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INTERSTATE COMMEROE COMMISSION

REPCORT OF THE DIRECTCR OF THE BUREA™ OF SAFETY IN RE
INVESTIGATION OF AN ACCIDENT WEICH OCCUHRED ON THE
CHICAGO, ST. PAUL, MINNEZAPOLIS & OMAHA RAILWAY AT
STILLWATER JUNCTION, MINM Q0N AUGUST 23, 1228.

’

Novermber 12, 18928

To the Commissicn

On August 23, 1938, there was a side collision
tetween a pascengeTr train and a light engine on the Chicago,
St. Paul, Minneapolls anrd Omaha HRapillway at Stillwater Junc-
tion, Minn , which resulted in the death of one employee
and the i1njury of eight passengers, one mal1l clerk, one
employee on duty and one employee ofif duty The 1nvestiga-—
tion of this accident wre held 1n conjunction with renre-—
sentatives of the Railway and Warehouse Commission of
Minnesota.

Location and method of operation

Tnis accideny occurred oh that part of the Eastern
Division extending between St. Paul, Minn , and Altoona, Wis.
a distance of 88.8 miles, 1n the vicinity of the point of
accident this 1s a double-track line over waich trains are
operated by time-table, traln orders and an automatic block-
slgnal systeun The accident occurred within yvard limits at
gbout the center of 2 main track trailin_-point crossover
which was located opposite the station; approachinz this
polnt from the west the track is.tangent for a distance
of 1,957.7 feet, followed by a 3 curve to the right
2,658 feet 1n length, the west crossover switch being
located on the curve 420 feet from 1ts westein end The
grade for eastbound trains 1s 1.171 per cent descending at
the point of accident Cn account of an 1l8-foot cut 1m—
mediately west of the curve the view of %the noint of acci-
dent from the engine cab of an eastbound train 18 material-
1y restricted.

. :The-croscdver 1nvolved is 2154 fect 1in length ard
leads off botk main tracks thiough Fo. IC turnouts. Both
ralls are insvlated near the center of the crossover, the
insulated joint on the south rail 1s located approximately
100 feet from the point of the west swiLtch and the one on
the north rail 1s located approximately 1343 feet from the
same point. The crossover 1s conncected vith the track cir-
cuits ef the block-signal syslem in such manner that waen



bath =witches are closed the portion of the crossover west

of the i1nsulated Joints forms a part of the westbound track
circuit and that portion east of the insulated joints foTms

a vart of the eastbound circuit The connectlions are s8c
arranced that when either switch 1s set for a crossover
moverient the track circuits operate the signals on both

main tracks. Switch indicators, of the upper-quadrant type,
are located about 6 feet from the switch stands, they are not
Tighted at night. The starting circuilts for these indicatnres

.are located absut 10,500 feet in advance of each 1indicator.

The signals 1nvolved are eastbound signals 138
and 153, located 7,931 and 1,159 feet, respcctively, west
of the west croseover switch These signals are of the
& po=si1tion, upper—quadrant, semaphore type, night indications
are green, green and red, and red, for proceed, caution, and
stop, respectively The view of si1gnal 152 1s Trestricted to
a distance of 2,115 feet from the engiheman's side and 3,184
feet from the fireman's side of an eastbound engine.

It was raining at the time of the accident, which
occurred at about 12,18 a m.

Degcription

Licht engine 491, headed west, was 1n charge of
Engineman Casey and Fireran Brantley After helping a west-
bound train to a point a short dastance west of Stillwater
Junction 1t had backed eastward on the westbound track until
1t reached the crossaver, The fireman then opened the west
crossover switch, without looking at the indicator, and tne
érngine was backed 1in nn the creossover far enouzh 10 allow the
Ilreman to close tne switch The engine was standing at this
point, weet of the insulated jcints, with the switches closed
and with 1ts tender fouling the eastbound main track, when 1t
was struck by passenger train No. 510.

