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Date:

Location:

Kind of accident:
Trains involved:
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Engine numbers:
Congist:
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Operation:

Track:

Weather:
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SUMMARY
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Chicago, Rock Island & Pacific
October 15, 1938
Washburn, Iowa

Head—~end colligion

Freight ¢ Freight
99 : 94
2521 ¢ 2561

40 cars and cabooge ¢ 39 cars and caboose
Standing 15-25 m.pPa.he
Timetable and train orders

Single; 0° 40' curve; 0.18 percent
descending ecastwarde

Clear
2:55 pom.
2 injured.

Unauthorized main-track movement without
flagz protectione
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November 25, 1938.
To the Conmmission:

On October 15, 1938, thore was a head-end collision between
two frcight trains on the Chicago, Rock Island & Pocific Raillway
at Woshburn, Iowa, vhich resulted in the injury of two employeess
This nrccidsnt was investigated in conjunction with a representa-
tive of the Iowa State Commissione.

Location and method of opcration

This sccident ocourred on tneot part of the Ceodar Repids Divi-
sion designated as Sub-Divisgion 16 which extends between Cedar
Ropids 2nd lanly, Iows, a distance of 197.8 milese In the vicinity
of the poinc of sccidentv this is a sinle-track line over which
treins are operated by timetable and train orders, no block-signal
system being in 1se. The cccident oceurred on the siding at Wash-
burn at a point approvimately 250 fest east of the west switche
Approaching this point from the west the track 1is teanzent 2,170
feet followed by a 0P 40' curve %o the left €81 feet in length, the
accident occurred on this curve <t a point about 44 fect west of
1ts casgt end. The zrcde for sass-bound traing is slightly
ascending a distunce of 1,300 Tect, and then descerding (.18 per-
cent a distance of approxinately 1,830 fect to the point of acci-
dent, Agproaching from the east the track 1s tangent a distance
of 4,995,”T5ﬁlowed by the curve on which the accident occurreda
The siding at Washburn is 1,948 feet in leagth, has a capaclty of
*2 carg, and parallels the main crack on the south. A house track,

"1,365 fe>t in length, the wegt switch of which 1s located approxi-

metely 100 feet east of the west switeh of the siding, parallels
the main trock on the northe. Stock pens are loceted near the west
end ~nd to the north of the house track. The depot is loccted
between the main track =nd the house track approximately 741 feet
easgt of the wast house-track svitcha Immediately vegt of the
depot Msin Strect cxtendgs across the threc tracks at grade and at
en angle of about 60 degrecse. There is an elevator located just
weat of the crossing =snd to the north of the house track approxi-
motely 804 fect €ast of the west house~-track switche The switches
at tle west end of bLoth the siding and the housc track are equipped
with high Star cwitch etands, enrch having an 18-inch, red-enameled,
round-disc target, the c:nter of which 1s 81 inches above the top
of the tiese The ctation board for east-bound trains is located
4,672 feet vest of the west switch 2f the cidinge.

Eastward traing :sre superior to wesbtward trains of the same
classe
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Chicago, Rock Island & Pacific Ry.

Washburn, Iowa

October 15, 1534.
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The maximum authorized speed for freight trains is 45 m.DPeha-
Rule 34 reads in part:

"The engineman and fireman, and trainman when riding
on the engine, must communicate to each other BY ITS NAUME
the indicstions of all interlocking, train order and auto-
matic block cntrance signals, and when practicable all
other signals affccting the movement of their trainga®##, U

Rule 90 reads in part:

Wk Tpging must stop clear of the ewitch used by
thc train to be met in going on the siding. Where there
is more than one siding, the one first reached must be
taken, when practicable; when not practicable, the train
must first be protected as poer Rule 99 beyond the switch
of the siding first reached."

