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INTIFSTATE COMi..ERCE CORMISSION

REFORT OF TH& DIRZCTCR OF TH® BUREAU OF SAFETY IN
RE INVISTIGATION OF AN ACCIDENT WHICH OCCURRED
O THE [LISSQURI PACIFIC RAILROAD NEAR LAWRENCE

NEBR., Ol DECENMBER 10, 1931.

January 23, 1933
To the Coumiasion:

On Decepyber 10, 1931, there was a derailment of a
miXed train on the Missouri Pacific Rallroad near Lawrence,
Nebr,, which resulted in the death of 2 euployees and the
injury of 1 passenger and 1 employee

Location and method of operation

This accident occurred on the Prosser District of the
Northern Kansas Division, extending between Ywaa, Xans,,
and Prosser, Nebr , a distance of 103.05 miles, 1n the
vicinity of the poinl of accident this 1s a sinple—-track
line over which trains are operated by time-table znd train
ocrders, no block-signal system being in use. The accicdent
occurred about 3 miles east of Lawrence, or at a point 180
feet east of highway bridge No. 4b, the bridge 1s &
seven—-panel pile trestle, 100 feet 1n length and abous
25 feet 1n height, which carries the f*ack over a county
read. Approaching the point of accident frcu the east, the
track 1s tangent for a distance of 1,898 feet, and then
there 1s a 39%curve to the left 700 feet in lengtn, 300
feet of tangent, and a 2° curve to the right 800 feet in
length, the accident occurring on this latter cuzrve at a
point 40.3 feet from 1ts eastern end, at which point there
1s a f111 about 10 feet 1in height The grade 1s 1,02 per
cent descending for westbound trains.

The track 1s laid with 56-pound rails, 30 feet 1in
length, with an average of 17 ties to the rail-length,
single-spiked, and ballasted with natural soil, clay—loam,
Four-hole angle bars are used. It had been raining and
snowing off and on for several days prior to the accident,
and while 1t was not raining at the tiume of the accident,
vet the roadbed was very soft.

The weather was foggy at the time of the accident,
whilch occurred about 1.15 p,m.

Descripticn
Westbound mixed train extra 2360 consisted of 2 freight

cars, 1 baggage car, and 1 coach being used as a caboose,
hauled by engine 2360, of the 4-6-0 type, and was in
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charge of Conductor Donigan and ®ngineman Bergin. Tais
train left Mt Clare, 9 02 miles east of Lawrence, =3t

12.55 p.m,, 2ccording %o the train sheet, and was approach-
1ng Lawrence at 4 speed estisated to have beer apnut 20
miles per hour when the coach was deralled ¢n account of a
broken rail.

The coach was deTrTairled at a point 180 feet east of
highway bridge No. 45, and continued on vntil 1t reached
the widdle of the bridge before 1t turned cvar to the 1ls=ft
and canme to rest on the ground bottowm up, 1n line with the
track and west of the county road, with 1ls rear end &7
feet west of the east end of the bridge The coach caught
fire from an overturned stove 1n the forward end and was
consuamad, The employees killed were the conductor and a
orakeman, and the ewployee injured was the flagman

Surnary of evidence

Engineman Berpin siated that =pproaching Lawrence
the train was drifting down the grade at a speed of about
30 miles per hour, as the engine passed over the place
wnere the 1nitial point of derallment occurred, he felt
a slight lurch, although nothing out of the ordinary,
and as the engine was passing over the bridge hs fels
a resistance or pull on the train. On looking ovack he
san that the coach was deraiied; he i1mmediately applied
the air brakes 1n eumergency and about lhis time the car
tell ofl the bridge, the engine and first three cars con-
tinuing on the track and stopping about onec and one-half
car-lengths beyond where the coach broke away. The airr-—
brakes had been tested prior to starting the trip and
worked properly en route, and he noticed nothing unusual
as to the manner in which the train handled After the
accident he went back and assisted the traln crew 1n tae
coach, but made no examinaticn of the track or roadbed.
Strtements of Fireman Gorrell were similar to those of
Engineman Bergin,

