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Railroad: Wabash

Date: September 3, 1938

Location: Chiizago Ridge, Ill.

Kind of accident: Derailment

Train involved: Pass:nger

Train number: 10

Engine number: 665

Consist: 8 cars

Sreed: 76 mM.Pehs

Operation: Timetalble, train orders and

manual block system.

Tracks Double; tangent; 0.018 percent
descending grade northward.

Weather: Clear

Time Brl7 PDems

Casualties: 24 injured

Cause: Broken journal, due to overheating.
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October 4, 1538,

To *the Commissicn:

On September 3, 1938, there was a derallment of o prssenger
troin on the Webash Railway at Chicago Ridge, I11., which re-
sulted in rhe injury of 21 passengers and 3 employecs not con uty.
The investigation ol thils acclident wae made in conjunction with
the Il1linois Commercec Commiission.

Locaticon and mothod of operation

This eccident occurred on that port o the Decatur Division
designated as the Sivth District waich extends bhetween Weclern
Indiena Jct. and Forrest, Ill., o Aistance of 67.4 miles. In
the viecinity of the point of accident this is n double—~trick line
over which trains are opcrated Tty timetapnle, train orders and a
manual dblock system. The derailment occurred on the northward
main track 412 feet south of the station at Chicagn Ridge, I11.
From the south the track is tangent 1or more thon 9,000 feet To
the point of accident, and for 2,865 feet bevond. The grade 1s
generally descending for north-bound traing, peing 0.018 percent
at the point of accident. The track is 1laid with 112 pound rail,
59 feet in length, with an average of 24 iTreat.d hardwood ties
to the roil length, fully tie-nlated; 1t ie single spiked, vith
12 inches of crushed rock ballast unuer the tieg, and is cquivped
with € rail anchors to the rail length.

e

A facing-point switch located 224.5 Teet couth of the initial
poini of derallment leads to a house track cast ol the main tiack,
and ther: zre other facing-point switches located at polin®ts 4066
feet and 527 Teect north ol the point of derailment. At a peinvg
1,250 feet north of the initial point of derallment, two maln
tracks or the Indiana Harbor Belt Roilroad cross thc Wabash main

racks at an angle of 81° 43!,

Rulc €27, of the book of cperating rules, reads in part ag
follows:

Bridge and section forer:en, vrack walkers,
pumpers, signal maintainers, telegraph 1ilnecuen,
station cmployees ond watchmen must obscrvz trains
closely and if anything dengerous is noted, cuch
af a loose wheel, defective coupling, hot bearing,
brake rod or braze beam dragging,*** must crll at-
tention of train and cnginemen to the Tact by
sienal. Train and enginemen should alweys ohserve
treckmen, bridgemen, and other employees as they
pase, and look out for signals from theu.
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The meximum authorized specd for passenger trains is €0 miles
per hour in this vicinity.

The weather was clecar at the time of the nccident, which
nceurred about 5:17 p.m.

Description

No. 10, o nocth-bound passenger train, consisted of one
combinacion mail and baggsge car, two chair cars, onc dining cer,
one Pulluman sleeping car, two porlor cars, and one coach, in fthe
order anmed, of all-strel construction, hauled by cngine 685, of
the 4~6~2 tyre, and was in charge cr Conducbor McCullough and
Engineman Delye. This train departed from Decatur, I1l., 1586.4
miles south of Chicngo Ridze, at 2:32 p.m., accoraing to the train
shect, 11 minuvtes lote, passed Orland Park, the lacst opcn tele-
groph office, et 5:10 pum., 20 pinutes late, and was dereiled
while approaching the station at Chicago Ridge at a speed of 76
miles ner hour as indicated by the speed recorder tape.

The engire and the first seven cars wcre not derailed or
damaged. The eighth car, coach 1234, which had becn added to the
traln at Decatur, becare detached from the train and was devrailed
to tae right of the northward main track; it stopped necarly in
line with the track at a point 1,46C TFect north of the initiesl
point of derailment, with the body of the car tilted to the east
at an angle of 359. The rear truck, wiich was o] the 6-wheel
type, was practically demolished and torn from tue car; the 193
Journal, which was the lead Jjournal on the right or cast side,
was broken off. Two pairs of whaeels, including the one with the
Tailed journgl, were with the truck and the other palr vas found
scme distance from the track.

