INTERSTATE COMMERCE COMMISSION
WASHINGTON

REFORT NO., 3344

MINNEAPOLIEZ, ST. PAUL & SAULT STE. MARIE
RATLROAD COMPANY

IN RE ACCIDENT
AT PAYNESVILLE, MINN., ON
JULY 13, 1950




Date:

Railroad:

Location:

Fina of accident:

Tralns lnvelved:
Train numbers:

Engine numbers:

Consists:

Estimated speeds:

Operation:

Track:

Weather:
Time:;
Casgsualties:

Cause:

~ 2 - Report No., 3344

SUMMARY

July 13, 1950

Minneapolis, St., Paul & Sault
Ste. Marie

Paynesville, Minn.

Side collision

Freight : Passenger
80 : Second 3
Tiesel-clectric 1 4001

units 205B and

2054
105 csrs, caboose : 10 cars
Standing : 30 m, p. h.

Timetable and train orders, and
msnual block gystem for passenger
tralns followlng passenger trains

Single; tangent; 0.89 percent
descending grade westward

Clear
2:05 a, m,
18 injured

Failure to make proper delivery of '
train ordeor



INTERSTATE COMMERCE COMMISSION

EEPORT NO. 3244

IN THE MATTER CF MAKIN? ACCIDENT INVESTIGATION REFCRTS
UNDZIR THE ACCIDENT REPORTS ACT OF MAY &, 1910,

MINMEAPOLIS, ST. PAUL & 3AULT STE, IfARIE RAILROAD COMPalY

Septomber 12, 1980

Accident st Paynesville, Minn,, on ~uly 13, 1260, causti By
failure to make proper deliv-ry of & traln order,

1
REPORT CF THE COMMISSION

PATTERGON, Commlssiconer:

On July 13, 1GE0, ther~ wes & side colllslon between o
freight traln and a pescencsr train on the Minneapollia, 5%,
Paul & Cault Ste. Marle Rallroad at Payneaville, Minn., wnich
resvlted in tre injury of 18 pass<nerers, 1 Pullman eaployee and
1 traln-service emplnyee, This aceident was investizated in
conjunction with & representative of the Minrnesota Rallroad
and Warehouse Commission,

1

Under anuthority of section 17 (2) of tre Interstate Com—
merce Act the abovi-entitlced proceedings was ref-rred by the
Commission to Commissioner Patterson for considerstisn =and
"disposition,. :
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Locetion of Accident and Method of Cperatlion

Tris accldent occurred on that part of the Minnosota
Divi-ion oxtending between Clenwood and 14th Ave, North, .
Minnesnolie, Minn., 118.7 milesz. In the vlnindty of tte
rolnt of acc ident this 15 8 sincle-truack line, nver which
trains are operzted by timetable 2nd train nrdern, and by
a manual-=hlock sy=stem for passenger trains followlng
passcniaer trains. At Paynesville, 7.8 miles eact of
Glenwood, a giding £,162 feet in 1enqth parallels the main
truck on the north, The vest and the east swltehes of the
sldiner are, respectively, £C1 feet west and 4,661 feet east
of the statlon. The zccldent occurred on the turnout at the
east end of the siding at & nolunt 35 fest west of the awltch,
From the west the main track is tangent 6,372 reet to the
point of accident and 176 feet esstuard. From tre esast thor:
are, 1n successisn, a tanwent Z,F16 feet in length, a &° curv
to the left 1,158 foct, and the tangent on which thc accjdent
occurrad, Between pointe 2,475 fect and 775 feet east ol the
point of accident the track le¢ 1aid in @ cut, trke sideg of
wnich rise to a maximum heisht of 10 fest above the level of
the tops of the raills, At the point of acerident tie trach io
lald on a fill approximately & fe=zt in height, The rradec 1isg
0.59 percent descending westward at the point ¢of naccldent,

Thlc carrier's oper-.tinz rules read in pact as frllows

S-71. A train is superlor to another train by right,
class or directlon.

Risht is conferred hy train order; class and direcction
by time-table.

