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Minneapolis, St. Paul & Sault Ste, kcric
April 8, 1939
Supcrior, Wis,
Derailment
Mixed

Extra 3010
3010

39 freight cars, 1 coach, 1 mail and
express car

15 Hl.p.h,

Timetable, train orders and manual
block system

Single; 4° curve to the left; level

Clear

4:24 DM,

1 killed

Probably caused by wear on vearings on
cradle castings of engine truck, com-

bined v1ta wear on spring casing of
centering device of trailer truck,
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May 17, 1939.
. To the Commission:

On April 8, 1939, there wac a derailment of a mixed
train on the Minneapolis, 8t. Paul & Sault Ste. liarie
Rallway at Superior, Wis,, which resulted in the dcath of
one employee,

Location and lMethod of Operation

This accident occurred on that part of the Duluthe-
Superior Terminals which cxtends between Tower Ave, Jct.
and Junction 278, Jis., a Jdistance of 8.2 miles, In the
Vic nity of the point of accilent this 1is a single-fracxk
line over which trains are onecrated by timetable and train
or¢ers, anl between 73rd Street Tower and Newton Avenue
Tower, by manual block syctemn., The derailrent occurred at
the guard rairl opposite the frog of a turnout leading to
a track known as the Soo Ore Linc transfer, at a point 116
feet west of Newton Avenue Tover, which in turn is located
4,9 milcs west of Superior. approaching this point from
the west there is a taagent 980 feet long, foliowed by
a 4° curve to the left 490 foet long, which includes 231
fcet of spiral at 1ts western end; the derailment occurred
on this curve at a point 70 feset from 1ts eastern end,

The grade is prectically level.

The accident occurred within the lim:ts of an inter-.
locliing wlich goveinsg movements over a Northern Pacific
crossing located a short distance beyond the point of
acclident, the tower being located in the northwest corner
of this crossing.

The track structure consists of 80-pound rail, 35
feet 1n length, laid on an averags of 20 hardvocd tics to,
the rail length; it is double-spiked on curves, fully tie-
plated, and ballasted with gravel to a depth of 12 1inches,
The swrirtel involved leads to the right through a No, 10
turnout. The guard rail, 11 fcet long, as oolted at onch
end and fastened in the middle with two clamps; 1% had

‘ been rencwed the morning of the accident.

Mixed trains are restricted to a2 speed of 25 miles
per hour over all railroad crossings,.

The weather was clear at the time of the accident,
whiich occurred about 4324 p.m.
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Degcription

Extra 3010, an cast-bound mixed train, consisted of
39 freight cars, 1 coach, and 1 mail and express car, 1in,
the order named, hauled by engine 3010, of the 2-8-2 type,
and was in charge of Conductor Pike and Engineman Cottle.
Thig train departed from 73rd Street Tower, the last open
office and 1,7 miles west of Newton Avenue Tower, at 4312
Pelle, according to the train sheet, and when approaching
Newton Avenue Tower was derailed while traveling at a
speed estimated to have been about 15 miles per hour.

The engine stopped between the Northern Pacific tracks
and the Soo Ore Line transfer track and leaned at a slignt
angle to the left with its front end 170 feet beyond the
point of derailment, hhe teander stopped at practically
right angles to the engine, telescoping the left rear side
of the engine cab, The first car stopped parallel to the
tender and was destroyed., The second car stopped on 1its
side to the right of and in line with the first car, The
third to sixth cars, inclusive, were derailed and stopped
at various angles on thne maln track, The thirty-sixth
car was derailed and slightly damaged, and the draft gear
on the last car in the train vas damaged.

The employee killed was the fireman,
Summary of Evidence

Engineman Cottle stated that the air brakes had been
tested at Glenwood, their initial terminal, and the brakes
functioned properly en route. Approaching Newton Avenue
he eased off on tne throttle, and the train was traveling
between 12 and 15 miles per hour when he felt the engine
become derailed; he immediately applied the air brakes in
emergency, His train had entered sidings at several
places en route, and he did not observe any unusual condi-
tion as the engine passed over the switch frogs or rounded
curvess The engine was in good condition and there was no
cvidence of binding at any time, He had previously
operated 2 similar engine and had not experienced any
trouble vith it.

