A 1036

R o

INTERSTATE COMTERCE COMMISSION

AT~ ————_

REPORT OF THE DIRECTOR OF TYE BUREAU OF SAFETY IN RE INVES-
TIGATINN OF AN ACCIDENT WHICH NCCURRED 0N TH® CHICAGD,
MILTAUREE & ST, PAUL RAILWAY NEAR PORTSMOUTH, IOWA, ON
MARCH &, 18924,

April 18, 1934.
To the Cormission;

On March 6, 19%4, there wes 2 derailment of a passen-
er train on the Chieago, Milwaukze & St, Paul Railway near
ortswzuth, Icova, which resulted in the death of one employee

and the injury of eicht passergers, tvo emrlayees, and three
trespassers

Lozation and method of oreration.

Thie ancident oczurred on the Iowa Division vhich ex-
tends betwsen Courcil Bluffs and Perry, Iowa, a distante
of 120.6 piles; 1n the vicinity of the point of aceident
this is a single-track line over which tralns are operated
by time-table, train orders and a mamual block-signal syetem,.
The ac~ident occurred at a point approximately 3.65 miles
vest of Portsmouth, approaching this point from the west
there is a 30 curve to the right 1,500 feet in length, then
883 feet of tangent, followed by a 39 curve to the left
1,825 feet in length The derailment occurred on this lat-
ter curve 364 feet from its western end. The grade at the
201nt of derzilment is practiczally level

The track 1s laid —ith 90-pound rails, 33 feet in
length, vith an average of 30 ties to the rail length, atouz
90% being hardmood, single-spiked, tis-plated on curves, and
ballasted with gravel and cinders, to a depth of from 8 to
12 inches. Twenty-four inch angle tars are used, staggered
Tge ra1l was rmamfactured in 19218, and laid in September,
1917

Time table rules regstrict the speed of passenger
trains to 55 miles an hour between Council Bluffs and
Manilla, Iowa, mithin vhich territory this accident occurred.
The weather vas cloudy at the time of the acecident, vhich
occurred at abou*r 2:00 a.m,

Descraption.

Fastoouni passenger train No. 20 consisted of one bag-
gage and express car, one coach, one chair car, one Pullman
tourist car, one Pullman sleeping c¢ar, and one acbservation
car, in the order named, of all-steel construction, hauled
by engine 8624, and was in charge of Conductor Reardon and
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Engineman Pendy. This train left Courcil Bluffs at 1:10
3.m., accegrdzr. to the train sreed, 10 wznhtag late, passed
Neola, tane 1ast oper office, arprox.matelv 127 miles rvest
of the woint of aczilent at 1:40 a.w., 71 mimtes late,

and vas derailed waile traveling as a sweel estimated to
have teen betieen 36 and 45 miles an hour.

The entirs tzairn vas dergailed +to toe right, with zhe
gxcertion of the enzine trucky vhich care to rest fto tae
left of the t—ack and almest ‘oprosite the heail end of tae
engine., Enzine 8634 aprarently siid atout 75 feet on 1te
Tight side vefore coring tc rest avout 5 feed from the out-
side rail, almost parallel to the track, arnd atout 750 feat
from the initigl —oint of derailmert; the tender mas direct-
1y Tehaind 1t The first three cars care to rest or their
right sides, while tre fourth, fi1ftk and sixzth cars re-
mained upright and partly on the roadbed., The employes
xilled vas the engineman.

SurmaTy of evidence,

Fireman Tarner 32aid bhis train left Council Zluffs
about 14 minutes late, zand —<hile it 7as his crinion tnat
they had made up =2 rimte or tvo of the lest tire at the
time of the derailmens, no special effort 7as being made *o
gain additional time, the gweed of his Trair kteing acout 45
miles ar bour at the time of aczident., He =2gii the first
intimation he hai of anythinz Jrong 7ag a noise -hizh
govnded as 1f the enzine truck wsre off the rzil but before
e could movwe from the dack of the enzire %o the ¢cat vindow
the engine turned over on 1its right side, throving him from
the cat. He stated trat the engine vas neo* a hard riding
one and <while it rolled considerably or this trip, it vag no
more than usual. He also said tasre seemeld to be consider-
able lateral in the traller truzk but he ixd not kn hesr
rmach lateral there —wvas as he had not insvectsd thenm Fire-
man Varner -as of the orinlor thzt tae front end cf the en-
sine vas %he first to be derailed,