Rlipht 1o superior to clang # % #

* % %

5-72. Trains of the first class are superior to thogn
of the second; * % #

% #
86, Jnless otherwise provided, an inferisr train aust
te clzar at the tine a superior traln in the game dlv-c'icn
is due to leave the n-xt ctaticn in the resar whore time

1s shown.
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S-8%7. An inferior train must keep out of the way of
opposing superior trains snd falling to clear the moin X
track by the time required by rule must be protected as .
prescribed by Rule 99,

* % W

S~89. At meetine roints, the inferlor traln must take
the siding and clear the time of the superior train not
legs than five minute~, % # #

#* % *

59, When a truin stops under circumstances in which 1%
may be overtakcn by another frain, the flagman must go back
immediately with flaeman's signals a sufficlent distance to
ingure full protection, * % ¥

* % %

Tre front of the traln must be vrotected in the same way
when necessary by the forward brakeman, fireman, or other
competent employe.

* % W

2N, * ¥ %

% W %

A train order must not b sent to a superior train
at the mesting or walting point if 1t can be avoided.
Wnen an crder i1s so sent, the fact will be stated in
the order and epeclal preceutions must be taken to
insure safety.

5-208 (A). A train advanced to a station where the
opposing traln receives the nrder at the meeting or
waiting point must approach that station expecting to
find the traln reccliving the ovdsr on the main track
and wherre conditions rcaquire, the train advanced must
protect against the opposing traln as prescribed by
Rule 99. ‘

213, '"Complete" must nnt be slven to a train order for
delivery to an inferior train unti! the order has hesn
repeated or the "Y' responss sent by the operator who
recslves tre order for the superior traln.
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219, An operator must not repeat or give the "X"

response tec a train crder restricting the superiority
of a train which has been clesred or after the enzine
has passed the train-order sicnal displaying proceed
indication ¥ % * yntil he has obtained the slanotures
of the conductcr and engineer to the trein order.

220. Train ordcrs once in sffect continue =so quntil
fulfilled, suverseded or annulled, ¥ # %

g6 % 4

220 (B). FEach train order must be delivered by the
operator to the trein addr-ssed, unlesa the order is
annulled by tke train dlepatcher.

* %

221 (C). % * *

When a restricting train order 1s iscued to a trein
after clearance has been delivered, in eddition to comply=-
ing with Rule 218, operator must teke up and destroy ail
clearances that have bzen d:livered to that train at thnot
stetion and a new one must be igsued shovine the numbers
of all orders deliver-d that train at that station.

% % %
FORMS OF TRAIN ORDERE.
S-A.
Yixing Meeting Points for Opposing Traine,
(1.,) No 1 meet No 2 at B,

LU A

Trains receiving thes~ ordors will run with respect
to eachk other to the degimsnated pointe and therc me2t
in the manner prescrihed by the rulces,

L.
Annulling =n Order,

(1.) Order No 10 is annnlled.

% 3 gk



The maximum anuthorized speeds wers 55 miles per he
passencer traine and 45 mileg per hour for fre’ukt troi

Description of Accidont

No, 20, &a east-bound second-class freizht tral
consisted of Diesel-electric units ZOSB ond 200A, 01p1 -d in
muitiple-unit centrol, 107 cars and a caboose., At Glenwnod
the crew recelved cnpies of train neder o, 142 resading as
foliows:

Second 3 take «iding and
meet No 90 Ens 2056 at
Eden Valley

Eden Valley 1s lccated 2,& miles east of Paynesville Mis
train doperted from Glenwnod at 11:3f p, m., July 1%, 4 bours

&0 minutes late. At =srooten, 1E,
three cars were acdded to uhe trail The train departed rrom
Brooten at 12:561 a, m., July 17, 5 rours 24 minutes 1240,

and arrived at Faynegville a5 1:40 a, m. Tre enxiner
reccived a Jlesrance Form A 1ndlcating that thers wire no
train orders for hic train at Faynesville. Affer one car wss
added %Tto the trein, the train entered the sidine and stopped
about 2:10 a, n, with the front end of the first Diecel-
electric uait &¢& Teet west of the esast Tltch of tiie slding,
At 2:12 &, m., the operator at Paynesville received traia order
No. 24 rcading as follows:

