INTERSTATL COMITEKCH COMMISSTION

WASTILGTOL

REPORT NO. 4320

CHICAGO, MILWAUKEE, ST. PAUL AND PACIFIC
RATLROAD COMPANY

IN RE ACCIDENT
AT MITCHELL, S. DAK,, ON
MARCH 6, 1951




Date:

Railroad:

Location:

Kind of accident:

Trains involved:

Train numbers:

Engine numbers:

Cornisists:

Estimated speeds:

Operation:

Track:

Weather:
Time:
Casualties:

Cause:

\
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SUMMARY

March 6, 1651

Chiocgerc, Milwaukee, St. Paul
and Pacilic

fitchell, S. Dak.
Rear-end collision

Vaintenance-of -way : TFreight
service train

Work Extra 977 : 65

Diesel-electrie : Diesel-electric
unit 977 unit 979

2 cars, caboose : 10 cars, caboose
2 Me Do hy : 21l m., p. he

Timetable and train orders,
yard limits

Single; 2° curve; 0.85 percent
ascending grade westward

Clear
B8:20 a. m.
1 killed

Failure properly to control speed
of train moving within yard limits .



INTERSTATE COMVERCE COIMISSION

REPORT NO. 3390

IN THE MATTER OF MAKING aCCIDENT TNVESTICATION REPORT

NEA

UNDER TiHE ACCIDENT REPORTS ACT OF MAY 6, 1210,

-

May 3, 1951

Accident at Mitehell, S. Dak,.,, on Mareh 6, 1951, causcs
failure prowerly to control the cpeed of a train
movine witnin yard limits,

1l
REPORT OF THZ COMISSIOU

PATTERSON, Commigssioner:

on March &, 1951, there was a rear-end colllsion

~
(W)

CHICAGO, MILNAUKLE, ST. PAUL AND PACIFIC RAILROAD CCOLPAYY

by

between a maintonance~of-way service traln aird a freicht
train on the Chicago, Milwaukse, St, Paul and Pacifie Railroad
at Mitchell, OU. Dak,, which resulted in the death of onse

smplayee.

Under authority of section 17 (2) of the Intershtate Com-
mercn Acht the above-entitled proceeding was rseferred by the
Commission to Commissioner Pattorson for corsider-tion and

dispositien.
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Location of Accident and Method of 9pz3ration

This accldent occurred on that part of the Iowa and
Dakota Division extending between Sarborn, Iowa, and
Mitchell, S. Dak., 131.4 miles, a single-track line, over
which trains are operated by timetable and train orders.
There is no block system in use, The accident occurred on
the main track, within yard limits, at Mitchell at a point
2,009 feet west of the east yard-limit sign and 5,270 feet
east of the station, From the east there are, in succession,
a 1°20' curve to_the right 3,450 feet in length, a tangent
627 feet and a 2° curve to the left 1,36) feet to the point
of accident and 427 feset westward, At the point of accident
the grade is 0.85 percent ascendine westward,

This carrier's operatine rules read in part as follows:
DEFINITIONS

Restricted Speed.~--Proceed prepared to ctop short
of train, obstruction, or anything that may reaquire
the speed of a train to be reduced,

93'***

Within yard 1imits the main track may be uzed
without protecting against zecond and inferior class,
extra trains and engines.

Within yaecd limits second and inferior class, extra
trains and enpgines must move at restricted speed.

S ok ok

The maximum authorized speed for the trains involved
in this accident was 35 miles per hour,

Description of Accident

Work Extra 977 consisted of Diesel-electric unit 977,
headed westward, two cars and a caboose, in the order named,
This train departed eastward from the station at Mitchell
about 8 a. ms and ctopped on the main track within yard limits
about 8:10 a, m., with the rear end at a point 1,990 feet
west of the east yard-limit sign. About 10 minutes later,
when it had just started to move westward, the rear end was
struck by No. 65,
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No., 65, a west-bound second-class freight train,
consisted of Diesel-electric unit 979, 10 cars and a caboose.
This train departed from Alexandria, the last open office,
12,3 miles sast of the point of accident, at 7:59 a., m.,, 3
hours 34 minutes late, passed the east yard-limit sign at .
Mitechell, and while it was moving at a spued of 31 miles per
hour it struck the rzar end of Work Extra 977,

The caboosc of Work Extra 977 was dcemolished and the
rear car was derajilced and overturned. The redar car was
considerably damaged, The first car and the Diesel-electric
unit of Work Txtra 977 were moved westward about 360 feet.
Mo. 65 stopped with the front end of the Diesel=-clectric
unit 432 feet west of the point of accident. The front end
of the Diessl-clectric unit was badly damaged. No equipment
of No. 65 was deralled,

The conductor of Work Extra 977 was killed,

The weather was clear at the time of the accident, which
occurred about 8:20 a, m.

