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INTERSTATE COMMERCE COMF1 SSION 

REPORT OF THE DIRECTOR OF THE BUREAU OF SAFETY IF RE 
INVESTIGATION OF AN ACCIDENT WHICH OCCURRED ON THE 
CHICAGO, BURLINGTON AND QUINCY RAILROAD NEAR WHITE-
TAIL SUl/dOT, S DAK , ON DECEMBER 30, 1927, 

February 1, 1928. 

To the Commission 1 

On December 30, 1927, there was a derailment of a 
freight train on tne Chicago, Burlington and Q u m c y Rail­
road near wliitetail Summit, S Dak , which resulted m the 
death of two employees 

Location and method of operation 

This accident occurred on the Nemo and Lead Sub-Divi-
sion of the Alliance Division, extending between Nemo and. 
Lead, S Dak , a distance of 28 miles. In the vicinity of 
the point of accident this is a single-track line, so ar­
ranged that it can be utilized for both standard and 
narrow-gauge equipment, ov r uhich trains are operated by 
time-table, train orders and a manual block-signal system 
The accident occurred at a point approximately 1 mile west 
of vrnitetail Summit, approaching this point from the east, 
beginning at V/hitetail Summit, there is a series of sharp 
curves and short tangents followed by^a compound curve to 
the right 424 6 feet in length having a maximum curvature 
of 36°, the point of accident being on this curve at a 
point 147 feet from its eastern end where the curvature is 
at its maximum The grade is descending for westbound 
t r a m s from »Vhitetail Summit to and beyond the point of ac­
cident, the maximum gradient being 3.9 per cent, while at 
the point of accident it is 3 per cent The speed of 
freight trams descending grades of 3 per cent or more is 
restricted to 15 miles per hour The track is laid with 
65-pound rails, 30 fuet m length, with 18 ties to the 
rail-length, the majority of which are hardwood ties, and 
fully tie-plated The narrow gauge rails were laid m 
1902 and the standard gauge m 1924 

The weather was cloudy and the temperature was about 
20° below zero at the time of the accident, which occurred 
at -bout 7.15 p.n 
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Description 

Westbound fieight train extra 53? consisted of five 
freight cars and a coach, hauled by ergiie 537, all narrow-
gauge equipment, and was in charge of Conductor ffebD and 
Engmeman Baschky This t r a m erri/ed at Englewood, 31.96 
miles \esfc of Nemo and 3.16 miles east of Whitehall Summit 
at 5.10 p.m After setting out some cars and taking water, 
the train departed from Englewood at 6.45 p.m according 
to the conductor, and it was derailed shortly afterwards 
while traveling at a speed estimated to have been about 35 
miles per hour 

The engine, its render, and all of the freight cars 
were derailed. The engine came to rest on its right side 
at the foot of a 35-foot embankment on the outside of the 
curve \ith its head end 104 feet west of the first marks 
of derailment, while the tender came to rest bottom up 
about 10 feet m +he rear of tne engine, aoth the engine 
and tender were brdly damaged. The f u s t three cars came 
to rest on top of tne engine and tender and were practi­
cally demolished, the fourth car passed by the engine com­
ing to rest partly donn the emoankment, anile tne fifth 
car remained on the roadbed The employees killed were 
tne engineman and fireman 

