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Derail FaihiremReﬂsults in

Collision on Crossing

N AUGUST 29, 1926, there was a side collision
between a Chicago, Rock Island & Pacific pas-
senger train and a Pennsylvania freight train at the
intersection of the tracks of these railroads at West
Olst street, Chicago, resulting in the death of two
employees and the injury of 18 passengers and four
employees.

A summary of the report of the Bureau of Safety
is as follows:

At the point of accident both roads are double-
track hiaes over which trains are operated by time-
table, tsain orders, and a manual block-signal sys-
tem. The line of the Rock Island extends north and
south, while that of the Pennsylvania extends north-
west and southeast. The crossing is protected by
an interlocking plant, the tower being located in the
northwest angle of the intersection. This interlock-
ing plant, of the mechanical type, is operated by the
Rock Island; the machine is a 12-lever Saxby &
Farmer machine.

Approaching the point of accident on the Pennsyl-
vania from the northwest, which by time-table direc-
tion 1 west, the line is tangent for more than
one-half mile, followed by a 1°30/ curve to the right
7728 ft. in length, and then 156 ft. of tangent to
the crossing, this tangent extending for a considerable
distance beyond. The grade is practically level. There
is a block office located beside the tracks of the Pennsyl-
vania at a point 743 ft. west of the crossing; the
home witerlocking signal governing movements on the
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Pennsylvania over the crossing is located 366 ft. west
of the crossing, while the derail, which is of the
Wharton lift type, is located 51 ft. east of the signal.
A link-type detector bar, 49 ft. 2 in. in length, over-
laps the derail a distance of about 3 ft.; an approach-
ing train encounters the detector bar 46 ft. before
reaching the derail. With a wheel of a train on the
detector bar the derail point and home signal can
not be changed. The line of the Rock Island is
tangent for about 1 mile south of the crossing, while
the grade is descending for northbound trains, vary-
ing from 0.75 to 0.86 per cent. The home signal on
the Rock Island is located 383 ft. south of the cross-
ing and the derail is located about 50 ft. north of the
signal. The weather was clear at the time of the
accident, which occurred at about 10:57 p. m.

Description

Pennsylvania eastbound freight train consisting of
four cars, hauled by engine 7082, departed from 71st
street yard at 10:47 p. m., en route to deliver the
four cars to a train that was stalled, it stopped at
the block office near the crossing at about 10:52 or
10:53 p. m., received orders, and departed shortly
afterwards, passed the home signal, which was dis-
playing a stop indication, encountered the derail, which
failed to perform its proper function, and while mov-
ing over the crossing at a speed estimated to have
been about 10 miles an hour the engine was struck
a glancing blow on the right side by the engine of
the Rock Island train.

The Rock Island northbound passenger train No.
182 consisting of three all-steel suburban passenger
coaches, departed from 95th street station at 10:55
p.m., on time, and while making a station stop at
Olst street collided with extra 7082 while traveling at
a speed estimated to have been between 3 and 10
miles an hour.

Both engines were derailed; Pennsylvania engine
remained upright and was only slightly damaged,
while the Rock Island came to rest on its left side,
quite badly damaged, with many of the appur-
tenances stripped from its right side. The employees
killed were the engineman and fireman of the Rock
Island train.

Summary of Evidence

On arrival at the block office extra 7082 was
brought to a stop, at which time, according to En-
gineman Schreckenghaust and Fireman Kline, the
interlocking signal was displaying a clear indication.
A clearance card and train order were received and
these employees said that when the train started,
about a minute or two after first stopping, a clear
indication was still displayed at the interlocking sig-
nal, and continued to be displayed until the engine
was within from 3 to 5 car-lengths of the signal,
with which statement Conductor Gaumer agreed;
after this point had been reached they did not pay
any more attention to the signal indication. On
reaching a point about 20 or 25 ft. from the crossing,
traveling at a speed of about 10 or 12 miles an hour,
Engineman Schreckenghaust noticed the Rock Island
train approaching the crossing and immediately ap-
plied the air brakes in emergency, but it was too
late to avert the accident. Engineman Schreckeng-
haust admitted that he did not observe the interlock-
ing signal while passing it, that there was nothing to
obscure his view of the signal, such as smoke, fog,
steam, etc., and that after calling the position of the
signal, immediately after departing from the block
office, he engaged Conductor Gaumer in conversation
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relative to the work to be performed dnd noticed
nothing unusual while passing over the derail. After
the accident these employees observed that the derail
was damaged; the engineman and fireman also
noticed that the interlocking signal was displaying
a stop indication, and the engineman stated that if
the derail and signal were set against his train it
miist have been done before his engine reached the
detector bar.

Towerman Brown, stationed at the interlocking
tower, stated that he lined the route over the cross-
ing for the Pennsylvania train at about 10:53 p. m,,
but on observing that train stop at the Pennsylvania
block office he changed the route, lining it for the
Rock Island train; he was of the opinion that the
Pennsylvania train was stopped at the time he
changed the route, and was unable to account for the
fact that it was not derailed when it encountered the
derail east of the signal..

Superintendent of Signals and Telegraph Lantz, of
the Pennsylvania Railroad, stated that he inspected
the derail after the accident. It showed indications
of having been run over while in normal position,
the point rail being curved and twisted, and marked
its entire length on the gage side, apparently by a
wheel flange. The angle bars were twisted and the
bolt in the angle bar on the follower-rail end was
broken, while a piece about 2 ft. long was broken
off the end of the follower rail next to the point rail.
Marks on the base and head of the stock rail indi-
cated that the point rail had been forced tight against
the stock rail the entire length of the point rail; the
spikes and ties indicated that the stock rail had been
pushed outward about 34 in. at a point 4 ft. from
the west end of the derail. There were also marks
on top of the point rail apparently made by wheel
flanges.

Conclusions

This accident was caused primarily by the failure
of Engineman Schreckenghaust, of Pennsylvania
extra 7082, properly to observe and obey the indica-
tion of the interlocking signal governing train move-
ments over the crossing. .

Towerman Brown maintained that he was of the
opinion that the Pennsylvania train was stopped at the
block office, at the time he changed the route. Whether
or not he changed the route at that time or just after
the train departed from the junction tower the fact re-
mains that the route was changed immediately prior to
the collision. Had Towerman Brown not changed the
route practically in front of the Pennsylvania train the
collision probably would not have occurred.

Inspection of the derail after the accident disclosed
that it had been run over while in normal, or de-
railing, position. Failure of the lifting rail to raise
the engine wheels over the south running rail per-
mitted the flanges to remain on the gage side of the
rail, thereby crowding the left wheels against the
point rail with such force that the 70-1b. point rail,
not being fastened securely at any point, was unable
to withstand the pressure exerted against it and con-
sequently gave way, the wheels continuing on the
securely spiked and well maintained 100-lb. running
rail. Marks on the left front driving wheel indicated
that this was the wheel which bent and twisted the
point rail. The weight of the engine, which was
591,900 1b., engine and tender loaded, apparently con-
tributed teo the failure of the derail to function,
thereby raising a doubt as to whether or not this
type of derail can be depended upon to function prop-
erly under similar circumstances.

------

J



	beverly1
	beverly2