Rule-99 resds in part:

"When a train stops under circumstances in which 1%
may be overtaken by another train, the flagman must go back
immediately with flagman's signals a sufficient distance to
insure full protection, placing two torpedoes, and when
necessary, in addition, displaying lighted fusecss

When recalled and satety to the train will permit he
may returne

When the conditions require, he will leave the tor-
Pedoeg and a lighted fusee.

The front af a train must be protected in the same way
when necessary by the brakeman, or in his absence by the
fireman, ###*

#¥#¥% Conductors and Enginemen are responsible for the
protection of their trainse!

Rule 104e recads in part:

"When a train backs in on a siding to be met or passed
by another, the enzineman, when engine is cle:r of the
mein track, must als» see that the switch is properly
lined for the main track, %%,
The weather was clear at the time of the accident, which
occurred at 2:55 p. me.



Description

No. 99, a west-bound second-class freight train consisted
of 40 cars and a caboose, hauled by engine 2521, and was 1in
charge of Conductor Arendts and Engineman Rollins. This train
departed from Cedar Rapids Yards, 45.2 miles east of Washburn,
at 1:35 pe.m., according to the train sheet, 50 minutes late,
passed Vinton, 22.3 miles east of Waghburn, at 2:18 p. m., where
train order No. 371, Form 19, was received, reading, "Noe. 94
engine 2561 meet No. 92 engine 2521 at Washburn", and a message
reading, "No. 94 has 39 cars and will be at Washburn gbout 2:58
pem., one car at Washburn." No. 99 pasgsed La Porte City, the
last open office, 8 milesg east of Washburn, at 2:37 pem., 47
minutes late, stopped at the east switch at Washburn, at 2349 pP.m.,
pulled into the siding and stopped at the west end with the rear
end of the train on the main track. Cutting off the first two
cars, the engine headed out upon the main track and "kicked" them
into the house track, then backed into the siding and coupled to
the remainder of the train intending to pull the rear end into
clear and double over to the house track, leaving the two main-—
track switches open, but was struck by No. 94 immediately after-
wardge

No. 94, an east-bound second-class freight train, consisted
of 39 cars and a caboose, hauled by engine 2561, and was in charge
of Conductor Haynes and Engineman Streeter. This train passed
Waterloo, the last open office, 6.9 miles west of Washburn, at
2:34 p. m., according to the train sheet, nine minutes late,
received train order No. 371, quoted a%ove, and proceeded to
Washburn vhere it headed into the siding and collided with No. 99
while traveling at a speed estimated to have been between 15 and
25 miles per houres

The force of the collision shoved engine 2521 backward a dis—
tance of about 73 feet. The tenders of both engines were forced
into the cabs and against the boiler heads. Engine 2561 remained
upright, with the third and fourth pairs of drivers derailed, the
Pilot beam broken off and the front end of the frame resting on
the frame of engine 2521. The front truck of the first car of
No. 94 was derailed, the second, third, fourth and fifth cars were
noc derailed, the sixth car was derailed but remained upright, the
seventh car stopped on top of the sixth car, the eighth and ninth
cers stopped on their sides diagon2lly across the tracks and badly
crushed, the tenth car stopped parallel to the track and badly
crushed, the eleventh car leaned to the right at an angle of 45
degrees, and the twelfth and thirteenth cars were derniled but
reneined vpright and in line with the track. The truck castings
and the pilot beam of engine 2521 were broken off, the trailer
vheel and drivers on the left side were derailed. The lead truck



onad helf its
were not

ailed, the

d the lead truck

of the first car of Nos. 99 was dcralled and telesc
length unéder the tender, the second -nd third csrs
derailed,  the rear truck of the fourth car was der
fifth and sixth cars were derailed sné crushed, cn
of the seventh car was derailed.

