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INTERSTATY COMMERCE GOFMISSION

T"REPORT OF THE DIRECTOR OF THE BUREAU OF SAFETY
IN RE INVESTIGATIOL OF AN ACCIDENT WHICH
OCCUTRED ON TEF CWICAGO, 8T, PAUL, MINJEA-
POLIS AIID OMAFA BAILWAY FEAR CFIPPEWA
FALLS, WIS,.,, ON DECEVBETR 30, 1936,

January 20, 1837,

To the Commission:

On December 30, 1926, there was a rear-
end collision between a passenger traln and a
re1ght train on the Chicago, St. Paul, ¥inneapolis -
and Omaha Rallway near Chippewa Falls, Wis,, which
resulted in the death of-one employee and the injury
of two passengers and two empioyees,

Location and method of operation

This accident occurred on that portion of
the Fastern Division extending ocetween Eau (laire,
Wis., and Duluth, Minn., a distance of 157.6 miles.
In the vicinity of the point of accident tnis 1s a
single~track line over which trains are operated vy
time—-table, train orders and a manual block-signal
gsystem, The acci‘fent ocourred at a point 1.4 miles
north of Chippewa Falls, withan yard limits which
extend from Norma, 1 mile north of the point of
accident, to a poirt south of Chippewa Falls,
Approaching the point of accident from the north
tnere is a long tangeat and a 4° curve to the right
2,468 feet 1n length, the south switch of Norma
passing track ceing upon tangent track Just south
of the leaving end of this curve, This tangent
is 480 feet in length and is followed by a 4% curve
to the left 595 feet in length, 130 feet of tangent,
and then another 4© curve to the left which is H07
feet 1n length, the accident occurring on the last-
mentioned curve at a point about 300 feet from 1ts
northern end. The grade 1s 1,003 per cent descend-
ing for southbound trains, while slightly more than
1l mile south of the peint of accrdent 1s the be-
ginning of an ascending grade of more than 1 per
cent, and 1n order to ascend this latter grade it
is necessary for southbound tennage freight trains
to double their trains up the grade. On accdunt of
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numeTous cuts, as.well-as dense woods on each side
of the track, the range of vision of engine crews
18 very materially obscured approaching the polnt
of accident,

The weather was clear at the time of the
accident, which occurred at 1,23 or 1,34 a.,m,

Degscription

Southbound freight train extra 414 con~
si1sted of 55 cars and a caboose, hauled by engine
414, and was in charge of Conductor Cartwright and
Engineman McDonald, This train left Bloomer, the
last open office, at 11.12 p. m., according to the
train sheet, and entered the passing track at
Norma, 12.3 miles scuth of Bloomer, at about 11,50
p. m, After meeting train No, 71 extra 414 pulled
out on the main track at the south passing-track
gswitch at about 12,35 a, m, according to the state-
ments of the crew, and about one hour later 1ts
rear end was struck by train No. 310 while standing
at a point about 1,300 feet south of the passing-
track switch,

Southbound passenger train No, 310 consisted
of one baggage car, one smoking car, one coach, and
one Pullman sleeping car, all of steel construction,
hauled by engine 386, and was in charge of Conductor
Enockson and Frngineman Bailey, This train passed
Bloomer, according to the train sheet at 1,08 a., m,,
five minutes late, and as 1t passed that station
the crew received a caution card which called atten—
tion to the fact that extra 414 departed from Bloomer
at 11,123 p. m, and had not cleared the block, and
directed them to proceed prepared to stop within
their range of vision, Train No, 310 passed Norma
approximately on time, according to the statements
of the crew, having traveled a distance of 12.3
miles in about 13ninutes and collided with the rear
end of extra 414 while traveling at a speed estimated
to have been between 15 and @5 miles per hour,

Engine 310 demeclished the caboose oI extra
414 and then mounted the loaded gondola immediately
ahead of the cabcose, coming to rest on this car in
an upright position; with the exception of the
tender, none of the other equipment in either train
was derailed or damaged, The employee killed was
the conductor of extra 414,
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Summary of evidence

