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INTERSTATE COMMERCE COMMISSION 

REPORT OF THE DIRECTOR 0^ THE BUR£\U OF SAFETY IN RE 
INVESTIGATION OF 4N ACCIDENT JHICH OCCURRED ON THE 
CHICAGO GREAT WESTERN R1ILR0A.D NEAR INVEP, GROVE, 
MINN., ON MAY 3, 1931. 

June 9, 1931. 

To tne Comim-ssion1 

On May 3, 19 31, there wac a derailment of a 
freight t r a m on the Chicago Great Western Railroad near 
Inver Grove, Minn. , w h m h r-esulted m the death of one 
trespasser nnd tne injury of Lhree employees. 

Location and metnod of operation 

This accident occurred on the Tenth District, 
Minnesota Division, which expends "between Hayfield and 
St. Paul, Minn , a distance of 80.9 miles, ^nd m the 
vicinity of the point of accident is a pintle-track line 
over whicn trains are operated by time-table, t r a m orders, 
and an automatic block-signai system. The accident oc
curred about 3 miles east of Inver Grove, approaching this 
point from the east, there is a 2° curve to the rignt 916 
feet m length, 645 feet of t a n g e n t , and then a 4° curve 
to the left 687 feet m length, t n e first marks appearing 
on tnis latter curve at a point near its eastern end, 
about the beginning of a cut 12 feet in depth. The 
grade is descending for westbound trams for a distance 
of about 7,000 feet, varying from 0.54 to 1.01 per cent, 
and is 0.85 per cent descending at tne point of accident. 

The track is laid with 90-pound rails, 39 feet 
m length, with from 30 to 21 nardwood ties to the rail-
length, tie-plated, smgle-hpiKed, and ballasted with 
about 13 incnes of gravel. Tne gauge and surface of the 
track were well maintained. 

The weatner was clear at tne time of the accident, 
which occurred about 3.55 p n. 

* Description 

Westbound freight train extra 875 consisted of 
61 cars and a caboose, haaled by engine 875, of the 2-10-
4 type, and was m onarge of Conductor Wheaton and Engine-
man Hall. It left Randolph, Minn., 35.1 miles from Inver 
Grove, at 3.20 p.m., according to the t r a m sheet, and was 
derailed east of Inver Grove while traveling at a speed 
estimated by tne crew to have bepn 30 or 25 miles per hour. 
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Tne pony-truck wheels ci tne engine derailed to 
tne n g n t or outside of tie curve and then followed the 
rails closely until ".hey encountered a farm crossing. At 
triis point the engine turnea oft toward the outside of 
the curve, went down tne fill beyond the leaving end of 
the curve, and turned over on its right side with its 
nead end 910 feet beyond tne first mark of derailment. 
T-ie first 31 c^r? in the train were derailed, the majority 
of them coming to rest directly across tne track and with
in a distance of 500 feet. The trespasser killed was 
riding m the tentn oar from the engine, while the em
ployees injured were the engmeman, fireman and head brake-
man. 

Summary of Evidence 

Engmeman Kali said he^ snut off steam at the top 
of the hill, and made a 10-nound application of tne air
brakes just after passing a Dridge which is located about 
3,000 feet from tie point of accident, and h^ thought tnat 
at this time the soeed of his t r a m was about 35 miles per 
hoar. Shortly afterwards ne noticed fire and aust flying 
and tnoaght tnat there was sometning dragging under the en
gine, and he said ne then placed tne brake-valve handle m 
tne emergency position, witnout having released the ini
tial reduction. was unabie to locate the position of 
his engine at the tine he remarked to tne fireman that 
theie was something dragging, he felt tnat tins was before 
tne engine reached tne o o m t wnere tne marks afterwards were 
found on tae curve to tne left, although his sabsequent 
statements indicated tnat oractically no time elapsed be
tween his noticing sometnmg T-roiig and his feeling the 
engine running on the Lies. HP estimated the speed of tne 
tram at the time the engine left the track to have been 
between 20 and 25 miles per hour. Engmeman Hall further 
stated that he nad not noticed anything 1 rong with the 
engine while en route, nor haci ne noticed anything m the 
way of a aiaggmg brake beam or otner dragging equioment, and 
after tne accident he again examined tne engine but found 
nothing i^rong with it. 

