of knowing when the preceding traln passed a glven
point. Thie iz an example not only of the impractlosbility
of ecertain timetabls: and operating rules which are contained
in current timetables and rulebocks, but also of the ddfl~-
clency ef the timetabls and traln order syatem of cpesstion,
a¢ compared with the blogk gystem,

It 18 noted in this case that both the fireman and
the head brakeman on train 24 No. 60 were lnexperienced men
and nelther of them had besn exmamined on the rules in effeect,

the head brakeman not having even read them.

The safely of railroad operation depends fundamentally
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upon having clear, specific and workable coperating ruleg in
effect, and upon having employees properly instructed as to
thelir requirements. In orderto avert acclildents on this llne
in future, the Chicago Great Western Railroad Company should
immedlately take measures to remedy the unsafe condltions and
practices dlsclosed by the inveatligation of this accldent.

At the tlme of the accldent the crew of trailn 24 No. 60
had been on duty about 3-1/2 hours after a period off duty
of about 12 hours.
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