Eartbound passenge:z train No. 510 consisted «f one
baggage car, one mall car, one baggaze car, one smoking car,
one chair car and four Pullman sleeping cars, in the order
named, hauled by engine 513, and was i1n charge of Conductor
Shaw and Engineman Richardson. This train departed from St.
Paul, 15.7 miles from Stillwater Junction, at 11.38 p m.,
e1ght minuteg late, passed signals 138 and 152, both of
whicn were displaying clear indications, and collided wihh
the tender of engine 491 while traveling at a speed estimated
to have heen aboul 40 miles per hour.

The tender of engine 491 was derailed ta the north
and was slightly damaged. Enginc 513 came Lo rest on 1ts
right side south of and parallel to the track about 350 feet
east of the crosscver. The first five cars and the forwaid
trurk of the s1xth car were derailed, the first car being
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practically demolished, the next three cars scriously damaged
and the other two slightly damaged. All of the derailled cars
remained upright. The ewployce ki1lled was the engineman of
the passenger irain,

Summary oI evidence

Engineman Casey, of engine 491, stated that his
engine wag engeged 1n helper service and thot after assist-—
1ng westbound freipht train extra 437 to a point a short
distance west of Stillwater Junction he started a return
mnhvement, bacling up on the westbound trzck, and upon
reaching a point where ne could see the train-order signal
at the station at Stillwater Junction he lcoked at his watch
and notea the time as 11,15 p. m Being of the impression
that he had ample time in which to cross over to the east-
teund track and proceed to Hudeon, 3.5 wiles east of St1ll-
water Junction, ahead of train No. 510, which train he knew-
was due at Stillwater Junction at 12 o'clock midnight, he
instructed the fireman to open the west crossover switoch.
After this had been done he backed the engine in on the
crossover and brought 1t to a stop at a point which would
enable the fireman to close the switch While warting for
the fireran to return to the engine he observed the reflec-
tion of a headlight which he thought belonged to an approach-
1ng eastbound freight train, and as he was not certain whether
the tender of his engine cleared the eastbound track he made
an atteupt to move forward but had sacceeded only in getting
the engine started when the collisicn occurred. The head-
Iight of his engine was burning brightly at the time of the
arcident while he heard no whistle signals sounded by the
approaching train. ZEngineman Casey further stated that he
was aware that instructions were in effect which required
that both switches of the crossover be set for a crossover
movement before such a movement is started and said that 1%
was the usual practice to do so providing the indicators were
displaying a normal indication, he also said 1t was his prac-
tice, 1f a scheduled train was about due, to go to the station
and get a lineup on such a train, but in this 1instance he
deviated from the usual custom because of the fact that he
was anxlous to get to Hudson for the purpose of asslsting in
clearing up a congestion at that point, together with the
fact that the last time he looked at his watcn he thought 1t
was only 11.15 p. m., which would have given him plenty of
time 1n which to proceed to Hudson and clear the time of
train No. 510. Subgsequent to the accident he compared his
watch with the clock at the station and both of them showed
the same time, while his watch had been inspected on August
21l and at that time 1t was 15 seconds slow.
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Fireran Brantley, of engine 491, stated that while
his engine was avproaching the croscover tae erngineman handed
him a switch key and inectrueted niwm to copen the west cross-
over switcn He got off the engine and opened the switch
without looking at the indicator and after the enmine had
backed on the crosscver a suificient distence he closed the
switch and started valking %tovards %tne cast switch for the
purpcse of opening 1t, but after nroceeding a short distance
he glanced back and nociced a headlignt approaching from the
west At ¢bout the same time he saw the operator come out of
the depct and he ran towards the operator, who i1nguired about
train No, 510. The fireman said he did not reply but im-
nediately shouted to tne enzineman to move the engine forward,
but he could not say whether 1t was moved prior to the col-
lision Fireman Brantley, who had besen in tnc service of this
rallway only 11 months, said he had no knowledge of the time
as he was not 1n possession of his watch, he also had no time-
table wa2th him snd did not knew at what time train No. 510 was
due at that poiat as he had worked with the helper engine 1n
this vicinity only a few times. Firemen Brantley further
stated tnat 1t was the practice fer the fireman to throw
the ewitches when a crossovel movement weg made bv the helper
engine at Still'ater Junction and he thought thatthe customary
riethod of handling the switches was the same as was followed
on this occasion, he did not krow of any rule that both
switches were to be lined befoTre a crossover movement 18
actually started,

