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S T T K I ' A R Y 

D. t<-. 

Rai I r o a d s : 

L o c a t i o n : 

Kind o f a c c i d e n t : 

T r a i n e I n v o l v e d : 

Tr A) n numbers : 

E n g i n e numbers : 

Cone i s t s : 

E S T I M A T E D s p e e d s : 

Op e • a 1 1 o n: 

T r a c k s : 

W E A T H E R : 

Time: 

C a s u a l ti e s : 

Caus e : 

A u g u s t 1 6 , 1950 

N o r t h e r n P a c i f i c 

L u c c a , N, Dak. 

S i d e c o l l i e i o n 

Mixed 

137 

D i e s e l - e l e c t r i c 
u n i t 8 0 5 

8 C R L ' P , 2 

C C boo se s , c o a c h 

7 m . p . h . 

M i n n e a p o l i s , S t . 
T a u l & S a u l t 
3 t e , M a r i e 

F r e i g h t 

90 

1 0 2 7 , D i e s e l -
e l m e t r i c u n i t s 
210B and 210A 

1 0 3 c a r s , c a b o o s e 

28 m. o . h . 

T i m e t a b l e and t r a i n o r d e r s , each l i n e 

S i n g l e ; t a n g e n t ; 
0 . 1 5 p e r c e n t 
d e e c e n d i n g g ^ d e 
e a s t w a r d 

S i n g l e ; t a n g e n t ; 
0 . 5 p e r c e n t 
a s c e n d i n g g r a d e 
v r s tward 

CI': a r 

1 0 : 2 5 a . m. 

1 k i l l e d ; 3 i n j u r e d 

F a i l u r e p r o p p r l y to c o n t r o l s e e e d o f 
M . S t . P . & S .C .M. t r a i n a p p r o a c h i n g 
r a i l r o a d c r o s s i n g at g r a d e 



- 3 -

INTERSTATE COMMERCE COMMISSION 

REPORT NO. 3356 
IN THE MATTER OF MAKING ACCIDENT INVESTIGATION REPORTS 

UNDER THE ACCIDENT REPORTS ACT OF MAY 6, 1910, 
NORTHERN PACIFIC RAILWAY COMPANY 

AND 
MINNEAPOLIS, ST. PAUL & SAULT STE. MARIE 

RAILROAD COMPANY 

October 20, 1950 

Accident at Lucca, N. Dak., on August 16, 1950, caused 
by failure properly to control the speed of the 
Minneapolis', St. Paul & Sault Ste. Marie train 
approaching a railroad cross ins- at grade. 

1 
REPORT OF THE COMMISSION 

PATTERSON, Commissioner; 
On August 16, 1950, there was a side collision between 

a mixed train on the Northern Pacific Railway and a freight 
train on the Minneapolis, St. Paul & Sault Ste. Marie Railroad 
at Lucca, N. Da±:. , which resulted in the death of one 
passenger, and the injury of one passenger and two train-
eerviee employees. This accident was investigated In 
conjunction with repreeentatIves of the Public Service 
Commission of North Dakota. 
1 
Under authority of section 17 (2) of the Interstate Com

merce Act the above-entitled proceeding was referred by the 
Commission to Commissioner Patterson for consideration and 
disposi tion. 
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Location of ACQidont_ and Method nf Operation 
This accident occurred at th? intersection of the 

Northern Pacific Railway and the Minneapolis, St. Paul & 
Sault 3tc. Marie Railroad at Lucca, N. Dak. The crossing is 
located on that part of the Fargo Division of the N.P. 
extending between C&sselton and Marion, N. Dak., 60.3 miles, 
and on that part of the Minnesota Division of the M.St.t\& 
S.S.M. extending between Farvey and Enderlin, N. Dak., 139.2 
miles. The crossing is 27.8 miles vest of Oasselton and 
131.2 miles east of Harvey. The station at Lucca is loco ted 
in the northwest angle of the crossing and io used by both 
lines. In the vicinity of the point of accident both are 
single-track lines, over which trains are operated by timetable 
and train order's. Ther'- is no block system in use on the 
N.P., but a manual-block system for following movements only 
is used on the M.St.P.& S.S.M. The N.P. track extends southwest 
and northeast. The K.St,P.& S.S.M. track extends southeast 
and northwest and intersects the IT.p. track at an an?lc of 
70°40'. Timetable directions on ooth lines ar: east and west 
and are used in this report. The N.F. track is tangent 
throughout a distance of more than 1 mile immediately east of 
the crossing and a considerable distance westward. From the 
east the grade Is 0.4 percent ascending throughout a distance 
of 1,000 feet and then 0.5 percent ascending 465 feet to 
the crossing. From the west on tne M.Ct.P.4 S.'3.M. the track 
ls tangent a distance of 2.57 miles to the crossing and 3.81 
miles eastward. Throughout n distance of 2 miles immediately 
west of the crossing the erade varies between 0,64 percent 
descending and level to a point 1,M7 f°< t wept of the 
crossing, then it is 0,45 peror-nt ascending 1,200 feet and 
0,15 percent descending T17 feet to the crossing, 

A stop sign governing west-bou^d movements on the N.P, 
is located 200 feet east of the crossing, and a stop sign 
governing east-bound movements on the M.St.P.^. S. S.h . is 
located 400 feet west of the crossing. 

