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INTERSTATE COINERCE COMUISSION

REPORT OF THE DIRECTOR OF THE BUREAU OF SAFETY IN RE
INVESTIGATION OF AN ACCIDENT WHICH OCCURRED ON THE
CHICAGD ROCK TYTAND & PACLWIC RAILWAY AT GLENVILLE,
MINI., ON FEBRUARY 8, 1835.

June 8, 1935,

To the Cormiission:

On February 8, 19235, tnere was a head-end
collistier Dbetween a linneapolis & St. Louis Railroad
passengcer train and a Chicago, Rock Islend & Pacific
Rarlway freight train on the linc of thc last-named
Toad at Glenville, liinn., resulting in the injury of
one passenger, two rnail clerks, tvo Minneapolis & St.
Louis Roalroad ermployces and one Chicago, Rock Island &
Pacific Railvay énployee.

Location and riethod of opcration

The Chicago, Rock Island & Pacific Railway
handles trains of the lMinneapolis & St. Louis Rarlroad
between Albert Lea, Minn., and Manly, Iowa, a distance
of about 28 miles, within which territory this accident
occurred, 1t 1s a single-track line over which traing are
operated by tirne-table, train orders, and a nanual block-
signal systeri. At a point 607 fecet west of the station
at Glenville there 1s a stop board, while 288 feet farther
west 1s located the west switch of the passing track; this
track parallels the nain track on the north, the station
being situnted tetween the two tracks, All westbound
traing are required to come to a full stop at the stop
board, which governs the approach to the junction with the
I1lino1s Central track; the junction switch 1s located 805
feet west of the stop board. The accident occurred at
a cattle guard, loocated 412 feet west of the junction switch
or about 1,620 feet west of the station; approaching this
point fror the east the track 1s tangent for more than 1
1.1le, extending to a point about 150 feet east of the
Junction switch, froi: which point there i1s a 2° curve to
the left 770 feet in length, the accident occurring on
this curve at a point about 560 feet froi. its eastern end.
Approaching froi- the west there 1s 1,800 feet of tangent,
followed by the curve on which the accident occurred. The
grade 18 practically level, In clear weather the view of
the point of accident is unobscured for a considerable dis-
tance 1in either direction, however, there was a dense fog
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at the tirle of the accident, which occurred at about 3.10 a.
Description

Westbound Chicago, Rock Island & Pacific Railway
freight train extra 2316 consisted of 30 cars and a caboose,
hauled by engine A 16, and was 1in charge of Conductor
Mahoney and Engineion oy, This train left Manly at 2 a.o.
and on passing Kensett, 4 nileg distant, recelved a copy
of train order No. 5, Form 19, reading as follows:

"M&Stl. Eng 462 run Extra Albert Lea to
Manly Meet Extra 2316 at Glenville
Extra 23316 West hold main track at
Glenville,"

On passing Northwood, 6.4 miles further, a copy of train
order No. &, Forn 19, was received, reading in part as
follows:-

"&StL Eng 229 run Extra Albert Lea to
Hanly Weet Extra 8316 West At Glenville
¥ % * Fxtra 2318 Wegt hold main track at
Glenvilie."

Extra 2316 arrived at Glenville at 3.08 a. n., and as the
engine passed the station the operator handed on five train
orders, arong which was a copy of train order No. 6, ad-
dresged to the operator as a widdle order, and also a
clearance card, the clearance card stated that there were
no block restrictions after the arrival of extra 332.

Extra 2316 was brought to a stop just before reaching the
stop board, and then imnediately proceeded, and collided
J1th extra 229 while traveling at a speed of about 10 or

12 r.1les an hour.

Eastbound Minneapolis & S5t. Lours passenger train
extra 229, being detoured between Albert Lea and lianly,
consigted of one nail car, one baggage car, one coach,
one chair/&hd one Pullman sleeping car, in the order
naried, hauvled by engine 329, and was.in charge of Pilod
Conductor Nason and Pilot Engineman Reed. The cars were
of steel-underfraiie construction witH the exception of the
baggage car, which vas of wocden construction. At Albert
Lea the crew in charge received a copy of train order No.5,
previously referred to, and the train departed fror that
point at 23.55 a. n., passed Curtis, 6.1 miles west of Glen-
ville and the last open office, at 3.01 a.n., and collided
with extra 2316 at Glenville while traveling at a speed
estinated to have been about 15 or 20 wmiles an hour.
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Both engines renained upright, but were considerab
danaged. The rear end ot the second cor in extra 229 was
telescoped a distance of about & feet, while the fifth car
in extra 2316 was derolished,

Surmary of evidence.