_ Gonductor Pike stated that the weather was clear,
His statement contained nothing additional of importance.

Head Brakeman Ely, who was in the coach, estimated
that the speed was between 12 and 15 miles per hour when
the train stopped suddenly as a result of an emergency
application of the air brakes. Flagman Hanlon estimated
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that the speed was about 15 miles per hour at the time of ‘
the accident.

Towerman Paul, on duty at Newton Avenue Tower, stated
that after lining the route for Extra 3010 he saw this
Tralin approach at a speed of about 15 miles per hour, and
when the engine was between the switch leading to the Soo
Ore Line transfer track and the tower hc saw 1t become
derailed. No. 64 had proceeded eastward over the main
track about 4:11 p.m., and a section motor car had proceecd~
ed westward just prior to tnc arrival of Extra 3010,

Section Foreman Sanda, 1n charge of the track on which
the accldent occurred, stated that on the morning of the
accident he changed thce guard rail at the switch involved
bccause the 0ld guard rail wes somevhat worn, It is a
Soo Line standard 1l:foct guurd rail and 1s bolted on each
end and fastened in tne middle with two clamps, Thke track
wa.s 1n good condition and 1t vas not necessary to gage it
orr to disturb it in any other manncr, He rode over this
traeck on his section car with five members of his crew
approximately 2 minutcs prior to thc accident, and none of
them observed anything vrong with the track.

Maintenance of Way Engincer Wrhitman stated that subse=
quent Go the accident the gage, cross lcvels, alinement,
end surface were checked; the track was 1n good condition
and nothing was found that would have contributed to the
cause o f the derailment,

Master Mechanic Stanton stated that he inspected the
enginc 2s 1t stood immediately aftcer the derailment., all
whcel flanges wer( good and he could not find anything thot
could have contributed to thc cause of tlie derailmcnt.

The cngine was rerailed, and the following day several
attemnts were made to move 1t over the switen involved,

and each time as the engine truck approached the frog, the
left cngine-truck wheel would rise and 1% would have droppa
off the guard raill if the engine had not been stopped.
Carcful 1inspections were madc, but notihiing binding on the
éngine could be found., The wing rail was then spiked, and‘
the cngine was moved safely through the switch, On April
10 tests were made with engincs 3010 and 3007, engines of
the same type. Engine 3007 passed over the guard rail
safely, but the left cngine-truck wheel on engine 3010
would rise ecach time from thc rail, Two differcnt times
wheon the right pin of the centering device on the trailcer
truck was disconnccted, the engine-truck wheels ncgotiated
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the frog safely. The locomotive was taken to thc shop
wacre wne right casing or the trailcer-truck cecntering
device was cut from the locomotive frame ani the parts
rcmoved and inspected, The spraings were the required
standard and he could find nothing wrong with eithcr them
0o the cnd spools. The casing was slightly worn but 1in
hig opinion the wcar was not of sufficient depth to causc
the sprincs to bind or to reduire renewal of the casing
belfore again placirg the engine 1a service, As & result
of ¥is 1nspection haster Mechanic Stanton was not able to
stete just what caused tne engine Lruck to be derailed,
saying thut It would rcoulre [urther study.

Accorling to records fuirnished by tris carrier, cagine
3010 18 a 2-8-2 17pe locomoative with a total vheel base

of 34 Tcet 10 inches ara 2 rigi1d treel base or 17 Teeb.