[

Suvmmar:;” of cvidence

Inginecnan Dely stated that a terminsl air-brake test wag
mede at Decatur, and o running teat wag made vhen leaving that
poin%; during both of these tests the brakes functioncd properly.
Nothing unusual occurred ia the handliung of the traln to the point
of acc.dent. 1He attempted to obgerve the conditlicen ol his frain
while mcving around curves at various points but could nct sec

the rear car because ol smoke and Guss. He did not receilve any
hot-box signals from any one, and his first knowledge of anything
wrong ceme nen the brakes were applled in cmergency at Chicago
Kidge. Tne speed at that time wns apsut 75 miles per hour. At
the Gime of the accident thc weatlor was clear.

Jireman Jackson stated that he had madas observations of the
train at various points, but was not awarc that anytning was wrong
until the towerman at the Indiana Harbor RBelt Railroad crossing
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in Chicago Ridge gave a hot-box signrnal; the accident occurred

bl

almost simultaneously with the warning.

Conductor McCullough stated that coach No. 1234 had been .
added to the train at Decatur. At Forrest, 76 miles south of
Chicago Ridge, he saw the car inspector inspect the train but
the inspcctor did not report to him concerning its condition.
He saw the operators at Manhattan, Brisbane, and Orland Park,
23.2, 18.2, and 6.8 miles, respectively, south of the point of
accident, but none of them gave a hot-box signal. The operator
at Manhatian was located on the east side of the train, and the
operators at Brisbane and Orland Park were located on the west
side of the train. The last time he had been in coach 1234 was
at Bement, 145.92 miles south of the point of accident; at the
time of the accident he was in the third car, and had no warn-
ing that anything was wrong until the brakes were applied in
emergency.

Flagman Hopkins stated he was in the rear end of coach 1234
when the accident occurred; he had been in that car continuvously
since leaving Decatur except for a short timec after leaving
Forrest. He stationed himself on the rear platform while pessing
open block stations, and at each of these he recleved a proceed
signal from the operator. At various favorable points he opcned
the rear vestibule doors and inspected the train, but he did not
at any time detect the odor of a hot box or hot wheels. At
Orland Park he had both vestibule doors open but did not notice
anything wrong with the train; also at this point, he recelved
a proceed signal from the flagman of a south-bound train. A%
Forrest the car inspector looked over the west side of the tralin
and then passed around the rear end to the east side. As the
train approached Chicago Ridge the coach began to sway violently;
this was the first intimation the flagman had that the train was
in trouble.

Brakeman Morgret, deadheading, stated that he had ridden on
the rear platform of coach 1234 shortly before the accident and
had not smelled burning waste nor had he seen any indication of
a hot boxe.

The members of the train and engine crews of No. 99, stated
they hed observed Nn. 10 pass at Manhattan and did not notice any
indication of a hot bhox. {

Conductor Fullis and Flagman Harvey, of No. 21, did not
notice any indication of = hot box on No. 10 when that train
passed them at Orland Park.

Car Inspector Makinson stated he inspected coach 1234 on Nos
10 at Forrest, Il1l., on the day of the accident, and found no
indication of unusual heating of the jJjournals.



- 7 = Inve2288

Operator Long, at lManhattan, 23.2 miles south of Chicago
Ridge, was on the ground on the east side of the track when No.
10 passed; he saw the flogman orn the rear platvform but did not
notice any indication of a hot LtoXe.

Cperator Nelson, at Brisbane, 18.2 miles south of Chicago
Ridse, was on the platforu west of the tracks when No. 10 passed;
he saw the flagman closing the rear door as they passed, but did
not notice any indication of a hot box.

Opexrator Quigley, at Orland Park, 6.5 miles south of Chicago
Ridge, stated that he was on the platform west of the tracks when
No. 10 passed end gave a proceed signal to the flagman. He did
not notice eany indication of a hot box, but snortly after news of
the derailment was received a hoy, nomed Delbert Lillwitz, told
him that he had seen five blazing around a wheel at the rear of
the train as it passed the staltion.

Sectiocn Foreman Mumbower stated that he was on the platform
on the west sice of the track at Qrland Park when No. 10 passed
anrd he did not notice any indication of a hot hox. He gave a
proceed signal to the flagman.

