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INTERSTATE COMMERCE COMMISSION 

REPORT OF THE DIRECTOR OF THE BUREAU OF SAFETY IN RE 
INVESTIGATION OF AN ACCIDENT WHICH OCCURRED ON 
THE CHICAGO, ROCK ISLAND & PACIFIC RAILWAY AT 
DES MOINES, IO^A, ON SEPTEMBER 24, 1924. 

November 8, 1924. 

To the Commission: 

On September 24, 1924, there was a rear-end 
co l l i s ion between two fre ight tra ins on the Chicago, 
Rock Island & Pacif ic Railway at Des Moines, Iowa, r e 
sult ing in the death of one employee and the injury of 
one employee. 

Location and method of operation 

This accident occurred on Subdivision 13, 
Cedar Rapids-Minne sota Division, extending between Valley 
Junction and Manly, Iowa, a distance of 135„4 miles; in 
the v ic ini ty of the point of accident this ia a s ing le -
track l ine over which t r a i n s are operated by time-table 
and t ra in orders, no block-s ignal system being in use. 
This accident occurred within the yard l imits of Short 
Line Junction, near Des Moines, on a s l ight f i l l , at a 
point 6,955 feet east of the w e B t yard-l imit board; 
approaching th is point from the west there is a 2° curve 
to the right 1,084 feet in length, fol lowed by a tangent 
more than a mile m length, the accident occurring on 
this tangent at a point 2,014 feet from i t s western end. 
The grade for eastbound trains i s 1 per cent descending 
for a distance of more than 2 miles, extending to withm 
about 3,200 feet of the point of accident, from which 
point i t varies from 0.5 to 0 .2 Per cent descending, being 
at i t s minimum at the point of accident. The view i s un
obstructed for a distance of 3,100 feet . The weather was 
clear at the time of the accident, which occurred at 
about 8.40 p.m. 

Description 

Eastbound fre ight train No. SO consisted of 12 
cars and a Caboose, hauled by engine 1948, and was m 
charge of Conductor Sullivan and Engineman Simpson. This 
t r a i n l e f t Swanwood, 7 miles from Des Momes, at about 
8.20 p.m., and while approaching Des Moines an air hose 
burst , causing the a ir brakes to be appl ied, the train 
coming to a stop within yard l imi t s , about f i ve minutes 
afterwards, while standing at this point , i t was struck 
by extra 2308. 



- 2 -

Sastbcuna f r e i g h t t r a m e x t r a £ 3 0 5 c o n s i s t e d of 
cars and a caoooss, hauls a by engrine 2 3 C g , and was 

m charge of C C ; . U C G U : Vielone and Engmeman Mi?Curry. 
This U ' - ; T I i?a-&3d Enterpr i se , the l a s t open o f f i c e and 
1 3 - , v - c mem l e s ' ioir.es, at S. 2 6 p.-n. . and c o l l i d e d 
^ i t h t r a in :<o. <20 whi le t r a v e l i n g at a speed es t imated 
to have been about, 20 mi les an hour. 

Train Ho. go was d r i ven f o r Tar d about h a l f a car 
l e n g t h , and the caboose and f i v e cars were des t royed. 
Engine 2 3 0 3 was d e r a i l e d t o the l e f t and came to re,st at 
r i g h t angles t o and almost c l ea r of tne t r ack , the t en 
der wag immediately west o f the engine and d i agona l ly 
across the t r ack ; three cars in t n i s t r a m vere d e r a i l e d , 
one o f them be ing demolished. The t r ack was torn up 
cons iderab ly . The employee k i l l e d was the engineman o f 
ex t r a 2 3 0 S . 

