- %ot

- .

ITERSTATE CCOMIERZZ CCIIISEICH

REPORT OF THZ DIRECTOR OF THE BURZAU OF SATZTY CONCFENING AN
ACCIDENT OII THE CHICACO, LILWAUKEE, ST. PAUL AYD PACIFIC
RATLRCAD NEAR GUTTENBERG, ICWA, ON CCTCRBER 11, 1934,

Fovember <4, 1934,
To the Commission:

On October 11, 1934, there was & dersiiment of a passender
train on the Chicago, lilwaukee, St. Pavl & Pacific Railroad
near Guttenberg, Iowa, whicn resulted in the deatn of 1 pas-
senger ana 4 embloyees, 1 of whor weg oxf duty, and the 1ajury
of 13 pessengers, 2 mail clecks, I trespasscy ond 7 empioyees,
4 of waom were off cuty.

Location ond method of oneraticn

This accident occurred on that parst of the Dutugue &
Illinoie Divisiocn, Secend District, extoncing betiveer Dubugue
Shops, Tova, and La Crescent, Minn,, o distance of 1156.7 miles;
1n the vicinity of the poant of accilaent thig 18 a single~track
lire over which trsins are operabed by time table, Train orders,
and a manual block-zignal system. The accident occurred 1,84
miles esst of the depot at Guittenverg or gonroriumntely 102 feet
eaet ol bridge K-8b8; approacting this point from the east, the
track ic tanrent for a distance of 1, 801 fcet and then there 1is
a 19511 curve to the left 600 feet 1n lerpth, followed by 108
feet of tangert and a 6° curve to the right 562 feet 1n lennoth,
the first mark of derailment appearing in the ballast on tne
outgside of this latter curve at a point 470 feet from 2ts emst-
ern er.d. The grade 1s practicelly level.

The track 1s laid witn 1.00-pound sawed reils 31 feet 1n
length, with 19 nardwood ties to the rail length, fully tie-
plated and single-spiked on the outside znd dcuble-spiked on
the inside of the curve involved, ballasted with cirders to a
depth of about 12 inches; 6 anti~creepers prer rail also are
used. The ftrack 1s well maintained.

Bridge K-258 15 a pile trestle 138 feet n lermth, with
a vallast-covered deck, 1t has a maximum ceipht of 14,9 feet
over the small creek which 1t spans. The eastern approcach to
the bridge 1s composed of an earth and rock £f1ll avout 4CC feet
in lergth and 8 feet in height. Pussenger trains are limited
to a speed of 45 miles per nour,

The weather was clear at the time of the sccident, which
oceurred agbout 7:28 a.m,
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Descraption

West-bound passenger train no. <5 c¢ousisted of 1 mail and
express car and 1 cococh, in the order named, botn of zll-steel
constructicn, hauled by engine €100, of the 4-6-2 type, and
w28 1n cherge of Conductor llerwin aad Engineman Strazinsky.
This train left Dubugue Shens at €:30 a,m., according to ths
train sheet, 13 minutes late, left Nortn Buena Viste, 10,9
miles east of Guttenberg and the last open office, st 7:10
a.m,, Aacording to tne troin sheet, 18 mainutes lato, made a
gtation stop at Turkey River, 4,2 miles west of North Buena
Vista, snd was near ng Guittenberg when 1t was derailed while
treveling at a spewd esbimated t¢ have oeen apout 4F miles
per hour,

The entire trein was derailed to the left and stopped down
the embsnkment and parallel with the track. The enfine wes on
1ts left side with 1ts front end € feet west of the west end
0f bridge K-258 or 305 feet west of the first mark of derailment,
witle the two cars were in line with the engine and behind 1%,
the first car was upright but off 1ts trucks, with 1ts hesd end
against tne pack end of the engine, and the second car was lean-—
1ng to the left av an ancle of about 60 degrees and against the
tender, opposite the trestle, The iroant end of the tender was
about 85 feet to the rear of the enmine, and the cab of the
encine was round bettom up arainst the front end of the tender,
The employees on duty who were killed were the engineman and
fireman, while the employees on duty who were injured were the
conductor, baggagesman and brakeman.