Summary of evidence 

Conductor "/ebb stated that tne air brakes ./sie tested 
at Nemo, including an inspection of tne piston travel on 
each car, ;hicn -fas from 6 to S mcnes SeveiaL stops were 
made at various stations aetv/een Nemo ana. Englewood, tne 
t r a m arriving at the latter point at about 5 10 p.m 
After considerable delay on account of switching and diffi­
culty i^ securing ..ater aue to tne1 extreme cold weather the 
train finally was coupled up and tne air tested ,.rhile 
standing on a siding in tne lower yard Conductor Webb 
then started to turn up the retaining valves but before he 
had completea tnis task tne tiain started, at aboat 6 45 
p.m., and after antermg the m a m track it was orought to a 
stop, probaoly with the independent brake, for the purpose 
of picking up the brakeman who dad remained to close the 
switch, the train then proceeded towards Whitetail Summit 
In the meantime Conductor Weoo had completed turning up the 
retaining valves and nad entered the coach at the rear of 
the t r a m wnere ne observed that tne air gauge registered 
about 80 pounds arnke-^ipe piesoure At the time tne t r a m 
reached Whiteteil Summit he a"am noticed th°t tne gauge 
still registered a pressure of 80 pounds, or possibly a 
little more Conductor Webb said the t r a m started down 
the grade at this point at a speed of about 15 miles per 
hour, which speed he tnought at the time was a little ex-
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account of the heavy descending grade beginning 
beyond that point When the train nad reached a point 
about twice its own "length beyond tne summit he felt an ap­
plication of tne air brakes oat tnere appeared to be no re­
duction in poeed and he looked at the air gauge again and 
saw that it tnen regjstered around 10 or 45 pound brake-
pipe pressure, ana becoming alarmed he secured a brake club 
and Get the hand brake on the forward end of the coach but 
on account of the rocking of the car immediately ahead of 
the coach, a flat car loaded with timbers, he was unable to 
reach the hand brake on this car which was located at its 
forward end. Conductor Webb thought the engineman released 
the brakes at one point, while traveling 15 miles per hour 
and said he had no knowledge tnat they were reapplied after 
that time, but on tne other hand he sand that when he jumped 
off, at about the time the engine entered the carve, he no­
ticed sparks flying from the wheels of the car ahead of the 
coach, indicating that the a n brakes I'ete applied, he esti­
mated tne speed at that time at about 25 miles per hour 
Conductor Webb attributed the accident to the failure of the 
bra ves to hold wronerly due to tne extreme cold leather, 
this condition benq; due to tne fact that the engmeman did 
not begin braking noon enough after passing tne summit m 
order to get the brake shoes warmed sufficiently to cnaole 
them to take hold oroperly when starting down the steepest 
portion of the grade He said he did not open the emergency 
valve m the coach, being of the opinion that by doing so 
it might interfere *fith the handling of the bral-es by the 
engineman Ha also stated tnere was no difficulty experi­
enced m controlling the speed of tne train en route, with 
two additional cars, down other grades equally p s steep as 
the irade on which the accident occurred, and that ne did 
not hear the engmeman whistle for biakeo although he had. 
heard other whistle sian^ls sounded ^t different times along 
the line Conductor tfebo furtuer stated that while perform­
ing ork rt a station east of Enolewood the engine -an com­
plained that on account of escaping steam he could not see 
what was going on, and asked the cor.duotoi to ride on the 
engine with m m , the conauctor refusing to do so Conductor 
Uebo was standing near the cab of the engine when this state­
ment was made and ai so rode o" tne engine while it ~ras cut 
off at Unglewood ana said he could not see any unusual amount 
of steam and that there hod been no difficulty m tiansmit-