Summary of evidence 

As t r a m No. 2 0 was approaching Des Moines the a i r 
nose burst on the rear end o f the f i r s t car and the t r a i n 
came to a stop at about S - 3 5 p .m. , a f t e r wmch Engmeman 
Simpson w h i s t l e d out a f l a g , although under the r u l e s i t 
was not necessary t c f l a g in t h i s ins tance . Fireman Blaine 
and Head Brakeman Dcrsey were working on the a i r hose when 
Engmeman Simpson saf the r e f l e c t i o n from the head l igh t as 
ex t r a 2 3 0 2 was coming down the h i l l ; ne a lso saw Flagman 
Happ going back w i t h s l i g n t e d red fusee. On r e a l i s i n g 
that there might be a c o l l i s i o n ne shouted a warning of 
danger t o the"fireman and head orakeman, and sho r t l y a f t e r 
tnese employees stepped out from between the cars the acc i 
dent occurred. Af te r the accident En r me man Simpson went 
back and looked at the brake v a l v e on engine 230S and 
s t a t ed at that t ime i t was in the eirer-rency p o s i t i o n . 

Flagman HaPP, of t r a m No. £ 0 , s t a ted that wnen h is 
t r a m stopped he s ta r ted forward ~i th an a i r hose but on 
be ing s igna led by the head brakeman ne returned to the 
caboose, secured m s f l a g s ing equipment and s ta r ted bacs 
t o f l a g , c a r r y i n g a l i g h t e d red fusee from the time he l e f t 
the caboose. On reaching a point aocut 30 oar l eng ths 
d is tant he saw ex t ra 2304? apprcachirg, at which time i t 
was a cons iderable d is tance away, but he said he beean 
waving stop s i cna l s with the fusee. Later h i s stop s i g n a l P 

r e r e acknowledged and ex t r a 2 3 0 ^ passed mm at a speed m_ 
excess of 30 mi les an hour 7ith tne a i r brakes appl ied and 
sparks f l y i n g from the knee l s , he ~ s about oppos i te tne 
caboose o f ex t ra 2 3 0 3 -men i t came to a s top. Conductor 
Su l l ivan had s t a r t ed toward tne nead end o f t r a m No. SO 
at about the time Flagman Happ 7e.it back t o f l a g , and his 
statements d id not br ing out any add i t i ona l 1 ac ts 01 im
por tance . 
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Fireman Yancy, of extra 2 } 0 & , stated that no trouble 

was experienced in the handling of the tra in on this 
t r i p ; several stops were made en route and the a i r 
brakes responded proper ly! Approaching the point of 
accident the engineman shut off s teal and permitted the 
t r a i n to d r i f t down the h i l l and on reaching bridge 772, 
located about 5,000 feet west of the point of accident, 
the speed was about y~> or 4o miles an hour. While round
ing the curve just zn advance of the tangent on which the 
accident occurred he heard some one shout a warning of 
danger, went over to the engineman's side of the gangway, 
and sas the flagman of tra in Wo. SO, waving a fusee, 
and also the markers on the caboose of that t ra in . F ire
man Vancy said he then crossed over to his side of the 
gangway and jumped just before the accident occurred, the 
speed not having been decreased at this time. Fireman 
Yancy further stated that he did not r e c a l l any application 
of the a ir brakes before an emergency application made 
just pr ior to the accident, and thought the accident was 
due to the speed at which the t r a m was operated down the 
h i l l . 

Head Brakeman McDonald, of extra 230S, stated that no 
d i f f i c u l t y with the a ir brakes was experienced in making 
three stops en route. Coming down the h i l l toward Dee 
Moines the engineman made a l i ght a ir -brake reduction, then 
re leased, and the speed entering the yard l imits was about 
as usual, around 35 miles an hour. He stated that 
"Engineman McCurry acknowledged the flagman's s ignals a 
considerable distance before reaching the tangent on which 
the accident occurred, a f t er which he applied the airbrakes 
in emergency and opened ths ganders, and the brakes seemed 
to take proper ef fect ; Brakeman McDonald jumped when about_ 
30 car lengths west of the point of accident, and estimated 
the speed to have been about } Q or 35 miles and hour at 
this time. He thought the speed was too high in th i s in
stance and did not think that the tra in was under proper 
control when rounding the curves. 

