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Chicago, Burlington & Quincy 

September 22, 1940 

Bur clock, S. Dak. 

Hend-o.id collision 

7009 

7 cars 

10-15 p. h. 

Ti: stable, 'erf. n orders and manual 
lie ai eg item for following move-
men is only 

Single; tmgent; 0.8 percent 
descending grade westward 

Clear 

9:58 a. m. 

9 injured 

Failure to obey meet order 

Passenger 

41 

7005 

9 cars 

5-10 m. p. h. 
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November 6, 1940. 

To the Commission: 
On September 22, 1940, there was a head-end collision be­

tween two passenger trains on t.is Chicago, Burlington & Quincy 
Railroad near Burdock, S. Da.":., which r esulted in the injury of 
one passenger, two mail clerks, two dining-car employees, and 
four train-service employees. 

Location and Method of Operation 

This accident occurred on that part of the Sheridan Division 
designated a.s the Edge m e t and G-illetce Sub-division which ex­
tends between Edgemont, 6. Dak., and Gillette, Wyo., a distance 
of 121.03 miles. In the vicinity of the point of accident this 
is a single-tra.ck line over which tra.ins are operated by time­
table, train orders, and a manual block system for following 
movement: cnly. At 3uidock a s:ding 4,271 feet in length paral­
lels the main track on tne south; the west switch of the siding 
is 2,560 feet 'west of the station. The accident occurred on the 
main track at a joint 4,171 feet west of she "<ect switch of the 
siding, and 7,031 feet ^est of the station. As the point of ac­
cident is approached fr. m the east, there are, in succession, a 
1° curve to the right 1,534 feet in length, a tangent 4,810 feet 
In length, a 1° curve to the right 1,522 feet in length, and a 
tangent 276 feet to the point of a.ccident and 6,059 feet beyond. 
As the point of accident is approached from the west there is a 
1° curve to the right 1,008 feet in length., which is followed by 
the tangent on which the accident occurred. At the point of ac­
cident the grade for west-bound tra.ins is 0.8 percent descending. 

At the point of accid.ent the range of vision of the engine 
crew of either an east-bound or a west-bound train is restricted 
to about 1,000 feet because of track curvature and a cut about 
14 feet in depth. 

Rules of the operating department read in whole or in part 
as follows: 

14. Engine 'Thistle Signals. 

Note.-The signals prescribed, are illustrated 
by "o" for short sound.s; " " for longer 
sounds. * * * 

14(n) — — o Approaching meeting or waiting 
point. * * * 
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g_90 * * * 
Train must stop clear of the switch used 

by the train to be met in going on the siding. 
-"r « * 

The engineman of each train will give sig­
nal 14(n) at least one mile before reaching a 
meeting or waiting point. Should tne engineman 
fail to give signal 14(n) a.s herein pre:or: bed 
the conductor must trine immediate action to stop 
the train. 

318-3. * * * 
A train must not be admitted to a block 

which is occupied, by a passenger train, except 
as prcvicled. ~'~ * or by train order. 
Fetes to F.ule 3IP-R.-

Rule 318-B n for permissive block for 
following movements °nly. 

934. (RuJ.es for "icemen) ";'r * * keep in mind all 
orders and. notices regarding the movement of 
trains, so as to be prjuared. to correct any over­
sight or mis :eike if there should oe any occasion 
for so doing. 

1055. (Rules for Passenger 3ra 1 _emen) * * * 
keep In mind, all orders a.nd notices regarding 
the rovement of tra.in^, ^o as to oe prepared to 
correct any oversight or roista.ke If there should 
be any occasion for so doing. 

Time-table instructions for the Edgemont and G-illette Sub­
division read, as fellows: 

Trains eastward are superior to trains of the 
same class westward. 

Manual Block Sy tern. Rule 318-3 m effect. 

The maximum authorized speed for passenger trains is 50 
miles per hour. 

The weather was clear a.t the time of the accident, which 
occurred, at 9:53 a. m. 

http://RuJ.es
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De scription 

No. 41, a west-bound passenger train, with Conductor V/alley 
and Engineman Peterson A n charge, consisted of engine 7005, of g» 
the 4-8-2 type, tlr^ee b? "gage cars, one baggage-mail car, one ^ 
chair car, one diner-lounge car, two box cars, and a caboose, in 
the order named.; the first, second and third cars and the caboose 
had steel underframes and wooden superstructures; the fourth, 
fifth and eighth cars were of all-steel construction; the sixth 
car had a steel underframe and a wooden superstructure v/hich was 
steel-plated.; the seventh car was of steel-underfrane construc­
tion. At ndgemont, 13.88 miles east of Burdock, the crew re­
ceived a Clearance Form A, and copies of train order No. 20, Form 
19, which read as follows: 

No 44 Meet No 41 at Burdock No 44 take 
raiding at Burdock 

This train departed from Edgemont at 9:55 a- n., according to the 
train sheet, 2 hours 20 minutes late, stopped at Burdock station 
to land a passenger and. some r 11, passed the west siding-switch 
at Eurdock -'here it w o required tc stop on the main track east 
of the fouling point aa ra;t N~. 4 4 , and, -fhile moving at a speed 
estimated, at 5 to 10 miles per hour, collided with No. 44. 