The Consolidated Code of Operating Pules, in effect on 
both lines, read in part as follows: 

98. Trains must approach * * * railroad crossings 
at grade, * * * prepared to stop, unless * * * track 
Is clear. '/There reouired by rule or law, trains must 
stop. 



98 (A). TJnlese otherwise provided, at a railroad 
crossing at grade not protected by signals, train or 
engine must make the reaulred stop. A lookout must 
be maintained for conflictinr movements and unless 
there is a clear view of at leart two hundred feet 
of the other track on each side of the crossing from 
the point where the stop in made, the movement must 
be made at restricted speed. * * * 

# * * 

The maximum authorized speed for freight trains on the 
M.St.P.fc S.S.M. is 45 ini.eG per hour. 

Description of Accident 
No. 157, a west-bound second-class N.P. mix--d train, 

consisted of Diesel-electric unit 305, 8 cars, 2 cabooses and 
an all-steel combination mai L-baggage-passenger car, in the 
order named. This train departed from Alice, the last open 
office, 8.8 miles east of Lucca, at 9:5°, a. m. , 26 minuter, 
late, and stopped with th^ front end of the engine about 50 
feet east of the stop sign located 200 f'̂ et °a.*',t of the 
crossing at Lucca. It then proceeded, and, while moving over 
thu crossing at a n estimated speed of 7 miles p-r hour, the 
right side of the rear car was struck by M.St.P.& 3.S.H. No. 
90. 

No. 90, an eaa^-bound second-cl*a a M.3t.P.& S.S.M. 
freight train, consisted of steam e n g i n e 1027 and DieseL-
electric units 2108 and 210A, couol'd in mul tipl <-~u".i t control, 
103 cars and a caboose. This train departed from Rogers, 35.6 
miles west of Lucca, at 9:22 a. m., 2 hours 15 minutes late, 
passed Fingal, 5.2 miles west of Lucca, at 10:21 a . m., 2 
hours 11 minutes late, passed the stop sign located 400 ~'e't 
west of the crossing at Lucca, and while moving at a speed of 
28 mi Lea per hour it struck the rear car of II.P. No. 137. 

Engine 1027 was derailed to the south, and stopped on 
Its right side and parallel to the track, with the front 
end 168 feet east of the crossing and 10 feet south of the 
track. The tender stopped at right angles to the track and 
opposite the cab of the engine. The first Diesel-electric 
unit stopped upright, across the track and at right anglfs 
to it. The second Di sel-electric unit etopp.d upright and 
parallel to the first unit. The first nine" cars and the 
front truck of the tenth car were derailed. Engine 1027 and 
the two Diea^l-electric units were badly dameqad. Ei.-ht cars 
were destroyed and one car was badly damaged, The reir CJC 
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o f N.P. No. 137 w a s "truck near its front ~-nd, and stopped 
on Its loft side and parallel to th^ y.St.P.4 S.S.M. track, 
with the j.ront end about 10/ feet east of tne crossing and 
20 feet neith of th<- M.3t.P.& S.S.M. track. It was 
coo si derail y damaged. 

3o th firemen of N o . 90 were- injured. 
The weather was clear at th' time o f the accident, whj cl' 

occurred acout 10:2'< a. m. 
Bur inn the 30-day period preceding the day o f the accident, 

the average daily movement over the crossing was 2.00 tr.-t '• ns 
on the N.P, and 9.33 trains on the M.?t.?.& S.S.M. 

Discussion 
Under the rules, trains approaching the crossing at 

Lucca must stop short of tv-eir respective stop signs. N o . 
137 stopped a^out 50 f e-t east o f th' stop sign governin? 
west-hound mo*'->7:^nts on th( N.P. t^ack at Lucca. It then 
proceed ">d tcT-,nrd th-: crossing at an estimated speed of 3 
miles per hour, and was preparing to stop at thf~- station. 
When th? engine was about 150 feet °ast of the crossing the 
enginemen saw No. 00 approaching th" crossing at a distance o f 
about 1/2 mil--5. After the engine passed OV-T tr e crossing, 
their view o f the :!,St.P,& S.S.M. track w s t of th- crossing 
wis obscured by the station building until the «na-ine woo about 
175 feet west o f the c^ocoinz. When the engine passed the 
station buildine the ene-in--mi-n heard a series o f short whi itlo 
signals from the ̂ nelne of N o . 90, and observed that train 
approaching at a distance of about 1,500 feet west of tne 
crossing. They also ocserved the a'rent at Lucca, who was on 
the station platform giving proceed signals. When it became 
apparent that No. 90 would not be stopped s:"ort of the 
crossing, the speed o f No. 137 was Increased In an attempt 
to clear the crossing, but th - last car was struck by No. 90. 

