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INTERSTATE COMMERCE COMUISSION

REPORT OF THE DIRFECTOR OF THE BURFAU OF SAFETY IN RFE
INVESTIGATION OF AN ACCIDENT WHICH OCCURRED ON
THE CHICAGO, RCCK ISLAND & PACIFIC RAILWAY AT
DES MOINES, IOWA, ON SEPTEMBER 24, 19p2u.

November &, 1924,
To the Commiesion:

On September 24, 1924, there was a rear-end
collision between two freigh* tTains on the Chicago,
Rock Island & Pacific Rarlway at Des Moines, lowa, re-
sulting in the death of one employee and the injury of
cne employee.

Location and method of operation

This accident occcurred on Subdivision 18,
Cedar Rapride-Minnesota Division, extending between Valley
Junction and Manly, Iowa, a distance of 135.4 miles; in
the vicinity of the point of accident thie is a single-
track line over which trains are operated by time-table
and train orders, no block-signal system being 1n use.
This accident cccurred within the yard lamits of Short
Line Junction, near Des Moines, on a slight fill, at a
point &,955 feet east of the west yard-limit board;
approaching this point from the west there is a 29 curve
to the right 1,C84 feet in length, followed by a tangent
more than a mile in length, the accident occurring on
this tangent at a point 2,014 feet from its western end.

The grade for eastbound trzZins 1s 1 per cent descending
for a distance of more than 2 miles, extending to within

about 3,200 feet of the point of accident, from which
point 1t varies from 0.5 to 0.2 per cent descending, being
at 1ts minimum at the point of accident. The view 1s 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.

Peseraiption

Eastbound freight train No. #0 consisted of 12
cars and a caboose, hauled by engine 1948, and was in
charge of Conductor Sullivan and Engineman Simpson. This
train left Swanwcod, 7 miles from Des Moines, at about
g.20 p.m., and while approaching Des Moines an alr hose
burst, causing the air brakes to be applied, the train
coming to a stop within yard limits, about five minutes
afterwards, while standing at this point, it was struck
by extra 2308.
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Bastbound freight wraim extra 2305 consisted of
38 cars and ¢ cavoose, haulea by engine 23C&, and was
N charge of CehiucouT “eloae and Enzincman MoCurry.
Th;g TTITn nacs2? Fntesprise, the last open ot'fice and
13.7 v ez toow Deg tdires, at &.96 P.M., and zollaided
@ith train lo. &0 vhile traveling at a speed estimated
0 have been ebout 20 miles an hour.

Train No. 80 was driven forvard apout half a car
lengta, and the cabcosc and Tive cars were destroyed.
tngine 2308 was derailed to %the left and came to Test at
T'ght angles to and aluiost clear of tne track, the ten-
der was 1mmediately west of the encine and diaconally
acrcss the srack; three cars in tnilg train 7vere derailsed,
one of them being demolished. The track was torn up
cornsideraply. The employes killed was the engineman of
2xtra 2308.

Summary of evideans

As train No. &0 was approscning Des lMoines the air
nose burst on the rear end of tae first car and the train
Care t0 a swop at about &.35 p.m., after wolch Engineman
Simpson whistled out a flagz, althouzn under the rules it
was not necessary to flag in this igstance. Fireman Hlaine
end Head Brakeman Dersey were working or. the air hose when
Engineman Simpson sav the reflecticn fror the headlizhit as
extra 2308 vas coming down the hill; ae also sav FlaZuman
Happ zZoing back ®i1thz lizated red fusee. On realizing
that there mizht be a ccllision ne shouted a warning of
danzer to the firewan and nead orakeman, and snortly after
toese ermployees s*tepped out from Letween the cars the accl-
dent occurred. After the accident Enrineman Simpson went
back and looked at the hrake valve on enzine 2303 and
stated at that time 1t wase in the ererzency position.

Flagman Happ, of train No. &0, stated that wnen his
train stopped he started foriiard ~ith an alr hose but on
be:ng signaled by the dead brakemarn as returned to the
cabooge, secured asis flagzins equipment and started bacz
to flaz, carrying a lignted red fusee from tas time he lef:
the cabopose. On reachanz a point aocut 3C car lengths
distant he saw extra 2308 apprcachirg, at Thich time 1%
was a conalderable distance away, but he sald he berxan
wavinz stop sicrnals with the fusee. Later nls stop siznalcs
rere acknowledzed and extra 230% pagsed nim at a speed in
excess of 30 riles an hour 7ith the alr brakes applied anc
sparks flying from the vaeels, hz - ¢ about opposite tae
caboose of extra 2308 saen 1t came to a stop. Conductor
Suliivan had started tcvard tas nead end of train No.30
at about the time Flagman Happ veas vaczk to flag, aqd his
statenments did not brinz aut any additional rgcts of im-
portance.