Engineman McDonald, of extra 414, said he
started to head out on the main track at 12,35 a, m,,
with sufficient time i1n which to double to Koll, a
station 1,3 miles beyond Chippewa Falls. He brought
his train to a stop at a point where he figured the
caboose would be clear of the passing—-track switch
and waited a few minutes for tne purpose of enabling
the flagman to close the switch arnd overtake the train,
He then began to move the train ahead slowly and con-
tinued until it reached a point where the caboose
was visible from the fireman's side of the engine,
at which time the fireman and also the head brake-
man told him that a stop signal was being given
from the caboose. He then again brought the train
to a stop and the head brakeman teoid him that he
had experienced difficulty in operating the switch
when he opened 1t and that possibly the flagman had
not been able to close the switch, After waiting
10 or 15 minutes he again started to proceed but
received ancther stop signal and accordingly again
brought the train to a stoep. After another wait
he proceeded and once more he received a stop
signal, It was then about 12,50 a. m., and after
talking over the matter with the fireman and head
brakeman he began to be anxious about the possibility
of delaying train No, 310 and told the head brakeman
that they would cut the train and begin to double
the grade from that point, The head brakeman started
back to make the cut and at tne same time to apply
hafdd brakes so that the rear portion of the train
would not mowe, and 1in the meantime Engineman
McDonald watched the time closely and when 1t was
1.03 a, m, he remarked to the fireman that train
No, 310 was then due out of Bloomer, and about
two minutes afterwards he sounded the whistle
signals for the flagman to protect the train, At
this time the fireman said he saw a light at the
caboose which at the time they supposed was the
conductor’s lantern, thinking that the flagman was
back at the switch, Shortly afterwards the head
brakeman made the cut behind the thirtieth car and
on receiving a proceed signal from the head brakeman
Engineman McDonald proceeded with the head end of the
train at about 1,07 a, m, and d1d not return for the
rear portion of the train until after the accident
had occurred. The statements of Fireman Willis and
Head Brakeman Stegeman practically corroborated
those of Engineman McDonald, The head brakeman also
stated that when he opened the passing—track switch
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for the train to head out on the main track he- -
experienced difficulty in seating the switch

-— —-lever 1n 1ts socket and he estimated that it
took him about five minutes to line the switch

properly.

Flagman Staysa, of extra 414, said that
he and Conductor Cartwright bsi supposed that
theirr train would remain at Nornu for train No.
310 but when it began to pull out of the passing
track he did rot look at his watch nor did he know .
whether or not the conductor knew what time 1t was;
the conductor was lying down shen the train departed.
Flagman Staysa got off the caboose when it passed
the switch and he said he had difficulty 1in closing
the switch, consuming about 10 minutes' time 1in
doing co, Hs then,gtarted for the cabooss which had
stopped at a point about 12 or 15 car-lengths south
of the switch and had Just reached i1t when the train
started and he sald that when he boarded the cabocse
the conductor was st11ll lying down bul was not
agsleep. As soon as the cahboose had reached a
point from which he could see the engine he gave a
proceed signal, vhich sgsignal was mistaken for a stop
signal and the train was 9lorped accordingly., He
then gave another proceed sipnal but the train dad
not start immediately. Finaily 1% started ahead
again and he then gave the proceed szgnal, which
ence more was mistaken for a sinp signal, Flagman
Staysa then thought that the engineman intended to
double to Foll from this point and started ahead
to assgist in the movement, at which time the conductor
was st1ll lying down 1in the caboose., He said the
conductor had tcld him that they would double the
grade and that he was under the imprcession vhen he
left the caboose that the conductor would take care
of the duty of protecting the trsin by flag although
there had not been any definite understanding between
them on this peoint, After Flagman Staysa had
walked ahead about 15 car—lengthe he heard the
engineman whistle out a flag and he immediately
returned to the caboose, but he said that on account
of the fagt that the snow was up to his hips 1t tcok
him about 15 minutes to reach the head end of the
caboose. He then locked at hig watch and saw that
1t was 1,33 a, m, The conductor was asleep and
Flagman Staysa said he walked through the caboose
picking up his flagging equipment and had reached
the rear door when he saw train No. 310 approaching;
he imrediately called a warning to the conductor
and jumped just before the collieion cccurred.
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Flagman Staysa further stated that he did not

think of train No. 310 froa the time his train

left Bloomer, which was about 11,12 p., m,, until

he heard the engineman whistle out a flag, and he
admi tted that this was the reason no flag protection
%as provided.