Summary of evidence

Conductor Merwin and Brakeman Mehsling were in the coach,
while Baggagemsn Hess was in the maill snd express car; none of
them was aware of anything wrong until tlie accident occurred, at
which time the condvctor estimated the speed to have been 44 or
45 miles per hour. They did not notice anything wreng with
track conditione or the way the train was handled en route,
ner did they notice any indication of excessive spced. Before
departing from Dubugue Shops the conductor talked with Engine-
man Strazinsky and the engineman appeared normal in every respect,
The conductor aznd brakeman said thnat the coach rode smootily but
the brakeman said the baggage car rode so roughly that he was
afrai1d to go into 1t; however, Baguageman Hess said that there
was nothing about the riding guslities of the baggase car to
slarm him. The air brakes had been tested, but none of these
employees knew whether the brakes were applied just prior to
the accident. The statements of several employees who were
deadheading on the train added nothing to those of the conductor,
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brakeman and baggageman except that one of them thought the "’
gpeed was a little high when east of Spechts Ferry, 22.4 miles

east of Guttenberg.

There wag some question as to whether Prain No. 35 left
& North Buena Vista at 7:;10 a.m., as shown by the %rain sheet, or
at 7:15 a.m., as snown by the block sheet. It is not believed
that this had any important bearing on the cause of the aceident,

o however, for evem if fhe.block sheet was e %t the average
v~ - gpeed of the traim 6 the point of deral v allowing for 3

mirutes consumed in stopping al Turkey River, was only 45 miles
per hour; 1f the train departed at 7:10 a.m., then the average
speed was only 38 miles per hour. r
According $¢ the statements of Division Engineer Johnson,
the first mark of dergilment was in the ballast on the outside
of the curve at a point 102 feet east of the bridge and 5,8
feet from the center of the track; this mark continued for a
distance of 27,3 feet apnd then turned back toward the south
rail, the first tig to be marked being about 65 feet from the
bridge, The soulii-ends of the ties then were badly damaged to
the bridge and also for & distance of 72 feet on the bridge,
several of them helng broken under the south rai1l, The frack
was out of line toward the outside of the curve, beginning
opposite the first mark in the ballast and extending upon the
bridge for a distanege of 96 feet; about 50 feet from the bridge
it was 8 inches out of line and the meximum varistion was 10
inches, at a point on the bridece near i1ts eastern end. In
addition, the first rail east of the bridge on the south side
of the track had been broken, apparently by force applied
. from the gauge side and 1t also had been bent downward. The
o oeo L abkbdel amerk in- the beldlegt. was- a-Lfew feet from the leaving
end of the fourth rail éast of the bridge; there were no marks
on this rail bui the third rail from the bridge apparently had
been subjected to a heavy blow on the ball of the reil, grease
ang rust having been disturbed from the- web and also a portion
of- the head; the wmecond rail had similar indicabions at Fwo
points whioch wereé -&bout- 16 feet apart and it alsd was twisted
slightly, raising.fhe.inside Bpikes for a distance of 8 feet
at its leaving epdl on the ball of wthe broken rail there were
markes wiich indigsfed where wheels might have passed over it .
4%t 1ts receiving -end, althoush these marks were more 1in the
tiature of abrasifps than flange marks; the dlvision engineer
- thought that if mage- by flanges the trucks must have been
elewed to one side in order to produce the apbrasions, All
of these marke terminated 5 feet from the receiving end of
this rail, but beginning about 8% feet from the. receiving end
‘there was o shess mark starting at the gauge side and crossing
diagonally tomard the oudside, this merk being about & feet in
length end from, -49/4 of an inch to 1.ingh in width. <Close to
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the leaving end there was another shesr mark on tne outside