Delbert Lillwitz, aged eleven, of Orland Park, stated that
on the alternoon of September 3, he vas playing on the east side
of the track near the station and saw fire sround a wheel at the
rear of a passing passenger train.

Azent Jennie Martin, at Worth, I1l., 1.4 miles south of
Chicago Ridge, stated that she and Postmaster Tobey were on the
platform on west side of the track when No. 10 was approaching,
and smoke Wag seen to be lgsuing from the east side of the train.
Postmaster Tobey who had crossed over to the east side in order
to determine the source of the smoke informed ner it was from a
hot box. TImmediabtely ter No. 10 ned passed she novified the
dispatcher by telephone. She did not see aryone on the rear of
the train.

Postmaster Tobey corrcoborated Mis. Martin's statement, and
'ition stated that he was unable to determine the cause of
€ in time to vive the cngineman a 'signal.

Dispatcher Fightmaster stated that upon receiving information
of the hot box from Agent Mar%in he immedistely notified the
operator at Chicago Ridge.

Operator Lee, of Chicago Ridge, stated that at the time the
dispatcher notified nim concerning the hot box, No. 10 nhad alrcady
reached the I. H. B. crossing snd he had no time to flag it. He
eave the fireman a hot-box signal, and at the same time he saw the
rzar car become derailed.
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Supervisor Potter stated that the outer end of a Jjournal was
found 31 feelt east of the center line of northward track and
792.5 Teet north of initial point of derailment.

Superintendent Lind stated that he arrived at scene of acci—-‘.
denit at 6:05 p.m. and the broken-off pilece of the Jjournal was
still too warm to pick up.

General Car Foreman Reynolds stated he arrived at the scene
of accident about 14 hours af%er the occurrence, and found the
Journal broken off the right side of the lead whecl of the rear
truck; 1%t was still hot. The metal at the break showed no sign
of twisting but appeared to be pullicd apart. The stub end re-
maining on the axlec Was ground olf by being battered by the boxe.
It was his opinion the accident was causcd by the overheated
Journal.

Car Inspector Clark of Decatur stated he inspected coach
1234 thoroughly Jjust before it was coupled to No. 10 and found
all 12 journals packed according to standerd requirements; he
added 1 gallon of oil, divided equelly among the 12 boxes.

Coach Shop Foreman Eagleton, Decatur, stated that the follow-
ing work was performed on coach 1234 just prior to the trip on
which the dersasilment occurred:

8 equalizers removed and straightened
6 pairs 5 by 9 by 38 inch steel wheels applied
truck frames trammed
12 journal boxes cleaned
2 cdust guards applied
12 Jjournal brass 5 by 9 inch spplied
12 " boxes re~packed
Alr brakes cleaned and tested.

Machine Shop Foreman Baldwin, of Decatur, Ill., stated that
cach of the axles applied to coach 1234 in August, 1938 was placed
in a gap lathe and the journals were trued where necessary; all
Journals were rolled and burnished. A careful inspection of all
axles applicd revealed no defects. Wheels were turned, gaged, and
checked for position. The size of the journals was 5 by 9 inches,
mecting standard A.A.R, requirements.

Car Truck Repalirmen Barger and Key stated they applied the !
6 palir or whcels to coach 1234 August 29, 1938, and the journals
were all right. They removed the dust guards, blew out the boxes
with alir, and wiped them dry. A spotting liquid was used to
secure a perfect rit, and the bearings were scraped where neces—
sary. After proper fit was secured oill was applied to the brass,
and it was set on the journals after the wheels Were applied %o
the truck.
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Repairman Walsh statcd he packed the Toxes of coach 1234,
aucsust 20, 1938, in wccordance with approved A.A.R. standards
and uscd 4 gallons of oil in the 12 boxes, maxing two applicae-—
tions of o0ill two to three hours apart.

An prielysis of the metal in tne broken journal wags nade by
the r. E. Hunt Company, as follows:

Large end of
Broken end axle necar A.AWR.
Arialysis of journal wheel sest. snecifications
Percent Carbon C.51 0.55 0.40 = Q.55
" Marngancse 0.56 C.B6 0.50 - 0.90
" Phogsphecrous C.021 0.0 .05 max.
" Sulphur 0.033 0.033 N.05 max.

T™ec chemical corstituents of the failed axle were within the
requirements of the A.A.R. specifications for car axles.