The statements of Fireman Olark were practically 
the same as those of Engmeman Hall, except tnat he said 
the speed was about 25 miles o^r hour wnen tne engmeman 
first anplied tne brakes, and ne fixed the location of the 
engine at that time as being half way between tne bridge 
referred to bv the engmeman, and t^e o o m t of accident. 
Wo statement was obtained from Head Brakeman O'Hara on ac
count of injuries sustamed in the accident. 
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Conductor Y/heaton sard his train left Randolpn 
at 3.15 p ra., and tnat tnere w^s no excessive speed en 
route. As the train approacaed the point of accident he 
was riding m the capola of thp caboose and felt an ap
plication of tne air brakes, which according to tne caboose 
gauge amounted to a 30-pound reduction. The air seemed to 
release and then to apolv again, harder than before, and 
he decided that the train rust have struck something, the 
stop, nowever, was not severe. Conductor whoaton said he 
looked at his watcn, at which, time it was 3.55 p.m., told 
the rear brakeman to look out for a following train, and 
then started ahead. On examining tne track he found that 
after the engine had c l i m b e d the rail it had run along on 
the ties a distance ne estimated to have been about 165 
feet oefore leaving tne ties and finally turning over. He 
estimated the speed of his tram appioachmg tne point of 
accident to nave been 20 or 3D mi]es oer hour. 

Flagman Jonnson also said it was 3.15 p.m. when 
his tram started from Randolpn, and that as his t r a m ap
proached trie point of accident ne felt an application of 
tne air brakes, which reduced the speed of tne t r a m to 25 
miles per hour, and this was followed bv a release and then 
another application which brought the tram to a stop. 

Agent Telegrapher Contell, on duty a t Randolph, 
statea than woen extra 875 was departing f r o m his station 
he reported it to tne dispatcher as navmg departed at 
3.30 D m,, at which time its rear end was about 1,000 feet 
west of the station. This entry was made in his records 
with an indelible pencil, and a few days later he found 
that the entry had been changed to snow the departing time 
of tho t r a m as 3.15 p.m., instead of 3.20 p m. , the change 
apparently having been made witn a black pencil. He said 
ne nad made inquiry m an endeavor to ascertain by whom the 
cnange was made, but at the time of the investigation defi
nite information on this point had not been developed. 

Examination of the track snowed that the first 
mark of derailment was a flange mark on the running surface 
of the outside r a i l of the curve. This mark extended di
agonally across the ball of tne rail to the point where it 
dropped Cff on the outside. There mere then flange marks 
of the heads of bolts and s p i K e s for a distance of 235 feet 
t o the point where the derailed wheels came m contact with 
the planks at a farm crossing and turned off toward the 
right, leaving tne ends of tne ties and tearing up the 
track, apparently only the pony-truck wheels had been de
railed until the farm crossing was reached. Measurements 
of the track showed the gauge and elevation to be well main
tained, and examination did not reveal that there had been 
any obstruction on t h e rail or that there was any evidence 
of dragging equipment. Tne gauge was from one-quarter to 
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one-half inch wide on the curve, and the elevation gen
erally was 3-g- inches. 

Careful inspection of the engine was made at the 
point of accident, and the truck also was carefully ex
amined after it had teen removed from the point where it 
was located. The flanges and treads were m perfect con
dition and nothing was found to indicate that there was 
any defective condition of equipment which could nave been 
responsible for the accident. 

Conclusions 

The caase of this accident was not definitely 
ascer tamed. 

The first mark of derailment was a flange mark 
on the running surface of the outside rail on the curve, 
apparently made by the right pony-truck wheel, and it ap
peared that this was the only pair of wheels deraiLed un
til a planked farm crossing was reached, at which point 
the engine was turned off toward the Qutside of tne curve, 
tearing up tire track, and resulting ijjĵ the derailment of 
the cars. Careful examination of bc/<,n'\rack and equipment 
failed to reveal anything which it was thought could have 
caused the accident 

Tne employees involved were experienced men, and 
at the time of the accident none of tnem had been on duty 
m violation of any of the provisions of the hours of 
service law. 

Respectfully submitted, 

W. P. BORLAND, 

Director. 