N o . 90 departed prora Harvey at 4 :^5 a. m. Th- train 
T'\a'! stopped at Orrinrton, Eorclulac, and K'nsal, located, 
respectively, f8.1, 78.5, and 65.5 miles wst o f Lueos. At 
Wimbledon, 49.7 miles w^st o f Lucca, 5 o a r s were d eta choc and. 
placed on an auxiliary trick. The train w a s stooped at Refers, 
35.6 miles west of Lucca, wvsro a ]g-lner engine vas couoled 
ahead of the Diesel-elfctric units. The brakes functioned 
prop:rly at each location vheg e the train was stopn°d. After 
th- train was stopoed a + R o g e r s , the engineer did not release 
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the brakes but closed the double-heading cock on the first 
Diesel-electric unit. Helper engine 1027 then was coupled 
ahead of the Diesel-electric units, and the brakes of the 
train were released by the engineer of the helper engine. 
Before the train departed from Rogers the gage in the caboose 
Indicated a pressure of 65 pounds. A brake application was 
effective in" reducing the speed of the train in the vicinity 
of Valley City, 2l.9""miles west of Lucca, to comply with 
a speed restriction. When No. 90 was about 1-1/4 miles west 
of Lucca the speed was 51 miles per hour, and the throttle 
of each engine was closed on the descending grade. The 
enginemen of the helper engine were maintaining a lookout 
ahead from their respective positions in the cab of the engine. 
The regularly assigned engineer, the fireman, and the front 
brakeman were in the control compartment of the first Diesel-
electric unit. The conductor, the swing brakeman and the 
flagman were in the caboose. The engineer of the helper engine 
who was in control of the brakes, said a brake-pipe reduction 
of about 10 pounds was made more than one mile west of the 
crossing. A further reduction of about 10 pounds was made 
about 4,000 feet west of the crossing. The engineer said 
that when the engine was about 2,500 'feat west"of the crossing 
he became apprehensive that the train would not be stopped 
short of the crossing and moved the brake-valve handle to the 
emergency position. However, there was only a slight exhaust 
and the emergency application was not effective. The engineer 
of the first engine sounded engine whistle warning signals 
until immediately before the collision occurred. The engineer 
of the second engine said he saw the N.P. train on the crossing 
at a distance of a"t~out 1,500 fe^t. He said he lapped the brake 
valve, opened the double-heading cock and moved the brake-valve 
handle to the emergency position, but there was no exhaust. 

The STAring brakeman and the flagman were in the cupola 
of the caboose as No. 90 was approaching Lucca. Both said 
that the braKe-pipe pressure was about 65 pounds before the 
first reduction of 10 to 15 pounds was made about 1 mile west 
of the crossing. They said they thought the usual stop was 
being made for the crossing, and that the gage in the 
caboose indicated a brake-pipe pressure of 40 pounds after 
the train stopped. The conductor said an emergency application 
was not made, but he did not observe the gage either before 
the first brake-pipe reduction was made or after the train 
stopped. He said he observed while walking with the swing 
brakeman from the caboose to the crossing a few minutes after 
the accident occurred that the brakes were applied. The swing 
brakeman said he did not observe either the brakes or the angle 
cocks while he was proceeding to the crossing. 
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After the accident occurredj the throttle of engine 1027 
was found in closed position, the reverse lever was in 
position for forward motion at 40 percent cut-off, the sander 
valve was in closed position, the handle of the automatic 
brake-valve was In emergency position, and the double-heading 
cock was open. The independent brake-valve handle was held 
in full release position by a wire loop around the brake-valve 
handle. This prevented the engine brakes from becoming applied. 
The throttle of the first Diesel-electric unit was closed, 
the reverse lever was in position for forward motion, the 
independent brake valve was in release position, the sander 
valve was open, the automatic brake valve was in running 
position, and the double-heading cock was closed. An Inspection 
of the air-brake equipment of No. 90 was made about 3-1/2 hours 
after the accident occurred, and all angle cocks except the one 
on the rear end of the caboose were open. Of the 103 cars of 
No. 90, 53 cars were equipped with K-type brakes, 1 with 
a Universal-type brake and the other 50 cars and the caboose 
with AB-type brakes. A test was made of the brakes of 94 
undamaged cars coupled in the same relative positions as they 
were when the accident occurred. The test disclosed that 1 
AB-type brake was cut out, 2 K-type brakes were inoperative, 
and the piston travel on 2 cars and the caboose was excessive. 

Examination of the tape of the speed-recording device 
which was removed from the first Diesel-electric unit of No. 
90 disclosed that the speed of No. 90 began to be decreased 
from a speed of 51 miles per hour at a point about 4,000 
feet west of the crossing, and was 28 miles per hour when the 
collision occurred. 

It is found that this accident was caused by failure 
properly to control the speed of the Minneapolis, St. Paul 
& Sault Ste. Marie train approaching a railroad crossing at 
grade. 

Cause 

Dated at Washington, D. C 
day of October, 1950. 

this twentieth 

By the Commission, Commissioner Patterson. 

(SEAL) W. P. BARTEL, 
Secretary. 