Observations of Ceommission's Inspectors

An irnspection of the damaged trucks disclosed that an equal-
izer of the rear truck made the Tirst mark on the stock rail of
the housc-~track switch. The rear truck was demolished; the
wieels and axleg, Journal boxcs and equalizers were torn irom the
frame, and frame and pcdestals broken. The wheels were cut and
markcd, showing violent contact had occurred, and the axles were
bent and showeld new abrasions. The journal on the right side of
the lead wheel' of the rear truck was broken orf irregularly and
showed evidence of excessive hcating; this picce mensured 9%
inches at longest point and its dianeter 4 5/8 incnes near the
center of its length. The full 5-inch dicometer remained only a
short distence near the collar. Tae fiber of the mctal showed
it had been heated and torn loosc from the axle rather than
twisted off.

Tne steel wedge had run on thls broken piece of Jjournal long
enough to cut it to a contour corresponding to the broken off
plece. No part of the Journal brass was found. The stub end of
Journal remaining on the axle was badly cut and had been heated to
the extent that the metal had fused and smeared. When the journal
failed the entire load at this point would be on tuis small stub
which explains why it was heated to a higher dcgree than the
detached portion. ’

Directly over the location of the failed axle the longitud-
inal braces of the truck which extend from the bolster housing to
the end members of the frame were bent upvard, and were cut and
ground to a depth of about % inch; there were corresponding uarks
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on the axle. These marks indicated contact between the braces
and the axle after the journal failed.

There was no indication that track conditions were in any .~
way responsible for the occurrence of the accident.

Observation of the rebuilding of car trucks at the Decatur
shop disclosed that all axles are carefully tested and Jjournals
trued, inspected, rolled and burnished before application.

The speed recorder tape of engine 665 on No. 10, September
3, 1938, disclosed that the maximum speed of 80 milles per hour
was attained at various points. At the time of accident the
traln was moving at the rate of 76 miles per nour and this speed
had been maintained for a distance of about 1% ﬂl]bS.

Discussion

The evidence indicates that the wheels and axles of coach
1234 were changed just prior to the trip on which the accident
occurred; all journasls were tested, trued, burnished and in-
spected before application. The journal bearings were spot
fitted and all boxes packed and well oiled according to A.A.R.
standards. An inspection of the journals was made just prior
to coupling the car to No. 10 and additional oil was supplied
et that time. The Journals were inspected at Forest after moving
80 miles and there was no indication of heating.

Although the flagman rode in the rear of this car nearly
all of the time en route, and was on the rear platform at various
places with the vestibule doors open, he did not detect any
indication of a hot box. Other members of the crew who scanned
the train at favorable points noticed no sign of a hot box.
Employees, along the route, who observed No. 10 pass saw nothing
to incdicate a hot box and signals were exchanged with the flagman
on the rear of the train as provided in rule 627.

Two employees, standing on the west side of track at Orland
Park, 6.8 miles south of the point of accident failed to notice
anythlng wrong with the train, however, after news of the derail-
ment wos received a boy who nad teen on the east side of the train
at that point stated that he noticed a blazing wheel as the train
passed; this was the first statement which 1ndwcated the exlst-
ence of a hot journal. The postmaster at Worth, 5.4 miles farth‘.
north, saw a blazing journal on No. 10 from sorne distance as 1t
approacned, and reported it to the agent. The agent immediately
notified the dispatcher, who, in turn, notified the towerman at
Chicago Ridge, but too 1ate to avert tne accident.

The condition of the journal and its Wwedge and box after the
accident, and the fact that after an hour or more had elapsed the
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broken-off piece of Journal was too hot to pick up is conclusive
evidence that the journal had been intensely lLieated, but the cause
of the heating could not be determined.

The fact that the piece of Journal was cut and ground, and
the wedge was ground to fit the contour of this plece of Jjournal
leaves no doubt that the heating and cutting occcurred prior to
the brecaking off c¢f this piece of Journal.

With trains moving at specds vp to 80 miles per hour, a
Journal which becomes heated nay quickly cut and develop into a
hazard, and it 1s evident that this occurred in thig case. The
heating was observed and reported, but too late to prevent the
accident.

Conclusion

This accident was caused by a broken journal, due to over-
heatinge.

Respectfully submitted,

W. J. PATTERSON

Dircctor.



