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Railroad: Chicago & North Western
Date: April 25, 1937
Location: De 3Smet, 3. D.
Kind of accident: Rear-end coilision
Trains involved: Passenger ! passenger
Train numbers: 504 P 412
Engine numbers: 1545 1539
Consist: 6 cars and 1 : 4 cars

gas-electric
motor car

Speed: “ Standing ¢ 20 m.p.h.

Track: Tangent; 1.0 percent ascending grade.
Weather: Snowstorm

Time: 9:30 a.m.

Casualties: 1 killed and 8 injured.

Cause: Failure to provide adeauatc flag

protection.
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June 11, 1937.
To the Commission:

On April 25, 1937, there was a rear-end collision
between two passenger trains on the Chicago & North Western
Railway near De Smet, S. D., which resulted in the death
of one employee and the injury of six passengers, one
employee and one Pullman porter.

Location and method of operation

This accident occurred on Subdivision 2 of the Dakota
Division which extends between Tracy, Minn., and Furon,
S. D., a distance of 136.3 miles. In the vicinity ol the
point of accident this 1s & sinzle-track line over which
trains are operated by timetsble and train orders, and a
manval block-sisnal system between 7:30 a.m. and 5:30 p.m.,
time spacing rules being in effect the remainder of the time.
The accideat occurred at a point 2.85 miles west of De Smet;
approaching this point from the west the track is tangent for
more than 4 miles, followed by a 0°30' curve to the right
1,100 feet in length, the occident occurring cn the tangent
track at a point about 200 feet from its eastern end. The
grade for eacst-bound trains is generally ascending, being 1.0
percent at the point of accident.

In the vicinity of the point of accideat the track runs
through prairie land and in the immediate vicinity there are
several cuts and fills. The cuts vary from 150 feet to 1,450
feet in length, and from 2 feet to 7 feet in depth; the acci-
dent occurred in a cut 1,450 feet in length, sand about 7 feet
in depth at its maximum.

There was a heavy snow falling and a strong northwest
wind was blowing at the time of the accident, which occurred
abcut 9:30 a.m.

Description

Train No. 504, an east-bound passenger train, consisted
of 3 baggage cars, 1 combination baggage and mail car, 1
coach, 1 Pullman sleeping cer, and 1 dead-head gas-electric
motor car, in the order named, all of steel consftruction,
hauled by engine 1545, and was in charge of Conductor Howard
and Engineman Key; the dead-head motor car was in charge ofl
Engineman Carpenter. This train departed from Huron, S. D.,
1ts initial terminal, 33.3 miles from De Smet, at 2:23 p.m.,
April 24, according to the train sheet, 48 minutes late,
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departed from Cabour, 24.5 miles from De Smet, at 9:41 p.m.,

49 minutes late, and proceedea to a noint about 2.85 miles

west of De Smet where 1t became stalled in snow in a cut, .
at about 10:35 p.m. The motor car was then cut off and

attempted to back out of the cut, but had proceeded a dis-

tance of only about 50 feet when it became s%talled, and it

was standing at that voint when it was struck by Train No. 412.

Train No. 412, an east-bound passenger train, consisted
of 1 baggage car, 1 combination mail and baggage car, 1 coach
and 1 Pullman sleeping car, in the order named, all of steel
construction, hauled by engine 1589. Thlis train departed
from Huron, S. D., under authority of Form A Clearance, at
8:18 a.m., April 25 according to fthe ~&in sheet, 13 minutes
late, and struck the reer end of Train ! +. 504 while travel-
ing at a speed estimated to Lave Leen alkiut 20 miles per hour.

Motor car 9925 was badly damaged and the 1lsad pair of
wheels of the rear truck wss derairled. The third, fifth and -
sixth cars in Train No. 504 were gomewhat damaged. The pilot
of engine 1582 was demolished and the Tront end ot the smoke
box was smashed. The first car in train No. 412 was slightly
damaged. The employee killed was a conductor who was dead-
heading in motor car 9925, and the employee injured was the
engineman in charge of the motor car.

Summary of evidence

Engineman Key, of Train Mo. 504, stated that the air
brakes had been tested at Huron and worked satisfactoraily
en route and that he 4i1d not have any trouble with his train
until he encountered the snow where his train became stalled.
He whistled out a flag and saw the flagman start back with
flagging equipment. He asked Concductor Howard to go back and
have Engineman Carpenter start the motor car and try to help
out, but they were unable to move the train. Conductor Howard
then went to De Smet for help and at that time Engineman Key
stated that he could not see the front end of his engine. A
heavy, wet snow was falling ond a strong winda was blowing,
but the weather was not cold nor such as to endanger human life.