Summary of evidence

Engineman Rolling, of No. 23, stated that at Vinton he re~
celved train order No. 371, which fixed the mecting point with No.
94 at Washburn, and a message adviging that No. 94 would be at
Washburn about 2:58 p. m., ond that 1t had 39 cars. Nos 99 had
40 cors, the first two of which con:isined stock to be aspotted at
the stock chutes at Washburn. Leaving La Porte City, 8 miles
east of Washburn, the head brakeman sug.gested thnt alter heading in
2t Washburn they cut off the first two cors, "kick" them into the
house track, pull the rear cend of the train into clear, doublc
over with the head end to the house track and at the same time spot
the stock before No. 99 arrived; the cngineman agreed %o this and
thought the fireman was prescnt Auring this convergatione
Nothing was said about protecting thcose proposed movemnentse They
arrivad at the cast switch at Washburn at 2:45 p. m., pulled into
the siding =nd stopped at the west end. The he:d brakcoman cut the
fivst two cars off 2nd lined the sultches; bhefore pulling out upon
Tthe main line thec engineman locked in the direction of Noe. 24 but
could not sece any sign of it, at which time he wse about to tell
the brakcman to take the red flaz, go out and slow down No. 94,
but for some unknown rcason he did not tcll him to do so, and as

ar as he knew he was the only menber of the crew that thousht
about protectings After pulling out upon the main track, vithout
flag protection, the two cars wecre "kicxed" into the house track
where the conductor, who was about ten car lengths aay, stopped
them near the road cronginx west of thc devot. About the time
thcse cars were "kicked" he Cfirst saw Noe 04 about 14 or 2 miles
distant but he did not taks any steps to provide protectlons
Leaving both main-line suitches open tae enzine was then backed

in end coupled to the remainder of the train to pull the rear end
into clear and to doublsc over to the nougse tracks the accident
occurred immedistely thereafters He was not aware that a collision
was ilmminent until the firemsn called %o him to jump just prior to
1Ts occurrence., He understood under the rules that he had no
authority to use the main track west of the east switch vithout
flag protections He had no convergsation with the conductor rela-
tive to the work to be done at Washburn.
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The ststement of Fireman Rog:, of No. 09, corroborated that
of the enginewnn with repard to movementsg of the troins He undcr-
stood the contents of Srain order No. 371 and ithat under the rules
No. 99 should not use the main track beyond she east svitch without
flag protection; however, no protcction was given. He d1d notb hear
any discussion about how the work wos Tvo be done theres He under-
gstocod that in the abgence of ti.e brekenga the fireman was reguired
to protect the head ead of the train but nothing wasg said to him
.about flagging and, as the head brukeman wes on the hcad end and
from information given him by the éreincmen that the conductor vas
near the head end, he Jid not go ont to flae He did not gec any
indication of No. 94 apwrozching until irmediztely after hils engine
nad besn recoupled to the remnainder of the train; he looked around,
saw No. 94 about 1L or 15 ¢~ lenzthe diatont, warnced the engineman,
and the collision occurred imrediately thereztters

Head Brakemsn Staill, of No. 99, stated that after mulling to

S

the vest end of %tue giding as Washburn, lie cut off the tro head

cerg, lined the switches, and ot Shis btume hie caw aothinm of Noe
] ; . : : s amed Fhe -

943 thoy then headed out on the main track and Wieiglred' The cars

into tic house track and vithout looking further backed in anc
covpled the cngine to the remcinder of the train, lcoving both maln
tr_ck s-1tches opcn, and his cengine was struck by MNo. 9%t within 30

sreonds thereaiter. He understood the train order reccived at
Vinton &nd that the rulcs reqrired thea to protect their trzain vhile
using che maln track. The conductor nad not anstrveted him as to
how the vork vwas to he done therce His reagon for not providing
flag protection *ras that he was in a hurry to get the vork done
before No. 94 arrived. Brakeman Stanl furthcr doated that Con-

ductor Arendts was vest of the depot vhen the two carg vere
"kicked" into the house treck and thc latter stopped che cers vest
of Mein Street croseing ~nd then walked toward the Lead cnd of the
troin. The brakemsn further stabed tuat hed ne observed Joe. 94
wpproaching vhen hig eagine was backing into the siding he would
h=ve lined up the ewitches nroperly, 'r.ich would heve nrevented
the accidente.