of the ball of the rail, beginning east of the point where the
a1l had been broken and continuing wegtwuard to the end of the
rairl and for a distance or avout 5 feet upon the first r1l on
the uridege, this latter mark being 11/33 inecl deep and 9/186
1nch wid2, and be did nos ithink the reil could have been broken
terore thic marl was made. Divicgion Engineer Johnson checked
the gaupe, alinement and e€levaticn on the uwndisturbed porticn
of the treck and found ther to be maintained 1n good cendition;
the elevation was 3 incnes except for a distance cf 1% rail
lengths where i1t measured 2-5/8 i1ncncs. The rails wers curve-
worn ktut nov to any great extent, and i1t wes his opinion that
guch domage as the bridge 1tsell sustained wasg o result of the
accident, He did nov think thaot excegsive supeed or track
conditicns coula have cauced tne ecciasnt, Wt expressed the
theory that t1e tender could have ween the first part of the
train to be derailed and then have pulled the engine off the
track.

Divisiorn Saperintendent Donald was ahable 0 arrive at any
conclusion as to what caused tue aceident; he did not think 1t
was due to excescive speed, basing this opinicn on tnec condition
of the wreckesse und alsc the alinement of the equipment parallel
to the track, whereas he thought that speed would have resulted
in the ecuipment leaving tne track more nearly at a tangeni;
furthermore, 1n the event speed Lad been the caase the front
ernd of the engine would have been derailed Firai, whereas he
thought 1t was clear that such iveg not the case. He also said
the distance the train ran on the curve prior to derailment
was an 1lndication that tne accident was not cue to speed, and
in his opinion no snecific marks on the track structare, nor
any specific damage to the engine, tender or cars, could be
1dentified witn any degree of certainiy ss indicating the cause
of the oacident,

Rosdmaster Kemp thought the wmarks in the ballast on tae
outsice ©of the south rail were made by something dragging.
Abcut 25 feet east of the bridge there was a mark on a rail
anchor on the north rail, felloved by wheel marks on the ties
extending niogonally coward the left for a dictsnce of 60 feet,
cirectly in line with the point where the rear truck of tne
coach stooped, he did not find any marks between the rails east
of the rail anchor and did not come to any conclusicon ag Lo the
causs of the accident, but vhousat tane broken rail resudlted
from oressure avplied from the outside, whicn oplnion also was
expressed by Roadmaster Xelsey, Roadnmaster Kemp examined the
track for some dictance east of tne point of accident and found
where blows, appareatly from a wheel, had resulted in breaking
the rust on tne outside edze cof the south rail at intervals of
8 feet 6 inches, some of these indications being found as far
back as the sccond curve east of the derailment.
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Jection Foreman Haok stated that in his opinion thers was
nothing about the track that caused the aceident, nor did he
think that thes broken yail had anything to do with it; but
rather that dragging eguipment probably was & factor. He last
perfomed work on the curve in question ‘on Datober 1, picking

up jointe and emdothing sut low spots, ang he said that on that
game day the track-lining gang went over the track shead of his
force, He last patrolled fthe track during the morning of the
day prior to the aﬁcideﬁ’s, but found not}ﬂng wrong,