Operator Judd, on duty at Stillwater Junction,
stated that westbound extra 427 pessed his station at 12.10
2. m and shortly alftervards he moticed the helper engine Te-
turning. As 1t approached the wert switch of tae crosscover
he called the dispatcher to ascertzin the locatior of train
No. 510 and was told that that train should arrive at any
Time The crossing bell then started ringing and uvon look-
1ing westward 2e noticed the west crossover switch light dis-
playing a red indication, he immedirately ran out of the sta-
tion and warrned the engineman of engine 491 that train No,
510 wae then approaching closely he engineman made an
effort to move tle enpine ahead but itrain No. 510 collided
with 1t befcre 1t could be gotten into clear. Operator Judd
sald he gsa~ fire flying from the vheels of train No. 510
when that train was about a car-length or two from the point
of accident He had been working at Stillwater Junction for
the past 10 years and during that time the usual custom
followed 1n making a crossover novement was to throw both
ewitches before ilhe movement was started.

Firerar Saurer, of train No 510, stated that ap-
proaching the point of accident he was ridirg on his seat~
bex and that as the train passed signals 138 and 152 he
obgerved ihey were displaying clear indications whicn he
called tc the engineman who in turn repeated *their indica-



tions The rtation vhistle signal we3 =ounded when the
train was about one-fourth mle east of Stillvater Junction
and as the train wes nearing the station a crossing whistle
gignal was sounded, Fireran SBaurer noviced the headliesht
of an engine whicr. he tonought was dimred and which appeared
10 be standing on the vestbound main traclk, and ne did not
know 1t was standing on the crossover uatil after the oc-
currence of 1he accident Fireman Saurcr further stated
that before leaviag St. Paul a brake test was made which
proved satisfactory and that the brakes worked properly en
route, alsc trnat the engineman had made a service applica-
tion a short distance west of Stillvater Junction, vhich
was effective 1n reducing tne speed, and that he applied
them 1n emergency at about the time of the accident, at which
time the speed of the train wvas about 4C milec per hour.

Conductor Shaw, of train No. 510, was riding 1in the
third car of the train approaching Stillwater Junction and
estirated the speed at 50 miles per hour at the time a ser-
vice applicnticn of the brakes was made aboit cne-fourth
rle east of the statior. This reduced ithe speed but he
could not say to what extent hecause of the fact that he
wvag riding 1n a bpaggage car with the doors closed, nor did
he know at what apeed the train was traveling at the time of
the accident. His first intimation of anything wrong was
when the brakes were applied 1in emergency, the accident oc-
curring immediately afterwarde.

The staterents of Baggayceman Whipple and Brakenan
Judege and Mickelson, of train No. 510, brousht out no
additional facts of importance as they were urnawalre of
anything unusual prior to the occurrruce of the acciuent.

General Signal Supervisor Johnscn stated tnat he
mace an inspection of signals 138 and 158 between 7 and © a.m
and found ther to be functioning perfectly, there having been
no alteratious made between the time of the accident and the
time of his 1inspection except repairin the damage caused
by the accident He also sai1d 1l was possibvle for the sig-
nals on the eastbound track to display clear indications
witn an engine standing on the crocsover providing both
switches were closed and all wheels were west of the 1nsa-
lated joints,