Enginenan Roy, of extra 2316, stated that he
approached Glenville at o low rate of speed and identified
one of the two trains they vere to meet at this point, stand-
1ng on the east end of the passing track; he then instructed
Head Brakeman Murphy to be prepared to open the west switch
of the passing track for extira 222 provaded that train was
not already in the clear on the passing track. Just before
reaching the station he noticed that the train-order board
was digplayed, indicating there were orders for his train.
The operator care out of the office and handed on the orders
by hoop to Head Braokeman Murphy as the engine passed the
gtation, the head brakeman turning them over to the engine-
rnan. Just before reaching the stop board Engineman Roy
brought the train to a corplete stop, and then proceeded
alilost irmiediately, assuring fror the fact that the orders
were delivered while the train was 1r motion that 1t was
being advanced against extra 229. This would have been
in accordance with the last paragraph of revised operating
rule 211, reading as follows:

"To deliver a '19' order not to be executed
at the station vhere the train order 1s 10
be delivered, the operator will, upon ap-
proach of the train, deliver a copy of the
order and Clearance Forrnt 'A' properly pre-
pared to both front and rear of train with-
out stopping 1t. If the train order is %o
be executed at the station where the order
1s to be delivered, 1t will be delivered to
the engineran at the train order office
after the train has stopped, unless delivery
of both copies 1s nade to the conductor
while train 1s hot in motion.t

Enginenan Roy did not check the clearance card against the
orders until after he had read all of the orders, train
order No. 6 being the last one he read, and by this tine
his engine had passed the west passing-track switch, extra
229 was only o short distance away, and 1t was too late to
avert the accident. Engineman Roy stated that the aair
brakes worked properly and the headlight burned brightly,
no trouble being experienced with them en route. He
adriitted responsibility for the accident, saying that he
ha@l no authority to proceed witoout definitely knowing

the contents of his orders.
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The testirnony of other rerbers of the crew of
extra 2316 practically corroborated that of Enginenan Roy;
Firenan Duclos stated that he was uwnable to see thc head-
light of extra 229 for a distance of nore than 2 car
lengths and egtiuated the speed of his train to have been
about 10 or 12 nales an hour at the time of the accident.

Extra 239 had reduced speed considerably pre-
paratory to entering the passing track at Glenville in
accordance with the requaremnents of train order No. 6,
and none of the nembers of the crew was aware of anything
wrong until they saw the headlight of extra 2316 a few
car lengths distant.

Operator Propst, on duty at Glenville, stated
that owing to the dense fog he had stepped outside the
off:ce frequently %o watch for aporoaching trains  When
extra 2316 approached the station he went outside, and
as e could see that the enginenan was going to make a
good stoo for the stop board, and supposing that he knew
about rieeting extra 229, he did not think there was any
Teason for anything happening and consequently handed on
the orders =25 the engine passed hin, On account of the
fog he was unable to see whether ex.ra 229 was in the
clear, but when extra 23316 care to a stop, and then
inmediately proceeded, he assumed that extra 232 wgs 1n
on the passing track, and as the caboose of extra 2316
passed, at a speed of about 5 miles an hour, he handed
on the other set of orders by hoop.

Conclusions

This accident was caused primarily by the fail-
ure of Enginerian Roy, of extra 2316, to comply with the
requirenents of a train order establishing a meeting
point with extra 229, a contributing cause was the failure
of Operator Propst to wait until extra 2316 care to a stop
before gelivering the middle order, as required by the
Tules.

Enginerian Roy was familiar with the contents of
train order Wo. 8, but the fact that Operator Propst handed
the train orders on by hoop as the engine passed the office
led him to assume that his train was being advanced against
extra 229 and he did not discover his error until 1t was too
late to avert the accident. He acknowledged responsibility
for his nistake.

Under rule 211, as revised, 1t was incuwibent
upon Operator Propst to wait until extra 3316 carne to a
stop before delivering the riaddle order. Instead of doing
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so, however, he handed the order on as the engine passed the
office, in violation of the rule, and thereby defeated the
purpose for which the rule was intended. Had he properly
delivered this order, in all probability Engineman Roy
would rot have assumed that his train was being advanced
againgt extra 229 and this accident therefore would have
been averted.

Had an adequate autovatic block signal systen
been 1n use on this line this accident probably would not
have occurred An adegquate autoratic train stop or
train control devioe would have prevented 1t,

A1l ¢f the enployees involved were expérienced
rnen and at the tine of the accident none of ther1 had been

on duty in violation of any of the provisions of the hours
of service law,

Respectfully subnitted,
W. P. BORLAND,

Director.