sistant s Pinbatany o
%ﬁ?ﬂ on Magter f:hanic Mullen inspected eng:.ne 6100 both
before and ag‘;er it was rerailed, The former stated that
after-the engine left the track it apparently Tanded on the
ground upside down, somewhat to the left of ¥he top center
ling. of the Ppoller, tearing off the smoke stack, bell and bell
gband, sand bpx, afd. yapious other appum?aameﬁ- 1ittle damage
#at sustained Yy the foont end of the engine. The engine truck
and engine=truck wheels were lying on the ground opposite the
aylinders; the engine $yeck was praciically demglisned; however,
the wh,eeimnges were in good condition apd there was nothing
wrong with the cestings, The running gear of ths &ngine was in
Eﬂgﬂ @Qn tmn and 1:1%{&% ‘with the exception of the trailsr,
g gear ales was intsot, with rode and valve motion
b%ra gm papdition and pmpeﬂy econnected, All driving-
wl:;sa tirp flansﬁa were ‘of good contour; ‘the lateral of ithé
g@; whetls W i8 'jj,ngh while the main and back wheels had
teral of 1 *é n he spring rigeing was intact and i
g.,cgﬁ. eondition 'ﬁm exception of the left trailer equai~
1z.e whigh h &bmk&;; tHrough the aant&rhpin hole, apparently
5 1t pf shé aopident, The brake rigging was intact except
fragh n the left back driverf‘ brake ha,ngar. On
s . A-.‘.' TR a&;ﬁ %‘g '::- iﬂh"‘-*' 'd }a—.ﬂlm
' Wwirteh Tinme f?% Wa s nﬂted that all we&g«eﬁ were
free ang gre'll 1ubrica;te;1. The right trailer frame was bulged
ath gﬁbmﬁ 8 inghee, $he left trailer frame was broken,
gg ack end.of the ¥ail pides shiftdd 4 inchep to the
t. right trailer wheel was sprupg spproximately 2%
;% right trailsr tire had been Zorved ouiward ap-
prmt 1 ineh at ong point and Airectly oppesite thisg
poing. 1% @s besy moyed about 1/8 or 3/18 inch; the indications
were. khat’ t&;ﬁ tire @sﬂ: ‘ntt been_ loose on the wheel, but that it
Eaﬁ bean Topged: oytward by gomigg-in eonbast with ome object
Baping . yng ﬁ%ur:ﬁgr qf &gmm@nt the shiffed tire had not ;
revalyed tnighe rails, re pronouficed mibbing mgrks
on the. bog gtmching t%m righfﬁ trailer jaws to the traim;r
Ly c;a;used - fhe vight trsiler whegl, and’s
pronbugesi-mark gn the lower outaide edge of t ¢ right tm;,ier
fm mg m;t of the ceiter of ihe trs ér box; “thepre
’ﬂ@adﬁw & mavks on the- ﬁg}zﬂh t;ﬁi‘i&‘éﬁﬂange, arigin
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undetermined, and the infide of trat tire showed a pronounced
rubbing m.rk for half 1ts circumference, on that portion whicn
had sai1fted the greatect distance, and alsce on the wneel certer,
On the left side there was a rubbing merk on the lower edge of
the troiler frane 28 1nches ahecad of ihe center of the b©ox,
slight rubbing marks on sne inside of the tire, end a lignt
mark on trne tire. Tne drawbar between the engine and tender
was broken and tasl part attached to the engine was hent
downward 2 1ncues; tne drawpbar was twisted at the point of
breakage., That portion of the drawbar attacned to the tender
was bent downward 135 inches, with a crack in the tar 10 inches
from the cérawoar pin hole and the left top edoe of tnis piece
showing a proncunced rubbing uerk 5% inches long., The tender
tracks were intact, elthoucn some members were badly benl and
twisted. ¥r. Bjorknolm said that the alnost total absence of
marks on the track wvhere tne derailment occurred made 1t very
difficult to form any definite opinion a8 to just how the
engine left the rails, or whether the engine or the tender

was tne first to be derailed; he velieved, however, that the
damage tc trailer ftiruck and ali otiher damage to the engine

and tender occcurred ag a reoesutt of the deraiirent, and did

not think thst hig: speed or the sureing of water in the tank,
which was about half full, had anything to do with 1%, neither
could he say vhelher tne broken rail was the cause or a result
of the accident., It was his opinion, however, that the marks
on the ties engt of the broken rail were made by the rear car
after the head end of the tr.in had been derailed.

Superintendent of Motive Powe: Anderson and Mecnanical
Engineer Bilty stated that =ziter considering every phase of
the derirlment they had decided that twe broken rail was re-
spensible, and that the demace $o the equipment havpened after
tne accident, there beins no evidence that any part of the
equipment was responsibie due to the fact that no parts of the
engine equipient wers found wiere t.ae engine was derailed or
back of iv.