Conductor Melone, of extra 23CS, stated that the a n 
•rakes were tested and worked properly; at Cambridge, 25-10 
miles from Des Moines, an exceptionally good stop was made. 
He did not r e c a l l the engineman having made the various 
customary running tests of the a i r brakes en route, as 
required by the ru le s , or reducing the speed approaching 
the yard l imi t s , although after entering the yard l imi t s , 
on reaohmg a point about ^,900 feet from the point of 
accident, at which time the speed was about 25 miles an 
hour, a service application of the a i r brakes was made. 
He was r id ing in the caboose coming down the h i l l and just 
before the accident occurred he "felt the a ir brakes applied 
in emergency. Conductor Melone was of the opinion that 
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W P ^ , ™ 5 ^ a ! , a T B 3 u l t o f ^ j u d g m e n t by Engmeman 
McCurry of the distance to where t r a m No. SO was 
standing Flagman Carro l l was of the impression that 
tne speed was excessive, and said he had commented about 
i t shortly before the accident occurred. 

Car Inspector Hardkopp, located at Iowa f a l l s , 
said, he examined the cars in extra 2303 prior to i t s 
departure from that point and found one brake out out, 
one inoperative, and one with long piston t rave l . It 
iurther appeared from the testimony of the employees that 
the t r a m l ine was not broken after tne tra in l e f t Io^a 
F a l l s , which is about 73 miles from the point of accident. 
After the accident one of the members of the wrecking crew 
inspected the cars and found one brake cut out; he did not 
make an a ir -brake tes t , but paid part icu lar attention to 
the position of the angle cocks and found them a l l open 

Terminal Train Master Heggenberger stated that on 
numerous, occasions he had made observations to deter
mine whether or not tra ins were being handled under proper 
control within yard l imits ana found that the rules were 
not being violated. The statements of the employees, 
however, indicated that speeds of 25 or 30 miles an hour 
when entering the yard were not unusual. 

Conclusions 

This accident was caused by the f a i l u r e of extra 2308 
to be operated under proper control within yard l i m i t s , 
for which Engineman McCurry i s responsible-

Rule 93, of tne operating rules of this rai lway, reads 
1 2 1 part as follows : 

"Unless the mam track is seen or known to b e 
a l ear , second and th ird class and extra t r a m s 
must move within yard l imits under control. 
* + * In case of co l l i s i on the respons ib i l i ty 
rests with moving t r a m or engine." 

The evidence indicates that the a ir brakes had worked 
properly en route and tnat apparently they took ef iect 
when applied prior to the occurrence of the accident, ine 
statements of the employees, however, indicate that tne 
speed of the t r a m was in the v i c in i ty of 30 or 35 JJiies 
an hour when the engmeman f i r s t saw the rear end of the 
t r a m ahead, and i t seems prooabl" tnat t h i s estimate is 
very reasonable, par t i cu lar ly in view of the fact that tne 
t r a i n had traveled the distance of approximately 10 mixes 
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w. p. Borland, 

Director. 

from Enterprise to the point of accident in about 14 
minutes, with probably only one air -ora^e application 
on the 1 per cent descending grade wmch extends for 
a distance of several miles west o f tne point of 
accident. The evidence a lso indicates that Engineman 
McCurry saw the rear end of t r a m I 7o. SO m ample time 
to stop had ne properly control led the speed of his t ra in , 
although i t is possible an error of judgment on his part 
as to the distance ava i lab le for this purpose may nave 
contributed tc the occurrence of the accident. 

Had an adequate block-s ignal system been in use 
on this l ine this accident probably would not have 
occurred; an adequate t r a m stop or tra in control device 
would have prevented i t . 

None of the employees involved had been on duty 
m violat ion of any of the provisions of the hours of 
service law. 

Respectfully submitted, 