£.9 miles enast of *WenﬂOﬁd
n,

Order Mo 142 of July 12th is
annullcd

This train oréer wes addresseod to the cornductor and tne
enzine it of No. Q0, but it was nnt delivered tc the eavlnecr.
About 5:CS5 a. m. the front end of Mo. 90 was struck by

'3

Second 3,

second &, a west-bound first—-class vassenger traian,
consi,ted of engine 40Ul, onc cnach and nine sleeping cers,
in the order named, All cars wers of all-steel construction,
At Cumden Place, 79.3 miles eost of Paynesville, *he
crew recelv. ¢ copies of train order No, 142, Thisg train pasre
Camden Place at 12:49 a, ., £ hours 4 nlnutes late. At h
Watkinsg, 15.2 miles east of Pagnerville, the crew reczived
coples of train order No. 24. The train passed Watkins at
2:41 a, m,, 2 hovrs &0 minutes late, and while moving at
a sqeed of about 20 miles per heur it struck the front end
of No, 90,
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The Dlesel-electric units of No. 20 were moved westward
140 feet., The first unit wvas derailed and stopped wlth its
front end on the main track and its rear cnd on the slding,
The second unit was ralsed off 1lts trucks, and it stopped
in line wlth the slding. Both units were hadly damaged.
The first car was derailed to the north and was badly damaged,
and the gecond, third and fcurth cars were demolished, The
engine of Stcond v stopred at an zsnaxle of about 45 degrees
to the traok, wlth the rear end south c¢f the track and the
front end against the first Diesel-electric unit of No. 20,
The tender rrmained coupled to the engine end stopped south of
and in llane wlth the track, and leaned %o the south at an angle
of about 15 deprees. The encine and the tender were badly
damaged. The first cer was derailed, and stopped in line with
the track, with the rront end amainst the rear end of tne
tender. The front end of the car was crushed invard a distance
of alout 10 fert, The other gars were slightly damaged but
were not derailed,

The engiaeer of Second 3 was injured.

The weather was cleay at the time o the acclildent, which
ocourred about &:05 a, m,

Discussion

When No. 90 arrived at Parnesville, the crew held coples
of train order No. 142, which c¢stablished Eden Valley as the
meeting point between No. 90 and Second 3, At Brooten, the
last open office west of Paynesville, the crew of No, 108,
an east-bound first- claqr train n, rncelved coples of a trsin
order wialch cstablished Regal, 6.9 miles west ¢f Paynesville,
as the mecting polnt brtwo n Lo 108 and Second 3. No. 108
was due to leave Paynegville at 2:20 a. m. After *“he crew of
No, 108 received coplies of this train order 1t was necessary
elther that No. 90 procsed to Eden Valley ahead of No. 108
or that ibe meeting point between No. 20 and Second 3 be
changed irom Eden Valley to Paynesville. No. 108 could not
leave Repal until Second 3 arrived, and Second 3 could not
arrive at Regal until after it had met No. 90,

No. 90 stopped on the maoln track at Paynecsvilie with the
front end of the trein wegt of the west siding-switch, One car
was added to the train, and the encrineer received a Clearance
Form A& which 1ndicated trat trere were no train orders for his
traln at that station., After the cor was added to the train,
the engineer considered that there was insufficlent time
to proceed beyond Paynesville and clear the time of No. 108
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as pregcribed by ths rules. He instructed the rront
brakeman to line thz awltch for entry to the sidlng and to
remain at thre awitch to give stop signals when the rear of
the train wss clear of the main track., He trought that his
train miziit not clear on the siding and instructed the
brakeman to notify the engineer of No., 108 to approach the
east switch of the siding under control. The train then
entored the siding and stopped with the rear end clesar of the
ma2in track and trke frcnt end fouling the main track on the
turnout at tke ezat end of the sidlng.