Discussion

The crew of Work Extra 977 held copies of a train
order authorizing its movement within working limits that
extended westward from Mitchell.s The ersw of this train had
received instructions to unload bridge material at a location
within yard limits at a point approximately 1 mile east of
the station at Mitchell, The conductor and the engineer had
discussed the movements that would be requirced to perform
the assigned work besfore the train departed castward from the
station at Mitchell about 8 a. m. There was no discussion
among the members of the crew about No, 65, which was due to
arrive at Mitchell at 5 a, m, When the train stopped at the
point where the bridge material was to be unloaded the
enginemen were in the control compartment of the Diesel-clectric
unit. The conductor was in the caboose, and the flagman and
the front brakeman were on the ground on the south side of the
track and in the vicinity of the caboose. The flagman said
that several minutes after the train stopped he heard the
sound of the pneumatic horn of a Diesel-electric unit. He
thought it was from a yard engine and entered the caboose
to obtain a fusee, When he obgserved a train approaching
from the east he called a warning to the front brakeman and ’
to the conductor, who was at the desk in the cabogse. He
said that the train was closely approaching when he alighted
from the south side of the caboose and that he did not have
time to give stop signals before the collision occurred,
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The front brakeman ssid that when hoe peard the sound of the
preamatic horn he immediat~ly started toward the rear of the
train, He said he first observed No, 65 at a distance of
about 900 feet, and rsuve stop sigunals as he ran toward it.

He had reached & point about 150 feet to the rear of the train
when lNo. 65 pascred nim. From the firemants side of the cab,
the engineer observed No, 65 approaching, He immediately
returned to the right side of the control compartment, released
the brakes and storted the Diesel-electric unit in forward
motion, The train hed moved westward only a short distance
when the collision occurred.

As No., 65 was approachineg the point whers the accident
occurred the spceed was 32 miles p=2r hcour, The engincemen were
maintainirg a lookout ahead from thelr respective positions
in the control comnurtrest at the rear of the Diesel-eclectric
unit., The frout brakzpan wes scated near the center of the
control compasxtment. end the conductor and the flasgman were
in the caboosc. The brikes of this train had been tested and
had functioned propzvly when uged e route. The engineer said
that after tho Disscl-glectric unlt passed the east yard-limit
sign the spez2d was reduced slipghtly by manipalating the
throttle, Frow the engiuser's gside of the control compartment
the view of the point where the accident occurred was materially
restricted by hracr curvature and the hood structure of the
Dicscl-clactric unit, The enzineer said he first observed the
cabcose of Work Extra 977 at & dis*ance of about 150 feet,

He immediatelv placed the brake valve in emergency position but
the collision occurred bufore the srecd of the train had been
matcrially reduced. The engiacer said that he thought his
train could nave been stopped chort of the caboose if he had
bean warncd when it first becane visible, The fireman was
resularly ennloyed as a brakeman. Becausc of a shortage of
firemen heo accoptced an assignr.ent to acht as fireman although
his c¢xpwricnce in such capacity was limited to several occaslons
when no bad assistod the fir:men of trains to whie: he had

buen assignzd as a brakeman. He saild thot soon after the
Dicsel-c¢loctric unit passed the east yard-limit sign he looked
at hisz waten and told tie enginesr that it wns S:17 a, m, The
fireman said that when he azain looked forward he observed the
caboose of Work Extra 977, Boefore he could call a warniug the
enginecr nade an emergency application of the brakes. He said
that he did not obguerve anyone giving stop signals in the
vicinity of the rear end of the standiung train. Tne front
brakeman sg2id that from rils seat ir the center of the control
compartusnt of the Diesel-electric unit he was unable to see
the track anecad. [Je said that when the train was approaching

the east yard-1imit sign he made preparations to alight from
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the train at Mitchell. He did not see the east yard-limit
sien but he thousght the c.peed of the train was being properly
controlied before the accident occurred.

Ti:tis acecident occurred within yard limits snd, under the .\
rules of this carrier, second and inferior closs, extra ftrains
and enpines are requirced to be so onerated that they can bLe
storped short of a train or an obstruction,

Cauge

It is found that, this accident was cauced by failure
properly to control the opeed of a train movins within yard
limits,

"3

Dated at VWauhinmton, D, C., this third
day of May, 1951,

By the Commission, Commitsioner Patterson.

W. P. BARTEL,

(SEAL)
Secratary.