Tue dilatance between centers of the 'engine~fruck heels

and the first droivers, and the tralles-truck vheele and the
rear drivers is 9 feet 2 1nches, and 8 feet 8 inches,
respectively., The oveorhanz of the engine frame fror the
trailing wncels 1e' 7 Jeet 1 inch, and thwt of the tender

ig B fcet 3. inches from wa. front tender -theels., The
engine truck 1s equipncd with A resistance rocker cenfcring
device end the btrailer truck ' it a spring contering
aevice, Tile distance vetween centera of *tac rear tender
wheels and tne engine-truck wlescls is 67 [euvt b incha

Observationr of Cormiassion's Inspectors

Inspection of tir track Ly ire Commission's insp2Ct27a
did not disclose anrythirzy vrong with the truchk, The main
rcils, svatch, frog, and guard rail were 1n good condltion,
and thec track was in proper x~ge., The fros was tempornrily
removea Irom tno track and o straiznt rail installed in
pleéce of 1t to facilitate tie movemnent of the wrecking
derrick in clearang un the wreckage. The same frog as
replaced in the track at the sawe locatioan, using the same
spikec roles in the tigs, ln change was necegsary in any
part or the track after the wreckage was clecred aviaye
The Commission's inspector,s vere present when eagine 3010
was pulled over the track ac the point of derailment on tne
twvo duys following the accident, and it was evident that
the derailment was not caused by any dciect in the tracks,

The first mark of dera:lment was a flange mark made DYy
the left front engine-truck wheel on thc top surface of
the guard rail, beginning At a neint 12 inches west of the
center of the guard rail and extending eastward diagonally
to the end of this'rail; this mark continued along the ties
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in a diagonal direction toward the right., A small bright
mark on the side of the point of the frog evidently was
made by the flange of the right wheel, .

At the Superior roundhouse, the trailer-truck center-

ing device was removed and dismantled., The device showed
"little wear and no binding of any of the parts: slight
wear was found on the inside of the spring casing, but 1t
alone was not sufficient to cause the derailment, The
engine was then moved to the Shorcham Shops, Minneapolils,
where o morc thorough inspection was made by the officials
of the railroad in the presence of the Commission!s
lnopectors, The cngine truck was dismantled, cleaned, and
inspccted, 8light wecr vas round on the bearings of che
cradle castings, but the tearings had been well lubricated,
ana thnc wvear itsclf was not considered sufficient Lo cause
the derailment, The loleral clearences on all eagine
wneels vere within the Federsl reauvircments. The running
gear and all Tlanges were 1n good condition and the tire
vear on all iwheels was 1/16 1inch, The drawv-bar between

the engine and the tender was not binding and 1t hed free
lateral movement.

Engine 3010 had been operated frcquently over the
track involved and had pussed safely over this track west-
werd April 3, 5, and 7, and 1n castvard movements April 4
and 6,

Discussion

As the engine vas passing over the ewitch invelved the
enginemar. felt the engine become derallued and he immedinte-
1y apnlicd the air brakes in emergencv. The cngine stopped
with 1ve front end 170 Tcet bcyond the point of derailment,
Incpect:on of the track disclosed 1t %o be in good conii-
tion and there was o indication that it contributed in
any way to the accidcnt, Subsecusnt to the accldent,
engine 3010 wns pullcd over the track several times, and
gxcll time a3 the engine truck reached the guard rasl tac
left vheel would risc from the rail, but the engine was
stopred before 1t became derailcd.  Two moveuments werc amadc
with the right pin of the centering device on the trailer
truck disconnccted and thc engine ncgotinted the frog .
safcly. Both the engine and the trailer trucks were re-
movcd and dismantled; slignt mear on tac bearings of tac
cradle casgtings on the engine truck and also slight wear
on the inside of the spring casing of the centering device
of the trailcr truck verc disclosed, Since the cngine
failed on the trial runs to negotiate tnc frog safely,

exccpt when the right pin of the ccnteraing device on the
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trailer truck was disconnected, it appears probable that
the combined wear of these two portions of the equirment
resulted in a rigid or binding condition, preventing the
engine from properly following thc curve, which resulted
in 1its derailment,

Conclusion

This accident probably vas caused by the wear on thg
bearings on the cradlc castings of the engine truck, Com~—
Pined with the wear on the spring casing of the centering
device of the trailer truck.

Respectfully submitted,
W. J, PATTERSCN,

Director.



