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' ° INTERSTATE COMISRCE COMMISSION 

REPORT OF THE DIRECTOR OF THE BUREAU OF SAFETY IN RE 
INVESTIGATION OF All ACCIDENT WHICH OCCURRED ON THE 
PENNSYLVANIA RAILROAD AT TERRS HAUTE INC., ON 
AUGUST 5, 1 9 P - 7 ' -

To the Co^missioi [ Library 

ober 13, 1S27. 

On August 5, 1937, there was a derailment of a 
freight train on the Pennsylvania Railroad at Terre Haute, 
Ind., resulting in the death of one employee and the in­
jury of three employees. f t 

Location and me-thod of operation 

This accident occurred-oh that part o 
Division extending between Effingham, 111. 
Haute, Ind,, a distance of"67.3 ivil&B. In 
vicinity of the point of accident this is 
line over which trains are operated "by time 
orders and a manurl hiock-signal system, 
occurred w i t m n the yard limits of Terre H 
frog of a fpcmg-pomt switch which leads 
eastward m a m tracK through a. No. S turnou 
or left to the eastward freight main track 
the switch from the west the track is tangent, while the 
gTade is practically level. 
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In the vicinity of the point of accident the track 
is laid with 100-pound rails, 33 feet m length, with 
about 19 treated hardwood ties to the rail-length, tie-
plated and spiked witn from two to four apikes in each tie, 
ballasted with gravel to a depth of about 12 inches. 
The mangar 3e frog, 13 feet 4 inches m length, was 
installed _a the track m 1922. On the day of the acci­
dent an old guard rail was removed from the gauge 
side of the north rail of the freight m a m track, 
opposite the point of the frog, end a new guard rail, an 
Ajax, style-B, 3 feet 9 inches in length on top, made in 
193S, was installed m its place, tnis r.Tork having been 
completed at 11.30 a.m. 

The weather vos cloudy at t"e tine of the accident, 
which occurred at acout 10.C5 p.m. 
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Description 

Eastbouncl freight tram second Ho. 44 consisted 
of 33 cars and a caboose, hauled by engine 8702, and was 
m charge of Conductor Crittenden and Ergmeman Hood. 
This train passed "E" Cabin, about 3,100 feet west of 
the switch, at 10.03 p.m.., entered the switch and was 
derailed about opposite the frog 7/hile traveling at a 
speed estimated to have been about 13 miles per hour. 

Engine 8702 came to rest on its left side with 
its head end aDOut 183 feet east of the point of 
derailment. The tender, the first car, and the forward 
tiuck of the second car were also derailed. The employee 
killed was the fireman. 

Summary of evidence 

Engineman Rood stated that a proceed indication 
was displayed at the position light signal governing the 
movement through the turnout; he shut off steam, at which 
time the speed was about 12 miles per hour, and permitted 
the t r a m to drift, with the result that the speed de­
creased slightly, Tne engine passed the switch points 
and reached the guard rail, at which point the engine 
truck derailed, followed by the turning over of the 
engine. The engine apparently was in excellent condition, 
and he said he had no warning of anything wrong until 
the derailment occurred. 

Conductor Crittenden stated that he was riding on 
the rear platform of the caboose and that the first 
knowledge he had of anything wrong was when the accident 
occurred, at which time the speed was about 12 miles per 
hour. The air brakes applied m emergency and the 
train stopped suddenly, so quick in fact that he was thrown 
against the oack end of the 'caboose and rendered un­
conscious. The statements of Flagman Cox corroborated 
m substance those of Conductor Crittenden; immediately 
after the accident Flagman Cox went back to flag. 

Switch Tender Woerner stated that he lined the switch 
for the movement from the eastward m a m track to the 
eastward freight main track and then gave t r a m second 
Ho, 44 a proceed indication by setting the electric Gignal 
to govern this movement. He watched the t r a m as it 
approached and said that it was moving at a lower rate 
of speed than was ordinarily the case. He noticed nothing 
unusual, no sparks flying or anyxnmg to indicate that 
there was anything wrong with the engine or cars, and the 
first he knew of any trouble was on hearing the noiee made 
by the derailed engine as it bumped along cn the ties. 