No. 44, an east-bound passenger train, with Conductor Lowe 
a.nd Engineman Knuason in charge, ccnsisted. of engine 7009, of the 
4-8-2 type, one baggage car, one refrigerator car, one baggage 
car, one baggage-ma.il car, one chair car, one Pullman car and. one 
diner-lounge car, in the o~der named. The first and second, cars 
had steel-uncerf ra.me.: and wccdien superstructures; the third, 
fourth, fifth and. sixth oars were cf all-steel construction; the 
seventh car had a steel-rndierf^ame and. a. socden superstructure 
which was steel-plated. At Newcastle, 30.3^ miles west of Bur-
dock, the crew received, a Clearance Form A, and. a copy of train 
order No. 20, Form 31, previously quoted. This train departed 
from Newcastle at 9:20 a. n., according to the train sheet, 12 
minutes late, and, while movinp- at a speed estimated at 10 to 15 
miles per hour, collided with No. 41. 

Engine 7005 telescoped, the smoke-box of en ;ine 7009 about 2 
feet. The frame of engine 7005 was broken on both sides immedi­
ately in front of the cylinders. The engine truck becoming dis- . 
engaged and. lodging under the No. 1 pair of driving "heels result^ 
ed in the front end of the engine being raised about l-l/p feet 
and hoe Nos. 1} Z, a.nd. 3 pairs of driving wheels being riised 
above the rails distances of 8, 2 a.nd 1 inch, respectively. The 
No. 4- pair of driving wheels, the trailing-truck wheels a.nd all 
the tender wheels remained on tie rails. The first car shoved 
the tender cistern forward 2-1/2 feet. None of the remaining cars 

http://baggage-ma.il
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in No. 41 sustained material damage. The smoke-box of engine 
7009 v/as badly damaged. The front deck and the pilot-beam 
frames v/ere broken off and tho engine truck ran upon rhem; as a 
result the Nos. 1, 2 and 3 pairs' of driving wheels v/ere raised 
above the railr: distances of 20, 14 and 3 inches, respectively. 
The No. 4 pair of driving-wheels, the trailing-truck wheels and 
all the tender wheels remained on the rails . The rear end of the 
first car telescoped the second car a distance of 3? feet; the 
remaining cars in No. 44 were "lightly damaged. 

The train-service employ es Injured v/ere the enginemen and 
the firemen of both trains. 

Summary of 8 viae nee 

Engineman Peterson, of No. 41, stated that a terminal air­
brake te it was made at Edgemont, a running test was made soon 
after departure from "hat point, and the brakes functioned prop­
erly en route . Before he decanted from hhdgemor-t he received a 
copy of train order No. CO and understood that his train was re­
quired, to stop clear of the w^~t snairg-c Itch at Burdock If No. 
44 was not in the clear. The fireman re-1. the order and remarked 
that their train would r^ct No. 44 at 3ur pcck. The engineman 
said that when hii tjalii v.as approaching Burdock he sounded the 
startion whl stle-aignal; ho—ever, ho did not sound signal 14-(n) as 
required, by the rules. Burdock is a. flag "top, and. on the day of 
the accident No. -1 etopped. to land a pa.scenger- The conductor 
then gave a lercceed .Ignal and tne train departed, pa.ssed the 
wes~ siding-sT 1 tch end, wnile rounding t: ; curiae to the right lo­
cated vresz of the siding, the engineman ear' No. 44 approaching 
about 1,800 or 1,400 feet lis tent. He immediately took action 
to stop his train and "hen itr speed, had. been red.aced. to about 
15 miles per hour he jumped; he estimated the speed was 5 miles 
per hour when the accident occurred. Trail order No.20 was leg­
ible and. in the prescribed, form. When he read, it at Edgemont he 
knew that his t m i n wan required to meet No. 44 at Burdock, and 
No. 44 was to take siding, but ia.tcr he became confused and 
thought that his train vis to meet No. 44 a.t Dakoming, 10.83 
miles west of Burdock. Hs sa.ithat neither the condition of the 
engine nor the action of the train distracted his attention. The 
weather v/as clear at the time of tho accident. 