t m g signals from the rear of the t r a m to either the engme­
man or the fireman Conductor -ebb ^as not on the engine, 
ho ever, when it was working steam to any extent. It also 
appeared from the statements of Conductor Webb that although 
it wes customary to use the retaining valves on the steep 
grades m this vicinity it was not the practice to make any 
tests of the retaining valves 
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Erakcman St^ en sto,1u3 that after setting out t~o sars 
and retting a supolv of intl and /ater Englowood the en­
gine i as fouolec- te the t r a m - nd n i BB woout to couple 
tne e n he so oat a OP the tendeu and tne first cor when he 
diGccver,,d an ->ccuninlatioi± of mo 1" 1 0 the hose coupling at­
tached to the car, mien he removed, thoie was no snow m 
the tender-hone coupling- The coupling was then made, and 
t^e brakes wars tested and founa to be mrking prowerly, :n 
makirg tnis tost Braneman Steen inspected the front portion 
and Conductor ITebb tne m a r portion of tne t r a m tfhile 
the eondactcr ~es turning up tht retaining valves Brakempn 
Steen proceeded to tne s itch for tne pirpose of permitting 
the train to heed out on the n a m track. As soon as the 
t r a m had entered on tne m a m tiacic the ^peed wp.s reduced to 
permit him to close the switch n i as soon as he boarded 
the t r a m he erave the engmeman a proceed signal which sig­
nal vas acknowledged by t-^ans o f the engine whistle Brake-
man Steen said he tnen went into tne eo^ch and looked at the 
air gauge which registered 30 rounds hrate-pipe pressure at 
that time, he did not look at it a^am orior to tne acci­
dent. Tne t i a m pa seed >7hitetail Summit at a speed of about 
15 miles per nour a d it then seemed to b<= under control. 
Shortly after m e tiam started, do nt. tne erade the brakes 
vera applied and tney checked tne speed of the t r a m to 
some extent, but lai.°r tney were released end the speed be­
gan to increase. ,Jhen tne t r ^ m haa roachecL a point a 
little farther do n. tne giade ne mentioned to the conductor 
that he believed tie t r a m \ as traveling a little too fast 
but the conductor replied m t ,e negative. A f e i , r moments 
later he again c&llee the conductor's attention to tne 
speed; the conductor then lconect at tne air stauge and re­
marked "he has only 4=0 pounds " Tie conductor lmrediateiy 
pio^ca up a biake cluo ana they botxi rjrocncd<3D to the front 
platform of tho coacn and applied the „and brake Biakeman 
Steen said tnat snortly afterwards the conductor jumped from 
the tram but that ne remained on the coach until ha felt 
the jar as the front portion of tie t r a m vas derailed, when 
he a] so jumped off, he er^imat^d tne spe^d at 1hat time at 
not less t ipn wh miles pur houi Brakeman Steen further 
stated that he nad Deen ridm~ on tne fireman's side of the 
engine CID for a po_iion of the distance m route from Nemo, 
during which t n e no mention wps nedc either by the engine-
man oi by tne fireiim of any defects existing, and at no 
t m e aid he notice ruiy unusual amount of escaping steam 
He corroborated tne statements of Conductor T/ebb as to hav-
n t noticed no unusual handlm^ of tne cram prior to pass­
ing TTbiteteil Summit, tV t no thistle sio-nal was sounded 
calling for hand brgkes, and that ne e~w fire flying from 
the rear wheels of t„e first c -ur .-nt-d of the coacn before 
he jumped from the t i a m , whicn caused hin to tnmjc that 
the en^menan had applied the brakes a a a m after having re­
leased then shortly after startm- down the T£.de VJhen 
questioned as to the piston travel observed by him when the 
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brakec were tested at Neno, Brakeman Steen said that tne 
pistons were out their full length, but on further question­
ing it was developed t h a t ~e had no idea a s to 'hat consti­
tuted proper oiston travel altnough he had more than 
seven years' experience on the Alliance Division. He also 
had been examined on the book of rulus thiee times within 
the past seven years 