Conductor Arcndts, of llo. 99, corroboraicd the statement of
Incincemen Rollins with respcet to the movemznt up to the time of
arrival at Washburn. He stoted thet vhen his trein begen to slow.
up for Washburn he storted forwsrd over the top of the traln to
agcist i1n the vork and concinued (0in~ FTorward until they reached
the wrgt end of the siding, at which time he wvas “ithin 20 car
lengths of the hesd endy he then desccended to the ground and con-
tinued toward the hsad end. Before getting off che top of the
trein he covld sec the cmoke of Wo. 94 in the dictancece He had
not ziven any ainsiructlons ahout doing rhe vork at Waghburn but

<t
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knew that it would be necescary to double over ag cach train had
mors cers than the siding would hold. After the engine and two
cars moved out upon the main track, he was given a signal by the
head brakeman that thcy were "kicking" the two cars into the house
track, and he ran to stop them belorc they reached Tthe crossing
west of the depot: the enfine was backing against hig train at this
time znd after coupling to the train it wvas struck by No. 94 at
2:55 pe m. He knew that flag proteection should have been provided
vhile doing this work and he expected protection to bc given; he
could gee that the brakeman was not flagging but could not tell
vhether the fireman was protecting the movenent or not; hovever,
he gave no signals to prevent his engine occupying c¢hac mein track
vithout protectione.

Rear Brakenan Barrpeti, of No. 99, corroboraced che statements
of other members of the crew as to the movements until his train
stopped at Washburn. He was standing nea the cabooge vhen the
accident occurreds.

Engineman Streeter, of No. S4, stated that the air »rekes
were tested before leeving lanly; the brekesg functioncd properly
en route. At Waterloo, he rcceived train order No. 371 directing
No. 94 to meet No. 99 at Washburn. Approaching Washburn he could
sec from a point 1% miles west that Noe. 99 was ctanding at the
station. He vas operating his train at a speed of shout 52
milcs per hour at the station sign board vhere he sounded the
station vhistle signal and the meeting-point vhistle signal; he
then made a 15-pound bralke-pipe reduction, and the speed vas
about 25 miles per hour vhen at a point approximately seven car
lengths vest of the vest switch, from which point he was able to
see that the cngine of No. 99 was in the clear on the siding. He
then released the air brakes and a* that time discovered that the
suitch target was digplaying a red aspect; thinking he might be
migstakken he opened the throttle enough to raise the smoke for
better vigion and then saw that the switch was lined for the
siding. He immediately applied the air brakes in emevrgency but,
due to having just released from the previous applicstion, an
emergency effcecet was not obtained. He jumpsd off vhen the
Treins rere acvout one car length aparte. He did not think the
speed of the train was reduced after the emergency applicaetion
of the brskes was made. He further stated chat it vas imposeible
for him to see the svitch target carlier duc to the curve to the
left. There was no flagman or other menber of the crev of No.

99 in sight as No. 94 approached. The fireman and the head
brakeman vere sitting on their seat boxes on the left side of

the engine approaching Washburn, and there -7es no smoke or
obestruction to interfere vith their visiony hc received no warning
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from either the fireman or the brakeman until the trein hed

rosched the point from which he could see the svitch target. He
stated the weather was clear, and the time of the accident was

2:55 Pe M qlk

Fireman Larson and Head Braxeman Toops, of No. 94, corro-
borated the gtatement of Engineman Streeter in all egsential
detalls. They stated that they were looking to see 1 the rear
end of No. 99 was into clear and for this reason did not see the
open svitch until within a short digtance of it

Conductor Haynes, of No. 94, gaid that vhen aprroaching
Washburn he wvas in the cebooze, at which time the hreke-pipe
pressure was 70 pounds and the spsed of the train tvasg about 40
miles per hour; he felt the brakes being epplied, after vhich he
walked to the rear platlform to be there to identify No. 99. He
looked shead on the 1sft side and could sec No. 92 on the siding;
the collision occurred shortly aftervards, ot which time the
apeed had becn reduced to 20 or 25 miles per hours He did not
think the brakes nad becn raeleased on the rcar ead alter they
vere first agpliede

Rear Brakeman Babcock, of No. 94, vas i1n the caboose at the
time of the accident. His statement sdded nothing of value to
that of the conductore.