Fireman Ray, of No. 41, stated, that when his train was a.p-
proaching the point of accident track curvature restricted his 
view ahead. The first intimation he had. of anything being wrong 
was when the engineman applied the air brakes in emergency and 
shouted, a warning. The fireman estimated that the speed of the 
train v/as about 10 miles per hour when tha impact occurred. He 
read train order No. 80 at Edgemont; it was legible and in the 
prescribed form. He said that it was his duty eo observe whether 
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train orders were fulfilled as required by the^rules and to be 
prepared to correct errors if they occurred, '"'hen he read the 
order he understood that Ncs. a-I and 44 were to meet at Burdock ;^^ 
however, he later became confused and thought his train was to 
meet No. 44 at Dakoming. he was last examined on rules on Sep­
tember 5, 1S4Q. 

Conductor Walley, of No. 41, stated that at Edgenont he de­
livered a copy of train order No. 20 to the engineman and dis­
cussed its provisions with him. Both understood that their train 
was required to stop on the main track clear of the fouling point 
of the v/est siding-switch at Burdock if No. 44 was not in the 
clear. The train order v/as legible and in the prescribed, form-
The conductor showed the orders to the brake man. '̂ he conductor 
said that he did. not hear the engine whistle sounded as his train 
was approa.ch.ing Burdock. The tram stopped, at Burdock, then the 
conductor gave a proceed signal and. the train departed. The 
first knowledge he had of anything being wrong was when the air 
brakes were applied in emergency; he estimated the speed at 8 or 
10 miles per hour when the collision occurred. He sa.Id that- he 
and the enginer.an_ were equally responsible tor t.ae sa.fe operation 
of their train. H e c-eula not explain his failure either to see 
that his train v/as stopped clear of the west siding-switch at 
Burdock or to observe that No. 44 was not on the sidling. 

Eraheman Bsbb, of No. 41, stated, that he read train order 
No. 20 and understood, that his train v/as required to stop clear 
of the west siding-svritch at Burdock if No. 44 was not in the 
clear. When his t r a m was approaching Burdock he heard the sta­
tion whistle-signal sounded.; however, the meeting-point whistle 
signal was not sounded. He looked out but did not see No. 44 
into clear on the siding. His train stopped at the station and 
then departed, -̂ e expected the train to stop clear of the west 
switch of the siding to meet No. 44. Hie attention was distract­
ed from the requirements of the meet o^der because of questions 
asked by a passenger, and the first intimation ha had of anything 
being wrong was when the a.ir brakes were applied, in emergency. 
He estimated the speed, of the train at 8 or 10 miles per hour at 
the time of the Impact. He understood that it v/as his duty to 
observe that the requirements of tram orc.ers were fulfilled, and 
to take action when cand.itions should, require. He v/as last ex­
amined on operating rules in April, 1938. 

Flagman Llilne, of No. 41, stated, that he read and understood 
train order No. 20. When his train approached Burchock he did. not 
hear either a station or a meeting-point whistle signal sounded.. 
He said he forgot the requirement that his tra.in meet No. 44 at 
Burdock until his train v/as we "t of the v/est siding-switch when 
It occurred to him that he had not seen No. 44 on the siding. 
He started to look back toward Burdock to see whether No. 44 v/as 

http://approa.ch.ing
http://cand.it
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there, when the brakes were applied in emergency. He estimated 
that the speed cf hi r train " ...£ 5 miles per h/wr when the colli­
sion occurred. Nothing occurred cn route to distract his atten­
tion, and he could offer no mason for his failure to remember 
the requirements of the meet crd' 

Enginenan Knudson, of No. 44, stated that tho air brakes 
were tested at Sheridan, • a car mo a doled to his train at Gil­
lette, 1C7.I8 mile,, west of Burdock, the brakes were again tested 
and they functioned properly en route. At Newcastle he received 
a copy of tr; in orner No. 20, wnlch he read and. then showed to 
the fireman; both understood, that their train was required to 
take siding at 3urd.eelr Per No. 41. ".Then tho train was a b e t 1 
nile -west of Burdock t"i , fi^-nan called a warning that No- 4.1 was 
v/est of the west siding-swa :ch and, the anginoaan immediately made 
an emergency brake-pj.ee reduction- Tnen the enermes wore about 
three cfeok length: a o m t he jumped; at this tin'2 the speed of 
his tram had boon reduced to a Pout 20 or 25 riles per hour. The 
accident occurred at 9:58 a. u., a.t which time the spaed was 
a.bout 1C miles ce 