Engineman Bailey, of train No. 310, sald
that when passing Bloomer at 1,05 or 1,06 a, m, he
reduced speed for tne purpose of picking up the
caution card, which informed nim that extra 414
had entered the block at 11,12 p, m, He rcduced
the speed at Norma to about 15 miles per hour and
allowed the train to drift from that peint, and he
sald that the speed had increased to about 25 miles
per hour when the fireman suddenly called a warning
and he applied the air brakes in emergency. He
thought the speed had been reduaced to about 15 miles
per hour at the time the accident occurred. Engine-
man Bailey further stated that from his position on
the outside of the curve he d1d not see the caboose
until it was about one car-length distant and he
estimated that his train was about five car-lengths
distant from the caboose when the fireman called to
him, The statements of Eagineusan Bailey were sub-
stantially corroboratéd by Fireman Jorgenscn; the
fireman estimated that the caboose wos aoout eix-
car-lengths distant when he first saw 1t.

The statements of Conductor Enockson, Head
Brakeman Lee and Flagman Pepin, of train No. 310,
indicated that their train passed Norma at a speed
of 25 or 30 miles per hour and that the first
knowledge they had of anything wrong was when they
felt an emergency application of tne air brakes a
few seconds before the collision occurred, Con-
ductor Enockson said his train passed Norma on
time and collided with extra 414 at about 1.83 or 1,34
a, n,, while Flagman Pepin fixed the time of the
accident at about 1,25 a, m,

Roadmaster Stockwell said he had examined
the soush passing-track switch at Norma on December
9, at which time 1t fitted properly and was easy to
operate, while when he i1nspected 1t again on the
day following the accident he found 1t to be in
perfect condition, Roadmaster Carlson also inspected
the switch on the day following the accident, ac-
companied by Roadmaster Stockwell, and he gaid the
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wirether any flag protection was being provrded:

Tne distance between Bloomer and Norma
is 12.3 miles and the statements of the crew of
train No, 310 indicated that their train was on
time when 1t passed Norma, at vhich point 1t is
due at 1,31 2, m, The train gheet ghows that this
train passed Bloomer at 1.098 a, m., which would
indicate that the train traveled the distance
between the two points at an average qujﬁ of
nearly 60 miles per hour., Enmneran ,
however, said his train passed Bloomer at .05 or 1,08
a, m,, instead of 1,08 a. m. In either event 1t 1s
clearly evident that train No, 310 was operated at
a high rate of spped between Bloomer and Norma,
particularly i1n view of the fact that the crew had
received a caution card which notified them that
extra 414 was st1ll i1n the block and whaich directed
them to run with caution prepared to stop within
their range of vision. After passing Norma train
No, 310 vas on a desocending grade of 1 per cent,
in terkitory where the view was very materially
obscured, and was dpproaching the point at which
1t was customary for tonnage frerght trains to
stop in order to double the ascending grade to
Koll, the next station beyond Cnippewa Falls,
Undoubtedly the accident would not have occurred
had any attenpt been made to provide flag pro-—
tection, but at Sphe . sarme time 1t 18 not believed
that Enginenan fbﬁiﬂ&gﬁ 1e entirely blameless under
the circumstances out¥ined above in operating his
train even at the rate ,of speed which the evidence
indicated was the case after passing Horma. Had
the requirements.ef the caution card Jpeeg a little

more strictly observed by Engineman 1t 1s
probable that this accldent would not haveoccurred,

Had an adequate automatic block-signal
systen been 1n use this accident probably would
not have eccurred; an adequate autcmatic train-
control device would have prevented 1t.

The employees involved Were experienced men
and at the time of the accident none of them had
been on duty in violation of any of the provisions
of the hours of service law,

Respectfully submitted,

W. P, BORLAXNL,
Director,