Trie operator at Paynesville was not aware that No. 90 was
entering the siding until the frout end of the train passed the
station. He then informrd the train dispatcher, who instructed
him tn stop the trein, but at thot time the front end was
a nsiderrabtle distance ot of the stetlon., After the traln
ntomed ni the s1din~, tnn train dlepatcher issued train order
No, 24, which abnuTLad the train order establighing a meseting
point be*wcen No., 90 snd Second &. Under the rules, train
order No, £4 could not be delivered to the crew of Second &
rntil 1t hsed been signed by both the enzineer and the conductor
of No, 90, A oonqlﬁeroo’” delay wonld have been incurred by
thzs operator at FPsynesville in obtaining the signature of
the engincer. To avoid this delay, the train dispatcher
instructed the operetor that 1%t would not be neccssary for
the engineer to sion the train order provided the conductor
knew that the train was clear of the¢ maln track and would
remsin so, 1e onerator obtained the sigpature of the
conductor, and thes traln dlepatcher then transmitted the
troin order to the operator at Watlins for dslivery to the
crew of Second &, The conductor of No, 90 sald that 1t was
not unusval for a traln of 100 cars to clear betwern the
siding swltches at Faynesville, He was not awvare that the
engineer had arranged with the front brakeman to protect the
front ond of the traln apalnst No. 108, and whken the train
stopped he assumed thot the front end had stopred short of
the fouling polnt at the¢ east end of the sidlng,

Until alter the accident occurred, the enginemen of No,
00 were not informed thet train order No., 142 had been annulled
or thut a mceting point had been establiched at Regal between
Second 3 and No. 108, After the train stopped, they remained
In the viciulty of the front end of the train and maintained .
a lookout for the apnroach of No. 103. It was trelr intention
to move thelir train westward and cleair the main tracx at the
cast cnd of the siding aftrr No. 108 passed the weset end of
the siding., The headlight of thcir trailn was lightsd, They
first became aware that a traln wss approaching Trom the

st wren they obscrved the reflection of the headlicht

of Second 3. The flremsan immediately ran ~astward and gave
stop signals with a lightsd fusee, HC had reached a point
gbout ogo feet east of the front of his train when Sccond
3 passe
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As 8ccond 5 was epproaching the polnt wvhere the eccilent

occurred the specd was avdout 35 miles per hour, Tn»> herdliaht
was lighted brichtly. The enginemen were molinseoiniae s loogout

ahead from th~ir pos*tions on the englin~, and the msnvers of

the trala ecrew were in various lec2tlons throuvchout the cois

of the train, The brakes of this trsin od teen teost-d and had
functioned proverly when used an voute, After the erew received
coples of traln erder No, 24, they understood thet Mo, 20 wus
renuired ¢ither to clear the main track for th-ir train or

to provide [lac protretion, The fact thau thls traln order

wes issued to No, 80 at Paynesville was not stated in the order,
and the cvew had no knowledge of tho locontion of that traln,
Becanse o7 curvaturz of the track and vegetatinn along the

sldes of the cuvf, the reflcetlon from the headlieht of ¥o, S0
oand e atop slenals ¢iven by the fireman of No. 20 were rot
visible from the enrinc of Sscond 3 until the troin reschead

& pnint about 1,200 fe.t 2ast 67 the point of acecident. The
Tireman observed the etop signals aad the headlight ~bent tre
seme tlme, Fe called a warning o the enzlnesr, who immncdlately
Initlated an emergency apnlicatlion of the brakes, Tne epsad

of the traln was reduced to zbnut 30 miles rer hour wren

the accident noccurred,

(@]

AUSE

—————e

It is found that thie 2ccident wac cnused by fallure
to make peoper dellvery of a traln order,

Dated at Washington, D, C., this twelfth
day of Eepotember, 1850,

By the Commission, Commisszloner Patterson,

( SEAL) W. P. RARTEL,

Secretary.

B ek

PSRN,