Section Foreman Harvey stated that he passed over the
track on a moior car about three and one—-bhali hours pricr
to the occurrence of the accident, but noticed nothing
unusual with respect to track conditions. He arrived at
the scene of the accident about 45 minutes alter 1tis
occurrence, and his examination of the track disclosed that
the accident was caused by a broken rail, the short piece
of rail at 1ts leaving end had worked inward and there were
marks where a flange had rolled up con to the rail.
Temporary reépalrs were wade by splicing the broken rail
v1th angle bars and shifting a tie under the rail. Section
Forerign Harvey had not walked over the track in the
vicinity of the point of accident recently 1n order to
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determine the condition of the ties, onlily inspecting thenm
frow ths motor cer, and he could not say whether there
were any broken tiesg, while the wmotor car was not heavy
encugh to depress the track and disclose whether the track
wag churning. KEe did not ¥now of any ti1es being center-
bound, and gard the roadbed was wet, but not soft. Since
the accident he removed about 10 ties east of tne point of
derairlment, these ties being soft, some checked, and
others decayed, so that they would not hold the gauge.

Ee gaid tnat when tone track 1s found to be out of gauge,
1t 18 drawn in by pulling the spikes on both sides of the
rail, plugging the spike holes, and regauging th=2 rails,
some of the ties 1n the i1miediate vicirity of the point of
acciagnt were pretty well plugged in this manner, and there
were one or two ties that had a second plug driven next to
the outside of the sprke in order to hold 1t. The scction
asgligned to Seciinn Foreman Harvey 1s 11 miles 1n length;
at the time of the accident he had two laborers agsisting
hir, and the records indicatedthat duaring the past two
years he had had two laborers acout half the time and one
laborer practically all the regst of the time.

Roadmaster Mathews stated that he passed over this
section of track on eagtbound train No. 8920 about four
hours prior to the gccurrence of the accident, but
neticed nothing unusual at that tinme He arrived at the
scene of the accident about 3 g,m. Decemwber 11, and his
exdamination ol the track aisclosed “be Yroken reirl, which
was st1ll 1n the track and on the outside of the curve,
that evidently caused the accident. Therc were no marks
to 1ndicate dragging equipment, and the first tie to be
marked was tne fourth or fifth tie beyond the break. The
track conditions were fairly good, with the gauge correct
at the point of accident and the ftires generally in faar
condition, althouyh once 1n a while broken ties would be
found on the curve east of the point of accident Hegaw
no evidence of churning at the ends cof the ties, or sagging
track, due to wet weather., Work of renewing ties and
,auging the track had been perforiaed within the weck prior
to the accident, and he 2lso stated that no trouble was
experienced 1n malntalning crogs levels, surface or aline-
ment. Roadmaster ilathews did not know definitely what
caused the rail to break,.

Car Inspector Vincent sftaed that he tested wae aar
trakes on extra 23380 prior to the trip and that they werked
properly. He arrived at the scene of the accident 2bout
3. a.m December 11, and it that time he exawined the
debris of the burned coach, th2 angle cocks and cut out
Cock vere 1n proper position, the wheel flanges were 1n
good condition, and the foundation brake rigging intact,

In his opinion the accident was due to a troken rail, the



L

break being clean anc fresn, and he thought that the for-
vard truck of the coach was tne first to pe derailed.