At the tine tne Commission'a inspectors examned 
the bracK at tne point of accident tne ties that had oeen 
removed from tne track east of the frog had been disposed 
of, but the max ;a on the frog indicated that the engine 
had derailec" UO the rignt or rout.FI. The new guard rail 
that had been metalled on the day of the accident had 
been removed and placed in a storeroom, where examination 
of the guard rail al^o indicated thai; tne derailment ^as 
to tne south. The first flange WT/L on tne gu^rd rail 
staited at a point 11 mcnes from its western end and 
extended lia^one„lly aciosc the top of the rail i or a 
distmce of 5 feet \ inch to tne point where the ?*veel 
dropped eff on the gauge side of the guard rail", at a 
p o m e about 7 inches epst of rtiere tins mar a: erdod there 
^as a mark on a Bide orace oi the guard rail, aboet 
3 mches fron the top of the guard rail, also apparently 
made by a ^btel flange, Me asarementG made at 7 a.m. 
on the sec ore. day af^ex tne accident disclosed that the 
gauge of the track at the fro^ WF.E 4 feet 9 l/lo incrca, 
but the worn surfaces of the tieo undei tne rail opposite 
the guard rail indicated that the gauge had been 4 feet 
9 5/16 inches before the tie plates had been palled m 

and reepikr.c. These morsi en the ties on the outside 
Of the south rail were ad] .cent to the joint of the south -
rail at the western end of the frog, this joint being b-\ 
feet west of tne point of the frog, and the west e:id of 
the guard rail \nicn was m tne track at the time of the 
accident would hfive been aoout opposite this joint or 
:mm3d3steiy ^a^t thereof. Ordinarily this condition 
might not have had an immediate bearing on the occurrence 
of the accident, but with the short Ajax guard rail 
whi^h was in use at the time the accident occurred, it 
appeared -possible that the side thrust of engines at this 
Joint m. the south rail resulted in the engine truck 
wheels crowding to tne south far enough to alio*: the left 
or north v^ncel to strike the wing- at the western end of the 
guard rail at its weakest point, bending it just enough 
to obstrict the free passage of the kneels around the 
w n j into the threat of tne guard rail; it was at this 
point tnat the first flange mark appeared on the top of 
the guard rail, crossing diagonally to the gauge side of 
the same, a.nd in turn permitting the wheels on the 
opposite end of the axle to come m contact with the 
point of the frog. The curved side of the guard rail, 
next to tne stock rail, wis not a true curve, having four 
distinct straight siies or tangents; starting from the 
wing at the west en"1, they were 14, 3b, 4-9 and 3b inches 
m length. There was a slight hump at the beginning and 
ending of each tangent, whi3e th f u s t section, instead 
of curving outwird toward3 the stocx rail, nad a concave 
curve its full length, the deptn being inch from a 
straight edre. 
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On the afternoon of the day following ihe accident 
teits were maue vn ch engines 01 di^fcreni, types operated 
through the turnout, the engmts b ^ m g moved pt a low 
raLe of speed, from aoout 2 to 4 "ii]ts per hour. Engine 
8703, the engine involved, was snored tnrough by another 
engine and when tnJ left lead vnoel of the engine truck 
reached the west wing or receiving end of tne puard rail 
it counted tie guard rail and was derailed. An engine of 
the 2-S-O type was then operated t irougn the tarnom but 
it renamed on the rails. Engine 13642, of tli'1 same type 
as engine 8702, v/as then moved tnrough the, turnout, and, 
as was the case with engine 8702, tne left lead wheel 
of too engine track moused ibe gurrd rail jnd was 
derailed. The division engineer then had the A]ax 
guard rail removed and an old style guard rail 15 feet 
m length was installed. Engines 8702 r-nd 8642 were 
t.un operatea through the turnout and parsed safely 
through v,lth no signs of the wheels tending to mount 
the rail. 

Treck Foreman phoney stated that during the 
naming of the day of t'ie accident on old guard ra:l, 
of the common typo and nude out of - piece of rail, 
IE feet, m length, .,as removed on recount of a derailment 
occurring to a we^tboun) t r i m the day prior to the 
accident. That dera-i-lmtnt tore out the guild rail ?,nd 
a s^nall portion of the track uut did not damage tne guard 
roil, the new Ajax guard rail was then installed, this 
',.rork o e m g completed tiz 11."0 a.m., August 5. He noticed 
that the new guard rail hid distinct straight lines on the 
throat side of the rail, instead o^ i oerfect curve, and 
•aid t n 3 s -vac the cr.se with the new guard rails then 
being received. He supposed, ho'rovor, that tho^e new 
guard rails were safe for service m sharp turnouts, but 
after I'ltnejsins the tests above referred xo he /rac 
convinced tint while the guard rail vould be safe to use 
at points where turnouts are nor so pharp, yez i"c ir/as not 
long enough to une on a Ho. 8 turnout, on account of the 
bend m it at tno wing of the receiving end. Track 
Eoreman llahoney further stated, however, th- z from his 
cxpei L e n c e m track <ork he thought the derailment was 
caused by the engine truck not properly taking tnc curve. 