Observation of the Commission's Inspcchorse

The Commigsion's inspectors made an inspectvion of the track
and the right-of-vay and found no obsiruction to obscure the view
for a distance of approximately two miles vest of the point of
accidente.

An inspection of the cngine disclosed nothing that would
obstruct the vision in looking ahead. The targets of the
gv 1tches ianvolved were red-enameled, clean and in good condition,
cnd vhen lined for either the house treck or the siding they
could be plainly seen for a cdlstance of one—-fourth miles

Discussion

Train order No. 371, providing for az meet between Noe 94 and
Noe 99 at Waghburn, vwas read and understood by the umembers of bot
crewss According to the evidence No. 99 pulled into the siding
% Washburn and stopped at the vest end vith the rear end on the
main track as the trein was too lonz for the siding, the tvo lead-
ing cars were cut off end the engine pulled them out on the main
track without flag protection, "kicked" the tro cars into the
house track, then backed into the siding, leaving both svitches

-
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vpeny the encine hed just been coupled to the train preparing to
pull the rear of the tTrain into clear ond double over when 1t was
gvoruck by Noe. 94, Under the rules Noe. 99 vas reguired to enter
t..c eoot switch of the siding at Waslhihurn and was not authorized
o occouyy thne waln track west of the cast switch without flag
“r“ctlon 3 ainst Noe. 9S4,

) (9

T

The cvidence disgclosed that neither the engineman, the fire-
man aor the hecead brakeman saw any indicatlon of No. 94 approach—
iny prior to moving out upon the mein track, notwithstanding the
Teet thay the conductor, who was about 20 car lengths behind the
cn.lne vasn these moves wsre stvarted, saw the smoke of Noe 94,
The concucter made no effort to protect asainst Noe. 94. The
enzineman of No. 99 saw Noes 94 ecpproaching about the time the twe
cers vere "kicized into the house track but made no effort to
crovice fl-g protecticon or to see that the switches were closged
eIter the ¢naine nad backed into the sidinge The fireman and the
wexd tra.enan dld not sce Noe 94 cpproscning until 1T was so close
that nothing could bHe done to avert the accidents Had p-oper flag
protection bteen provided this accident probsbly vould have been
vrevented; had the mwln trock sritches been closed after Noe. 99
recntersd the siding this accident would hove been preventeds.

0

Fy

The enginenan of No. 94 was operating his train a2t a speed
of 52 to 4C mil.s ps1r hour, and shortly a“ter vassing the station
vorrd he applieq the air oruKes and had reduced tThe speed to about
5 milis per nour when within 7 or 8 car lengths of the vest
gi.1tch. He then rzlzased the brakss after he saw that the engine
of Nos 89 vag in the clear on the siding and about the same time
nz o saw that the ovitch to the siding vas openj he immediately
< prlied The brekes in emergency bu%, due to having just released
from the previous service applicatinn, an emergency effect was not
ontained. The fircmen cnd the head brakeman of No. 94 were on
the left w«ide of the -ngine and had an unobstructed view of No. 99
for over a mile and could h-ve secn the gwitch tarzets for a
cuarier of a mile, but they were looking beyond, at the cast switch
to detecrmine if No. 99 was in the clear. The cngincman's view of
cae svitch vas gomehet restricted as he uss on the outside of the

CUPVE S

Conclusion

Tris ar ~ident vas causzsd by an unauthorized main-track move—
ment of frain Jo. 99 without flog protection.

Regspectfully submitted, g
We J. PATTERSON,

Dircctor,