Divisicn Engineer Bush gauged the track east of the
point of accident on the day after 1ts occurrence and 1t
reasured from 4 fect 85 inches to 4 feet 2 i1ncass, the
supcrelevatien of tne outeide rail of the curve was 3 inches

Lxamination ol the track for a distance of aporoximate-—
iy 1,000 feet cast of the peint of dirailment disclosed
1t to be 1n poor condition, In the first 14 Taill-lengths,
1C new ties had replaced 2ld oncs the adv after the accei-
denl, 1n tlis same distancs thoere were 19 ties with the
cnds vroken and splintered and not sound eaocugh te hold the
splkes securely. The cluy-leam bellast covered the ties
1n the center between 1l ¢ rails and on account of tae fact
that the ground was froron at tne tiae of this exawination,
1t was not possible to amcertain the true condition in
the ecnter., There were numerous places whero the omdg of
the ties were unsuppolbed, caused by the ties churning
di.ring the pievious wol veather, lcaving tacm cénveTbound,
There were also wmany places vhere tac track nad bhcon nulled
nack i1nto gauge by rocuoving spikes, plugging the heles with
vorden ping ond redriving the spikes, «t onec place the tie
vas 1n such condition that a second wooden plug had becn
driven into the ti1¢ tack of the spike in crder to hold the
spike 1n place. The track a4lsc was uneven as to level and
allnernent wd naeasurcuaents talen o ascertain th-° aaiount
of 8sz at tnz ends of sone or the unsupported tiaes, as a
train passed slovly by, at wnich time the ground was
frozen, showed the awount of sag to vary frowm 1 te 2%
lnches,

The rarl i1n this gection of track was rolled by the
Wertern Steel Cowpany 1 Auzuct, 1837, and while there was
no definite record as to when 1% was laid, the officials
were of the opinion that this took place when the track
wag built in tho fall of 1887 or carly in the year of 1888,
The rarl broke al a point 5 feet 4% inches frow the leaving
cud; the tracture was a new clcan brecak, extending
dicgonally upward and erstward, so th2ti vhen 1t passed
threugh the head eof the ra1l 1t was 1 1/8 inches cast of
1is origin. This left the rairl nwmacdiatcly east of the
point of fracturc iree fto sctile under the weight of 2
car, and also to give way or tend to the left, toward the
outside of tae curve, pemiiltting the waeel Flanges teo
strike the hcad of the leaving end of the rail; this
latter portion of the broken rail was battered on tue top
of the hecad at the edge of the break, and twe distinct
flange narks ' ere visible starting at the center of the
head and extending diagorally ' estward for a distance of
about 4 feet, vherc the wheels dropped off the rail on the
outside West of this point, the track was torn out up

to the bridge abutment.
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Conclusions
This accident was ~2aused by a broken rail.

The 1nvestigation clearly showed that a rarl on the
cutsicde of the curve had btioken in such a way as t» permit
the vheels to encounter the head of the le wving porticn
~f the rail, mounting 1t and then traveling along on 1ts
1unning surface a snort digstance before dropping oft on
the outsaide This was gnpalently a clean fracture, in an
0ld 56-pound ra1l, and ine Treason for 12ts {failure was not
cefinitely ascertdined The investigition developel, however
that the track ve8& not we'l maintained, even for branch-
line traffic, the fies vere only in Tnir condition, and the
tallasct was such taal the Tainy veatner wnich had ore-
varled for soue tiwe h-d softened 1t very meterially, Te-—
sulting 1n churning owl tue bnllast under the ends of the
ties to such an extent that they would sag from 1 to 25
1nches under g 1nving tratrn, Subseouent o the accident,
other broken rairl:. deaveloped 1n this territory Tibta cld
Yicnt-veight rai7s 10 use, 1t 18 egssentral that the track
be well mawntalned 11 gtrainsg are not to be placad »n the
191lg which will be beyond their ability to withatand.

In thys particuldr case, while the camee for the breaking
of the rail can not be definitely stated, 1t 15 bslicved
that failure to maintain the track properly may well heve
been the underlying Treason. This was not so wauch o cues-
t1on of 1nadecuale i1nopection as it was of maintensnce, and
the developmnent of such conditious should not be peruitted
to ex1st on any railroac.

A1l of the einployees 1rvelved vrere experienced aen,
and at the tire of thr agccident none of them baid b-e=n on
duty 1n vioclsticn of any of tae prowicsions of the nours
of gervice lav.

R=2spectfully submitted,
%w. P. BORLAYD,

Dirertior.