Supervisor Oglecby, Master Mechanic Wright and 
Trcimiin&te: Kelly \ ore of the opinion thet the guard rail 
vas defective pnd thit the peculiar bend m it at the 
receiving end probably occurred -<t sometime during the 
process of nnraifactur^, vjile Division Engineer Johns 
t'as 0" the opinion t\at there t SO nothing other than the 
condition of the guard rail which could have caused the 
derailment. 
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Engine 8702 is a passenger engine of the 4-6-2 
type, having a total weight, engine and tender loaded, of 
409,900 pounds. The weight is distributed as follows: 
Engine truck, 49, 700 pounds; No. 1 driving kneels, 54,400 
pounds, No. 3 driving wheels, 58,400 pounds; No. 3 driving 
wheels, 54,400 pounds, trailer wheels 46,100 pounds. The 
e n : m e wheel-base is 34 feet 8\ mcnes, the driving wheel-
base 13 feet 10 inches, and the total wheel-base, engine 
and tender, 56 feet 9 3/8 inches. Oar^fal inspection of 
the engine f-jiled to disclose any defect that would have 
caused or contributed to the accident. 

Between the ti<re the A]ax guard rail was installed 
m the turnout and the tine at vhicn the derailment 
occurred, ^proximately 10^ hourr, the turrout had oeen 
"used by nine engines witn a wnsel-base of 24 feot 
S inches, two Cannes witn a wheul-c^se of 35 feet 9-^ 
m c h e B , one engine with a wnr:l-base of 27 feet 3 inches 
and one engine with a wheel-base of 3o feet 4-5- inches, 
engine 3160, of the L-i-S type. The engine witn the 
wheel-case of 36 feet 4-jjr inches rassec at about 6.^0 p.m., 
after which five engines vith cherter "inc^l-baics used 
the turnout prior to the occurrence of t^s- accident. 
T/nile it is possiole that the end of the caard rail tfas 
bent by the left lead wheel of the engine tructi of the 
engine with the longest vnoel-base, m e tests indicated 
that the guard rail was too short for use on o No. 8 
turnout with the class of engines Doing operated in tnis 
territory. 

Conclusions 

This accident was caused by the defective condition 
of a guard rail, 

The company officials >vero of the opinion that the 
defective cordition of the guard rail was due to 
manufacturing conditions; on the ether h^nd the slight bend 
in the west w m 0 of the guard rail could have been c?uced 
by engine 3160 cr oy the~derailed engine. In eitner event, 
the tests made sub^eauent to tne occurrence of the 
accident cleaily demonstrated that the guard r:il as it 
then stood /as not safe for Ube by all the various tvpos 
of enginef v.hich used the turnout. This particular^ 
guard rail was one of several whion na3 been received 
recently by tne section lCretan, ana was of a different 
type from those fornerly in use, r.^vmg a series of 
straight Tides on che throat side of th > rail mstead^of 
curvxng gradual Ly from one end to tr>e opposite end. It 
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did not appear to the section foreman;, however, that 
there was any element of danger connected with its 
installation at this particular point, and it is 
probable its use on tangent track would not have presented 
any difficulties; on the sharp curve of the turnout, 
however, the binding of the left lead wheel of the engine 
truck against the straight or Blightly concave side of 
the guard rail would result in the wheel climbing the 
rail. It was not determined to what extent, if any, 
this condition was aggravated by any slightly wide gauge m 
the track which may have existed at the time of the 
accident. 

The existence of a situation such as is disclosed 
by this investigation warrants a thorough inquiry, not 
only by this railroad but also by other railroads, with 
a view to eliminating any possibility of the occurrence 
of other accidents of a similar nature. 

All of the employees involved were experienced 
men and at the time of the accident none of them had been 
on duty m violation of any of the provisions of the 
hours of service law. 

Respectfully submitted, 

W . P. BORLAND, 

Director, 