Fireman Reintsma, of Trein Wo. 504, stated fthat about an '
hour after Conductor Howard left for De Smet, IMlagman McIntyre
came to the engine for coal and told him thet he had placed
5 torpedoes on the track but nothing was said to Enginenan Key
regarding this visit of the flagman to the engine. The flag-
man then returned to the rear of the train and that was the
last he saw him. Due to the storm he was unable to see the
rear of his train.
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Conductor Howard, of Train No. 504, stated that he talked
with the conductor of Train No. 411 which arrived at Huron
from the west just before his ovn train departed, and was
told that the snow vas bad o1d that it would be advisable to
have his train double-headed, but this suggestion later
slipped his mind. After his train becamc stalled near De Smet
he told the flagman tou go bsck to rlag and that he was going
to De Smet to get help. While he wiew that the wires were
down when he left Hvuron, he thought he might be able to com-
municate with Iroquis, the first block station to the rear,
but on arriving at De Smet he found that all of the wires
were dead. He remained in the station until about 5 a.m.
and then started back toward his train, but due to the
severity of the storm and snowdrifts from 2 to & feet deep,
he was unable to procesd and returned to the station. About
8 a.m. Flagman McIntyre entered the station and when asked
who was doing the flagging he stated Baggageman Venard was
attending to that duty. Conductor Howard wvas still in the
station when the mail clerk entered and informed him of the
accident.

Flagman McIntyre, of Train No. 504, stated that when
his train became stalled he lightel a red fusee and started
back to flag, placing the fusee zabout 500 feet from his
train; he proceeded back until he found a clear rail where
he placed two torpedoes and then continued back to another
clear rail where he placed two adéxtional torpedoes, having
gone back a total distance of aprroximately 1/4 mile. After
being cut about 30 minutes he returned to the train and the
second time he went out he went beck a distance of about 3/4
mile. During the nicht he returned tc the train several
times to warm himself as the moisture was freezing on his
eyes and face, About 5:30 or 6:00 a.m. he and Baggageman
Behrens, vwho was deadheadins, left the train in an attempt to
locate a Tarmhouse from wailch they covld telephone to De Smet
or Huron and also ob%tain focd for the passengers. Flagman
McIntyre arranged with Baggsgeman Venard to provide flag
protection during his absence. While he knew that Baggageman
Venard's 16-hour tour of duty would soon expire, he did not
think that the length of time an employee was on duty in
cases of emergency, was of great significance. As they were
unable to locate the farmhouse, they continued on to De Smet
and were at that point when the accident occurred.

Baggageman Venard, of Traian No. 504, stated that after
several attempts were made to move the train in either direc-
tion with the assistance of the motor car, the motor car was
cut off for the purpose of backing to Manchester, but it had
proceeded a distance of only about 50 feet when it also became
stalled in the snow. Baggageman Venard relieved Flagman
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McIntyre of his duties about 6:30 a.q., and on going to the

rear of the ftrain he informed Condvuctor Innes, who was dead—
heading in the motor car, that his own 16 hours of service .
would expire about 7:40 a.m. Connductcr Innes told him that

he would take care of the flagglqg atter tho®t time. Baggage-
man Venard then took his flagzing equipment and went to a
point about one car lenzth back of his train from which

point he could see a distance of about 4 telecraph poles

to the west. About 7:30 wn.r. he rebturned to the third car
from the rear and saw Coniuvc%or Innes in the front end of

the coach. He made a c£izn to "he conductor and the conductor
nodded, this being understood Ly Earregeman Venard as an
1nd10atlon that the condictor would tevc charge. Baggageman
Venard then continued to the oombinuflon nall and baggage

car and went to sleep; he was still sleeping when the acci-
dent occurred.

Engineman Carpenter, in charge of the motor car, stated
that he and Conductor Innes took turns in foing to ﬂ’\@ engine
for coal, and he was getting ready to go 0o the engine when
the accident occurred. Conductor Innes had left the motor
car about 15 minutes prior to that time, but he did not
know where he went, and at no time did he hear any conversa-
tion between Baggageman Venard and Conductor Innes relative
To providing flag protection at the time of the accident.
Conductor Innes was in the passengser compartment of the
motor car, and he was Tatally lﬁdbfvd.