Cornductor Reardon stated that his train left Councal
Bluffs eleven mimutes late, and visaed Vecls, sleven r_nutes
late; thers ras rothinrg unusuall in the operation of the
train betveen these rcints, and gcheldule sresi ~as main-
tained. He estirat2i tre speei to have heen Hetveen 35 and
40 riles ar hour at tke tire of the derailment, and was eof
the oplnion that the zir brzkes were sr-liied 1n emergency
immedlately rrior to the accident. He loockeid at his match
Imrediately after the acecident ari neted that 1% vas then
2:27 a.m He coull azdvanze no probarle cause cf the derarl-
ment. Trhe statersnts »f other members of the train crew
addsd rothing 27 importance to the evidence,

Tk air brakes ~ers tssted and 7orked propsrly en routs,
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General Roadmaster Snea was of the opinion that the
south rai1l ran true to surface prior to the accident, but
that the north rail had heaved considerably, thesreby reduc-
ing the superelevation With this condition prevailing the
weight of trains was thrown agairst the outer rail, widen-
inz the gauge, as indicated by the tie plates, for 12
inches, and the gaugeé being % inch <vide at the point of
accident in addition, permitted the left trailer truck wheel
to drop inside the low rail, turning the outside rail over,
resulting in the subsequent derailment. He stated that in
the half mile of track immediately preceding the derailment
there were a mumber of ties that should have been renewed
last fall, and that had the outside rail been shimmed to the
extent ¢of 1% inches, making the superelevation 33 inches,
the accident wouldi not have occurred, However, he did not
think that track conditions were unsafe in this vicinity,
and that 45 miles an hour wvas a safe speed,

Maintenance of May Engineer Penfield stated that meas-
ures are beang taken to hold the track in gauge, overcome
rail crezping, and the bunching of ties in this vicinity.

Divigsion Engineer Sinclair stated trat he arrived at
the scens of the accident at about 2:30 p.m  The superele-
vation of the cutside rail was one irch less at the point
of accident than 1t was three rail lengths west thereof,
it should reach its maximum elevation akout six rail lengths
east of the west end of the curve, and the initial point of
derailment was eight rail lengths from this end of the curve.
He stated that the half mile of track preceding the point of
accident was 1in unusual condition, and that he was present
when some spikes were pulled out of the ties by hand  He
wag of the opinion that track conditions caused the accident,
the gauge of the track being wide emourh to permit the left
trailq; wheel to drop inside the low rail,

-~

Roadmaster Barnoski and Section Foreman Laurinat rode
over the track at the point of accident on the day prior
thereto and neticed a surge at about the curve where the
accident occurred,apparently due to the low rail having
heaved. The roadmaster instructed the section foreman to
remedy this condition. Roadmaster Barnoski was of the opin-
ion that the accident was a result of track conditions, and
had a slow order been in effect at this point the derailment
wvould not have cccurred.