Roadmaster Gilmore stated t h a t ho arrived at the scene 
o f tie accident at aDout 8 15 p.ri , made an inspection of 
the equipment, and fomid tne retaining valves set in the 
holdmc position except one w h i c h had been broken as a re­
sult of the accjae.il so t h a t he coula not determine its po­
sition prior to that time, he d i d not kno^r on which car 
this particular valve was located He also stated tnat he 
had not been o~Tr the t r a x l m that vicinity for about 30 
days but had/talked Jith tho sect] on foreman on whose sec­
tion the accident occurred, and had been informed t n a t tne 
section foreman had patrolled t h e track during the day o f 
the accident and at c^at time found the track in good con­
dition, no exceptions being noted. 

Oar Repairer Kornemau stated that he arrived at the 
point of accident at 8,20 p.m , examined the retaining 
v a l v e s on tne coach and the last two freight cars and found 
a l l of t h e n turned up, he did not examine the retaining 
valves on the reramm - T cars as material tas oeing unloaded 
f rom then pnd they could net b e reacned without stopping 
the work 

Master Mechanic Pauley said he -ade an inspection of 
the engine as to tne condition of tne tires and did not 
find any of them tnat would take the gauge, the flange of 
the right pony-truck wheel showed slight wear out he did not 
consider it to be in a darn erous condition and did not think 
its condition contributed to the occurrence of the accident 
Master Mechanic Pauley further statea that engine 537 T f a s 

equioped with a clear-vision window on tne enmmeman's side 
o f the cab and in his oomion there was no reason for the 
failure o f an engmeman to be able to determine his location 
in so far as visibility #?s concerned, even though the side 
windows iwere not usee1 for that purpose He also stated that 
engine 537, wnich i s o f tne 2-8-0 type, received Class 2 re­
pairs m April, 1925, and since that tine it nad been run a 
distance of 12, 758 rules, w r hioh he did not consider exces­
sive. On Decemoer 14, 1927, this engine received a monthly 
inspection and this showed a maximum lateral o f l/4-mch on 
the driving vneels and 3/8 inch on m e pony-truck wheels. 
No r e p o T t had been made of any unusual amount of escaping 
steam. 
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The air brakes on tne Coacn and the rear car of the 
t r a m v~ere tested subseaucnt to the accident, which test de­
veloped that the brakes on these cars applied with a service 
application and held two minutes witn rood brskui" pressure 
With the retaining valve on the coach set m the holding 
position it permitted the crakes to oe released m 30 sec­
onds vhile tne "etaming valve on the car vas still holding 
the brakes applied at the expiration of t T O minutes. 

Conclusions 

This accident was caused by the fact that the engineman 
lost control of his train on a ncavy descending grade. 

It is clear from the statements made by Conductor Webb 
and Brakeman Steen tn, t no difficulty was experienced with 
the air brakes between Nemo and Englewood, although there 
were more cars m fcne train and there was also a longer 
grade, fully as staea, between Joodville and Englewood. At 
the latter point the two ne^d oars tfere set out and consid­
erable delay was experienced in obtaining water, the t r a m 
remaining at this oomt foi a period of approximately 1 
hour and 35 minutes. The evidence indicated that tne re­
taining valves vere turned up before the train departed 
from Engleuood ard tnat tne brakes were applied twice be­
tween that point and the point of accident The t r a m 
started down the p-rade at u spe^d of ] 5 miles per hour, and 
the second application of the air brakes, made a short dis­
tance beyond Whitetail Summit, did not appear to have been 
sufficient to reduce the speed of the train to any great 
extent, although both tne conductor and the brakeman stated 
that they observed fire flying from the wheels of the car 
immediately ahead o± tne coach just before they jumped from 
the trpin Apparently tne engineman lost control of che 
t r a m because he permitted it to start down the grade on 
which tne accident occurred at tne maximum rate of speed 
permitted by the rules witnout first making a proper effort 
to determine the holding no^er of tha brakes. The t r a m 
had oeen standmw at Englewood for a considerable length of 
time and the extreme cold weather which was prevailing; un­
doubtedly had caused the brake cylinder packing leathers to 
lose flexibility, and good judgment should have required one 
or moie test applications of tno brakes to determine their 
efficiency before tne train broke over the top of the hill 
No such test was made, however, and with piston packing 
stiff with cold and witn the brake snoes and car wheels 
cold and covered with frost, the failure of the engineman 
to control the speed of nis t r a m approaching the 36° curve 
on which the accident occurred wa evi table 



The employees involved were experienced men, and at 
the time of tne accident they had been on duty 10 hours and 
45 minutes after ha vmp- been off duty 14 hours or more 

Respectfully submitted, 

vY. P BORLAND, 

Director 