Engineman Shephard, of Train 'o. 412, ctated that the
snowstorm was bad on leaving Huron, but he did not experience
any trouble and his treoin made H“e u”uul speed until he
encountered snow in a cut about 1/4 mile west of the point
of accident, which somevhat reduced the speed of his train.
He then used more steam and the ftrsin had attained a speed of
approximately 20 miles per hovr wvhen his engine struck motor
car 9925. He reached for the throttis ond then received a
second jar. Before renching the cuts west of the point of
accident his vision aread vag rectricted to the front end of
his engine and on entering the cuts ne could not see even
that distance. On aoproaching the point of accident he did
not hear any torpedoes, nor did ne see a flagman or any fusees.

Fireman Hoffman of Train No. 412, stated that as his '
frain proceeded eastward the storm becane worse and upon
striking two snow drifts shortly before the accident he thought
the train was going to stall. He did not hear any torpedoes
explode and he estimated the spesd of hig train to have been
about 15 miles per hour at the time of the accident. Conductor
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Hittle estimated the spe~d of his train to have been about
20 miles per hour at the time of the accident.

Flagmen Shanaghan, of Train No. 412, stated that he went
back to Tlag immediately after the accident, and he noticed
a torpedo on the rail about 1/2 nils from the point of, acci-
dent; the engine hald apvarently s'1 over it, as it had not
been exploded. Flagman Shanahan sicted thet the storm was
severe; it was below fresezing and his face was covered with
ice as he walked back to Manchester and it took him about
2 hours 45 minutes to walkx 6 miles.

Dispatcher Kelley, at Huwron, stated that when he went
on duty about 6:30 a.tl., April %25, there wers no wires east
of Huron. He talksd with tr= digpatckher vhom he relieved and
had no reason to believe thut Train No. 304 had not proceeded
in the normal manner. He clearced Train No. 412 about 7:55
a.m. and inadvertensly iscusd a clearance card, form A, read-
ing "block clear", instead of issuing a cuution order for
Train No. 412 from Huron to Trscy, ~ivinT as the reason for
his error the fact that nis attention vags interrupted by a
stockman inquiring about a car of horses. He further stated
that on Sundays there arc no open stations between Huron and
Tracy, but an operator is called to neet treins No. 411 and
412 at Brockings.

Discussion

The investigation disclosed that when Train No. 504
became stalled in the snow about 10:35 p.m., the flagman went
back with his flagzing equipment and placed torpedoes on the
rail at two points; he returned to the train to get warm
several times during the night. About 6:30 a.m. he left the
train to try to locate a telephone, and to obtain food for
the passengers, having arcanged v1th Baggageman Venard 1o
provide rear end protection, even though he knew that the
bagsageman's 16 hours of service would soon be completed.
Bagrageman Venard arranged with Coaductor Innres, who was
dealheading on the motor car, to relieve him when his 16
hours were up, and then took a nositicn near the rear end of
the train where he remained until about 7:3%C a.m. when he re-
turned to the coach and vrsceived a siznal from Conductor Innes
which he interpreted ar menning that the conductor would re-
lieve him. Conductor Iance was fatally injured and no state-
ment could be obtained from bim, but ruvarently he made no
attempt to provide flss protzction; whether or not he thoroughly
understood what vas expected of him is not known. The protec—
tion given the resr end of Tr-in Jo. 504 was of a mosT per-
functory nature and during much of the time it was entirely

[ S A
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lacking. It was the pararount avt; of the flagman to protect .
the rear end of his train and there was no good reason for
him to leave the train in view of the conductor having gone
to De Smet for the purpose of communicating with the dis-
patcher. The conductor, however, was unable to communicate
with any one, due %o all of the wires being down and on ac-
count of the storm and deep snowdrifts he was unable to return
fo his train.

Rule 317a of the oncrating rules provides that for a
following movenent a peruissive train order must be used to
admit a passenger train to a block that is not clear if com-
munication can be had with the train dispatcher.

Dispatcher Kelley stated that he inadvertently issued a
clearance card, form A, showing a clear block Tor Train No.
412 from Huron to Tracy, giviag the reason for his error that
his attention was distracted by a stockman who was inguiring
about a car of stoclk.

The visibility was such, however, that it is Aoubtful
whether the accident would have bs=n averted if the train
had been operated under a pevrmiscive train order. Engineman
Shephard, of Train No. 412, stated thuat on approaching the
cuts west of the point of accident his vision extended only
to the front end of the engine and on entering the cuts he
could not see even that aistance. He 4id not hear any
torpedoes explode, although 1% seens evident that torpedoes
were put down by the flagman JF Train No. 504 since the flag-
man of Train No. 412 found an unexvloded torpedo on the rail
as he went back to flaz.

Conclusiocon

This accident was caused by failure to provide adequate
flag protection for Train No. 504.

Respectfully suvbmitted,

W. J. PATTZRSON,

Director.