Agsistant Superintendent of Motive Power Bjorkholm
stated that he examined the encine after the accident, and
the indications were that the engine truck did not leave the
rajls urtil the engine tipped over, as there were no marks
on the wheels, truok, or bensath the cylinders or pllot,
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Inspection of the track 3isclosed the first mark of
derailment was on the curve at a point 2364 fest from its
veatern end, on the gauge side of the head of the norsh
rail, the low rail of the curve; 16 feet beyond on this
gide of this rail there was a mark on an angle bar and
bolt head. At =2 point 35 feet farthsr an inside angle
bar and the corner of the head of trhe rail were knocked off.
Imnediately followine this the tlss were marked near the
gauge side of the rail for a distance of 180 feet. From
this point on the track vas torn up for aprroximately 500
feet and 15 rails vere bent. Starting at a point 83 feet
west of "here the track vas torn up the north rail wvas
turned over ani there were wheel marks on the web of the
rail., The first park on the south rail apreared on an angle
bar on the outsids of the rail at a point 29 feet from the
initial point of derailment, following —hich the ties and
angle tars on this side of the rail vere marked to the polint
vhere the tract ras torn up. From the -vestern end of the
curve to the initial roint of derallment there ~ere found 17
jecayed ties, aprroximately 10% of the total for this dis-
tance, 28 broken tie plates, about 9%, 7 ties not spiked in
the north rail, and € ties not spiked in the south rail,
while 7 ties -ere dcutle spiked in tke north rail and 15
ties double spiked in the south raxrl. For a distance of 77
rail joints aprroximately one half mile, —est of the peint
of accident murerous broken, decaysd, ard rail cut ties <were
found  Tithin thie distance 17 jointe -ere found in the
north rail vith no spikes 1n 3 successive ties; 47 jeints
vith no spikes in 2 successive ties; and 13 joints with 1
tie not spiked. In the south rzil there were 3 joints with
no spikes in 3 successive ties; 37 joints wvith no spikes in
2 successive ties, and 15 joints ~with one tie not spiked.
Rail creeping had bunched the ties in a number of places,
ei1ther shearing the spikes or pulling them out. This con-
diticon apparently had existed for seme time. In addation
to the large number of joint ties not spiked there were many
others which appeared to have been placed in the track last
year and not spiked, and a number of spikes loose enough to
be pulled out with the fingers were also found. A number of
tie plates were broken, apparently on account of rTust and
age, while in places others vere used as braces on the out-
si1de of the rails

Measurements of the gauge and superelevation, starting
at a point 4123 feet west of the initial poinst of derail-
ment, at every rail joint on each sids of the track, the
Joints teing stagzered, vers as follows:



Superelevation Geuge
continued - contimed
8.0" 3,0" 1/8" wide 5/16" wide
1/3!! z_non . 1/8“ n 1/16“ o
1‘2" 3.0" . ?/15" n 5/&" n
1 n 3.0" r 1/3“ n 3/8“ ]
1 %H Zz.0n - 1/8“ L 3/8" W
1 U-" 3 it - O..O“ " 11/1611‘ n
1 3" 3 : o.0" " 5/8" "
3 n K fin " - 0.0“ n 5/8" L
3 v 3.0" ¢ 0.0" v 13/16" "
3 %" 2 &" . 0.C" Curve starts 5/8" "
3" 2 " : D.0 13/18% "
3.0" 2 3" : 1/16" wide /2" "
3.0" 2 yhe : 1/16" ° 1/an "=

*Point of derailment.

Engine 68234 is cof the 4-6-2 type, having a total
weight, engine and tender of 383,350 pounds. Its driving
rheel base is 14_feet, and total vheel base, engine and
tender, 67 feet § inch, Exzamination showed that the tires
vere in good condition and that there was not more than 5/16
inch lateral in eny of the vheels. A therough examinatiomn
of this engine and its appurtenances failed to disclose

anything that could have contributed to the cause of the
derailment.

Conclusions.
This dersilment was cauzed by bad track conditions,

Ovirg to the existing track conditions, the inside
rall being heaved, wide gauge, and irproper maintenance of
the superelevation, apparently the left trailer truck wheel
dropped inside the low rail, resulting in the crowding of
th® high rail to such an extent as to permit the right
front driving vheel to drop Hetween the rails, and the
general derailment followed.

The large number of defective ties, together with im-
properly maintainzd superelevation, loose and missing spikes
and generally bad track conditions will not permit the safe
operation of trains at high rates of speed over this por-
tion of track., The officiale of this railroad are respon-
sitle for permitting these conditions to éxist and for al-
lowing trains to be cperated at speeds which are excessaive
in view of the existing track conditions. Speed restric-
tions should te placed upon this track until it is placed
in proper condition for the safe operation of trains over it.
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A1l of the ernloyees involved in this accident were
gxperiencad men. At the time of the accaident the train
and engine crew had been on duty arvroximately 3 hours,
vrevious to vhich they had been off duty 13 hours or more.

Resvectfully submitted,

W, P. BORLAND,

Director.