http://'ioir.es
http://7e.it

-3

Fireman Yancy, cof extra 2308, stated that no trouble
Wwas experisnced in the handling of the train on thas
trip; several stops were made en route and the air
brakes responded properlyl Approaching the point of
accident the engineman shut off stear and permitted the
train to drift dewn the hill and on reaching bradge 772,
located about 8,000 feet west of the point of accident,
the speed was about 35 or 40 miles an hour. While round-
ing the curve just an advance of the tangent on which the
accident occurred he heard some one shout a warning of
danger, wWent over to the engineman's side of the gangway,
and saw the flagman of train No. 80, waving a fusee,
and also the markers on the caboose of that train. Fire-
man Yancy said he then croseed over to his side of the
gangway and jumped just before the accident occurred, the
Speed not having been decreased at this time. FiTeman
Yancy further stated that he did not recall any application
of the air brakes before an emergency application made
just prior to the accident, and thought the accident was
gfflto the speed at which the train was operated downthe

Head Brakeman McDonald, of extra 2308, stated that no
difficulty with the aiT brakes was expeflenced in making

three stops en route. Coming down the hill toward Des
Moines the engineman made a %1ght air-brake reduction, then
Teleased, and the speed entering the yard limits was aobout
as usual, around 35 miles an hour. He stated that
Engineman McCurry acknowledged the flagman's signals a
considerable distance before reaching the tangent on which
the accident cccurred, after which he applied the airbrakes
in emergency and opened the sanders, and the brakes seemed
t0 take proper effect; Brakeman McDonald jumped when about_
30 car lengths West of the point of accident, and estimateq
the speed to have been about 30 or 35 miles and hour at
this time. He thought the speed was too high in this in-
stance and did not think thpt the train was under proper
control when rounding the curves.

Conductor Melone, of extre 23C8, stated that the air
orakes were tested and worked properly; at Cambridge, 25-10
miles from Des Moilnes, an exceptitnally good stop was made.
He did not recall the engineman having made the various
customary running tests of the air brakes en route, as
required by the rules, or reducing the speed approaching
the yard limits, although after entering the yard luimits,
on reaohing a point about 4,900 feet from the point of
accident, at which time the speed was about 25 miles an
nour, a service application of the air brakes was made.

He was riding in the caboose coming down the bill and just
before the accident cccurred he felt the air brakes applied
in emergency. Conductor Melone was of the opimion that



the accident wgs a Tesult of risjudgment by Engineman
lcCurry of the distance to where train No. 80 was
Standing. Flagman Carroll was of the 1mpression that
the speed was excessive, and said he had commented about
1t shortly before the accident occurred.

Car Inspector Hardkopp, located at Iova Falls,
sald he examined the cars 1in extra 2308 prior to its
departure from that point and found one brake out out,
one inoperative, and one with lonc riston travel. It
further appeared from the testimony of the employees that
the trein line was not broken after toe train left Iowa
Falls, which 1s gbout 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 air-brake test, but pald particular attention to
the position of the angle cocks and found them all open

Terminal Train Master Hegzenberger stated that on
aurerous occasione he bad made observations to deter-
J41ne whether or not trains #ere being handled wnder proper
ccatrol within yard limits anda found that the rules were
not beinz violated. The statements of the employees,
however, indicated that speeds of 25 or 30 miles an hour
#hen entering the yvard were not unusual.

Conclusions

This accident was caused by the failure of extra 2308
to be operated under proper control within yard limits,
for which FEagineman McCurry 1s Tresponsible.

Rule 93, of tne operating rules of this railway, reads
i part as follows:

"inless the main track 18 seen or known tobe
glear, second and third class and extra trains
must move within yard limits under control.

+ x * In case of collision the responsibility

rests with moving train or engine."

The evidence indicates that the air brakes h%% ggrked
properly en route and tbhat apparently they took 3 ng The
7hen applied prior to the occurrence of the accide %h
statements of the employees, however, indicate that le
speed of the train was 1in the vicinity of 30 or 35 m ;s
an hour when the engineman first saw the rear end of the
train ahead, and 1t seems prooabl- tnat this estimate igh
very Teasonable, particularly in view of the fact thatl e
train had traveled the distance of approximately 10 miles
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from Enterprise to the peint of accident in about 1k
minutes, with proovsbly only one alr-orage application

on the 1 per cent descending grade waich extands for

a distance of several miles west of toe point of

accldent. The evidence also rndicates that Engineman
McCurry saw the rear end of train Fo. 80 in ample tims

to stop had ne properly contrclled the speed of his train,
although 1t 18 possibls an error of judsgment on his part
as to the distance availasble for this purpose may havs
contributed tc the occu=rénce of the accident.

Had an adequate block-signal system been in use
on this line this accident prcbably would not have
cccurred; an adequate train gop or train control device
would have prevented 1%.

None of the employees invelved hzd been on duty
in violaticn of any of the provisions of the hours of
service law.

Respact fully submitted,
~ W_, P. Borlang,

Director.