Fire ran Bryan, of No. staged, thet he read, t^ain order 
No. 20 ana understood, its requirements- "'hen his train was ap­
proaching ehe sta.tlon mile-board west of Fur clock the speed, v/as 
about 50 m.IIee "or he11:"1 and the engineman soenoed signal 14(n). 
The firemn sa, No. 11 emerge fro:; t~-e cut. he called a warning 
and the enginerean applied the a m crakes in emergency. The fire­
man said that the speed cf tne train wa : about 25 or 30 riles 
peer hour v/hen he jueepeu., a.nd about 10 or 11 riles per hour when 
the collieim occurred.-

Conductor Lo^go, of No. 4d , stated t he road train ord.er 
No, 20 and understood its requirements- As his train approached 
Bur clock Ii-5 heard, the station and the meeting-point whistle sig­
nals sound.ed . The fIr: t intimation he "rad of anything wrong wa,s 
when the air brakes ware apolied in emergency/-. Toe speed of his 
train was about 10 cr 12 miles per hour vaaen the collision oc­
curred. 

The statements of Brakeman Baker a.nd flagman Thompson, of 
No. 44, added, nothing of importance. 

According to the records furnished by the railroad, all 
members of the crew of No. re parted for duty at Edgemont at 
8:53 a. m., September 22, after being of̂ T duty more tnan 21 
hours. 

During the 30-day period preceding the day of the accident 
there were 145 ea,st-bound and. 145 west-bound, trains operated on 
tho line involved: the daily average movement was 9.6 trains. 

http://3urd.ee
http://brake-pj.ee
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Observations of the Co-mission' s Inspectors 

The Connission's inspectors observed that the point of 
accident is visible a distance of about 1,000 feet from the 
right sid.e of a vest-bound engine; however, because of track 
curvature and a cut about 14 feet deep, the point of accident 
is obscured from the left -wide of a west-bound engine. The 
point of accident is visible a distance of 1,000 feet from the 
left side of an ee.st-bound engine; the view fro:i the right side 
of the engine is obscured. 

Di° cussion 

According to the evidence, the crew of No. 44 understood 
that their train was required, to take siding at 3urdock for No. 
41. V/hen No. 44 was about 4,500 feet west of the west siding-
switch and while noving about 50 miles per hour, the fireman saw 
No. 41 approaching at a point we wt of the west siding-switch. 
He warned the engineman, who immediately took action GO stop his 
train but uoc late t~> avert the a.ccident-

The crew of No. 41 had. received train order No. 20 and all 
members said. tha.t they understood the provisions of the order 
which required their train to stop clear of the fouling point of 
the west hiding-switch if the train to be met was not in the 
clear. The order was issued, to No. 41 at a point 13.88 miles 
east of Burdock and 23 minutes only had, elapsed between the tine 
the order was received, and the time of the accid.ent. The engine-
nan and the fireman both said that they became confused, and 
thought that the order directed their train to meet No. 44 at 
Dakoning, 9.5 miles west of Euraock. Had. either the engineman 
or the fireman read the order again their confusion probably 
would, have been clarified in time to a.vert the accid.ent. The 
engineman said that he did. not sound, the meeting-point whistle 
signal as required by the rules; other members of the crew said 
that they d.id not hear It sounded.. Even though the tradn stopped 
at the station, if the conductor, the fla.gnan and the brakeman 
had. been alert they would, have realized, that since they had. not 
heard the meeting-point whistle signal sounded, it was possible 
that the members of the engine crew were confused, concerning the 
meeting point with No. .,4. The conductor could not explain his 
failure to observe that the train to be net was not in the clear . 
nor his failure to take action to stop his train before It passed 
the fouling point at the west siding-switch, -he brakeman said 
that after his train disparted from the station at Burdock, he in­
tended to look for the train to be net; however, he permitted the 
questions of a passenger to distract his attention and failed to 
observe that the train to be net -was not in the siding. The 
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flagman said that until his train had parsed begone"1 the west 
siding-switch he forgot about his trnin oeing required to meet 
No. 4̂ r at Burdock; at tho time of tne accident ho was looking 
b-ck to see whether No. 44 r ras at Burdock. /II members of """he 
crew of No. 41 had be^n on duty only 1 hour £8 minutes when the 
accident occurred, after being off duty more than 21 hours. Had 
any member of this crew been on the alert, he could have caken 
action to prevent this accident. 

Cn this line following movement; are blocked manually but 
the manual block eystem is no used for opposing movements, ouch 
movements being governed by timetable and train order". If the 
manual block system had jncludod adequate provision for the 
blocking oi opposing movement; also, it is probable that this 
acolchant would have been a.verted. 

C cnalns ion 

to obey a meet order, 

y submitted., 

This accident was caused by far lure 

B-eepecf f u L̂ . 