Tests weie conducted subseqguent To the accident
to determine as nearly as poceible tne length of tire re-
gqu1red for train movements si..11lar to those made by the
trains 1nvolved i1n the accident An observation wes made
with an eastbound passenger trarn which showed that 1t rTe-
quiTed 2 minutes and 17 seccnds for the train to pass the
gwitch from the time the switch indicator ac the west cross-—
over switch dropped toc the stop position when the train en-
tered the control circait. The point at which the train
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firet cane 1nto view from tne switch was approximately the
gsame point from rhich signal 153 could fairst be seen from
the cab of the approachirg train, 1t consuwed 45 seconds
between that point and the switch., A light engine eimilar
to engine 491 was used in making a test to ascertain the
time reguired for that engine, backing up on the westbound
main track from the point where Engineran Casey said he
looked at his watch, to enter the crossover and close the
switch This test devecloped that the point in question,
vhich was where the train-order board at the station first
became visible from the engineman's side of the cab, was
437 fect frow the weest switch, and the time consumed for
the test engine to proceed to the crossover, enter 1t and
clogsc the switch, was 50 seconds, the switch was handled
by the fireman I{ was estaplished during t-1s test that
there was an interval of 12 secondz between the time signal
152 agsuried the stop position when the switch was opened
and the time 1t started to return to the proceed position
when the switch was closed.

Conclusions

This accident was caused by engine 4891 occupylng
the croscover without proper protection for which Engineman
Casey and Fircman Brantlcy are responsible.

According to the stntemente of Engineman Casey he
looked at his watch, noted the time as 11.15 p ., when
apparently 1t was 12.15 a. m., and considered that there was
ample time 1n which to cross over to the eastbound track and
proceed to Hudseon and clear the time of train No. 510. The
result was that after the west switch had been opened by
the fireman, Engineman Casey .oved the engine i1n on the
crossover and then brought 1t to a stop, foaling the east-
bound track, to perrit the fireman to close the switch and
return to the engine. Shortly afterwards he saw the reflec-
tion of 1he headlight of the approaching eastbound ftrain and
attemptea to move the engine westward bnt was unable to clear
the fouling pcint before the tender was struck by train No.
510. ¥et cnly 1s Enginerian Casey responsible for allowing
h1s engine to foul the eastbound track on the time of an
overdie superior train, but he alsec 1s responsible for
violating that part of tule 582 which provides that "should
any part of a train be stopped on a crogsover both switches
of crossover rust be kept open until rovement 1s coamplete.”

Rule 522 alec provides that a crossover switch in
erther track wust not bc opened when the red disk 1s visible
or when the semaphcre arm 18 1r the stop position in the in-
dicator box at the switch in the track fiom whicn the move-
ment 1s to be made.



One of the tests conducted subsequent to the accl-
dent developed that 1t requi.ed a period of 2 minutes ang 17
seconds, ror a train moving under conditionsg similar to those
under which train No 51C was moviny, to reach the west cross-—
over switch after entering the switch indicator control cir-
cuirt, while 1n naking ancther test with a light engine 1t
required only 50 seconds from the time the train-order sig-
nal tecame visible until the engine had entercd the cross-—
over and the switch had been restorec to 1ts normal position.
From thceee tests 1t 15 evaident that train No. 510 was occupy-
ing tae contrel circuvit beforce the west ewitch was opencd
and had Fircman 3rantley obscrved thie indication displayed
by the switch indicator he would have kmwn thaet an east-
bound train was asproaching, in which event, had he obeyed
the rule, he would not have opened the switch and the acci-
dent would nct have ocenrred,

The teste which were conducted also indicated that
sipnal 152 probebly was in the stop position a matter of
only 12 seconds dnring the npening and closing of the switch.
In view of the short interval betwcen the tiuwe at which tnis
gignal firct cawme within the range of vision ol the engine
crew of train No. 510 and tue time at w ich the train reached
the point of accidcnt, aboat 45 scconds, it 1s more than
probable that engine 491 was occupying the crossover, with
the west switcn closed, before the engine crev of train o,
51C could seec the signal with the resuli that they reccived a
pProceed indication for the meovement of their train.

Enginenan Casey entered the service as a fircuan
in 1910 and was promoted to engineman in 1919, Fireman
Brantley entered the service ac a fireman in September, 1927.
None cf the employees 1nvolved had been on duty irn violation
cf any of the provisions of the nours of service law.

Reepectfully submitted,

W. P. Borland

Director.