Examination cf the enrmine by the Commissicn's inspectors
disclosed conditions subsientially as described bv the assistant
superintencent of wmotive power., The tender trucks could noi be
1dentified, but the bex bolts on what misht have been the left
front corner of tne front lruck were brokun and the tie sirap
bent downward. It also wes noleld that there were two marks oun
the under side of tue 110t aocout 3 rteet to the left of the
center of the pilot, ore 3/8 =2nd the cther 3/4 inch deep,
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fonclusions

The cause of this accident was not definitely determined.

The first evidence of anything wrong consisted of the
indications referred to by tie roadmaster of something having
struck heavy blows orn the ball of the south rail, these blows
having been sufficient to break the rust on the outside edge of
the rail gt intervals of 8 feet*B 1inches and being found as far
back as the second curve east of the derailment. The next -
marks were found in the ballast on the outside of the south
rail 102 Teet from the bridge, the object making this mark
apparently traveling parﬂllél to the rail for a short distance
and then swinging bvack toward the rail, finally beginning to
mark ties at a point about 37 feet from where the ballast was
first disturbed. West of tiiis point tre south ends of the ties
were badly damaged but there were no marks on tane ties between
the rails until & peint was reached nearly 75 feet beyond the
first marks in the ballast. It furtner appesred that the engine
turned in the air after leaving tle rails and landed at the
bottom of the fill nearly bottom up, but withont suffieient
centrifugal force to cause 1t to roll over on its right side,
the engine instead settling back and stopping on 1ts left side,
The opinion was expressed by some witnesses tnat the accldent
was caused by a broken rail; however the weight of evidence
indicated that the croken rail found after the accident was a
result and not the cause of the accident. The nature of the
damage sustalned oy the engine raised a guestion as to whether
there mitat have been & fallure of some part of the trailer
assembly, winlle the theory alsc was advenced that the tender,
which stopned about BE feet to the rear of the engine, might
have beenr f1rst to be derailed. It can not be delinately
stated, however, that the accident was duve to an ecurnment
{ag}ufe ov'tnat the tender became derailed as a result of
thé surging-of waher ir Eﬁ%~&iﬁﬁ@rn, neitaer catt 1t be giated
that tre oosen was 1n excess of the max:irum permissibie gpeed
of 45 mi.es per hour. In this connectina, however, the fact
ig notea "nal an elevation of only & incaes was nrovijed on
this 8% v ve wasreas the mazimum speed sutmorized 13 45 miles
per hoor: in the 1806 ucheedlngs of the Amstcizaa Healiwey
Enginzer -, Ascocralion 1t aprears to be 2 sreirc pracoice of
this ~a. .10 to keep Jomn the elevetion i¢ 5 .actes vherever
pracuiiugacls;y Powever, the foruvla ured Ly thie raddvond in .
dﬂ%ﬂrmlriﬂg EIQV?uloﬁ would have called for an elevation of
8» inches, whereas thz practice of meny raillroads is to provide
an elevation of o 1ncﬁes for a spesd of 45 miles per hour on
a 8% curve, and the recommended practice of ine American Railway
Engineering Assoclation wrovides for an elevation of slightly
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more than 8 inches under these circumstances. It 18, to say
the least, questionable whether an elevation of only 3 inches
on this curve was adequate for the maximum speed authorized,

Respectfully submitted,

W. J. PATTERSON,

Director.
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Railroad:

Date:

Location:

hind of accident-
Trairans 1nvolved:
Casualties:

Summary of facts-

Cause of accident,

BUREAU OF SAFLTY

REPORT NO. 1937

Chicago, Rock Island & PaciTic
October 12, 1934.

Dormey, lowa,

Derarlment and collision

Passenser and passenger

2 killed; & rinjured

First train derailed account broken
rail; other train was too close to be
stopped and collided with wreckage.

Brolen rail






