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) 
About 7:50 p.m. on May 18, 1984, Chicago, South Shore and South Bend Railroad 

(CSS&SB) commuter t r a i n  No. 20, consisting of two self-propelled e l e c t r i c  cars ,  
derailed a t  the switch a t  the e a s t  end of Olive siding 3 miles e a s t  of New 
Car l i s le ,  Indiana. The cars came t o  r e s t  i n  upright posit ions.  Of the 35 
passengers and 2 crewmembers on board, 3 passengers were injured. The remaining 
passengers were t ransferred t o  another t r a i n  and continued t o  Chicago, t r a i n  No. 
20 's  destination. 

The t r a i n  derailed a t  a facing p o i n t  switch and destroyed about 200 f e e t  of 
main and siding t rack,  knocked down f ive  poles carrying e l e c t r i c  lines t h a t  
supplied the 1,500-volt d.c. power f o r  t r a i n  movement, and knocked down one 
wayside signal.  Electr ical  components under the cars and s t a in l e s s  steel side and 
end panels were damaged. Passengers were bused around the derailment s i t e  fo r  2 
days while repairs  were being made. Total cos ts ,  including bus transportation and 
clear ing cos ts ,  exceeded $630,000. 

Train No. 20 was making a facing-point westward movement over the hand- 
operated switch a t  the e a s t  end of Olive s i d i n g  when i t  derailed.  The operating 
rod of the switch was connected t o  the switch stand by a forged, "non-breakable 
two-way crank" manufactured of S.A.E. 102.0 steel a t  an unknown date by the 
Pettibone-Mulliken Corporation (now Pettibone Corporation). The end of the crank 
t o  which the connecting rod was attached f a i l ed  because of an internal  transverse 
defect  t h a t  extended through 90 percent of the cross  section. The crank probably 
f a i l ed  as the f i r s t  truck of the lead car  passed over i t .  The t r a i l i n g  truck of 
the lead ca r  and both trucks of the second car  derailed when the wheels s p l i t  the 
switch because the switch point, which was no longer secured against  the stock 
r a i l ,  gapped open suf f ic ien t ly  t o  allow 'the wheel flanges t o  pass between the 
switch point and the stock r a i l .  

The track foreman, who had inspected the switch e a r l i e r  on the day of the 
accident, could not have seen the area of the switch crank t h a t  f a i l ed  without 
removing the crank, which was n o t  required by CSS&SB rules. While an accumulation 
o f  o i l  and d i r t  on the crank obscured visual inspection of the crank, the defect 
probably could n o t  have been detected w i t h o u t  removing the crank and testing i t  
fo r  internal flaws. 
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CSS&SB Time Table No. 5 ,  e f f ec t ive  October 31, 1982, indicates  t h a t  195 

scheduled t r a i n s  operate t o  and from Chicago from Gary, Michigan City,  and South 
Bend, Indiana, each week. These trains pass over 100 switches, including 56 hand-  
operated switches. None of the hand-operated switches has switch point locks. 
Although the s ignals  of the automatic block signal system will  ind ica te  when a 
switch i s  not facing properly, there  i s  no protection on the  hand-operated 
switches t o  prevent the switch points from gapping open i f  a c r i t i c a l  component of 
the  switch f a i l s  while a t r a i n  i s  passing over the switch. 

CSS&SB allows passenger t r a i n s  t o  move a t  a maximum speed of 70 mph over the  
s ing le  track from Mfchigan City (Shops) t o  Gary and  a t  65 mph from South Bend t o  
Michigan City (Shops). Train No. 20, operating with a 65-mph speed limit, 
derai led whl'le t ravel ing about 60 mph. A derailment a t  60 mph could have resul ted 
i n  overturning of the cars  and  more severe in ju r i e s .  

Numerous incidents  over the  years ,  i n  which the f a i l u r e  of c r i t i c a l  
components of switches and switch stands have resul ted i n  t r a i n  derailments, 
demonstrate the necessity of mechanically locking switch p o i n t s  of hand-operated 
switches, par t icu lar ly  i n  the case of facing-point switches i n  high-speed, dense- 
t r a f f i c  t e r r i t o r y .  The simplest switch-point lock i s  made of s tee l  p la tes  t h a t  
a re  designed t o  mechanically b ind  the switch point t o  the stock r a i l ;  and i t  can 
be locked w i t h  a padlock. In operation, closed switch p o i n t s  held by switch-point 
locks will not open unt i l  the  holding mechanism of the wi tch-poin t  lock is 
released. Such a switch-point lock can be in s t a l l ed  f o r  l e s s  than $200 a t  curvent 
pr ices  and wage ra tes .  The prevention of t h i s  derailment would have paid f o r  
switch-point locks on a l l  of the 56 hand-aperated switches on the  CSS&SB min 
track.  

Therefore, the National Transportation Safety Board recommends t h a t  the  
Chicago, South Shore and South Bend Railroad: 

In s t a l l  a switch-point lock on each hand-operated switch over which 
passenger t r a i n s  make facing-point movements. (Class 11, Pr io r i ty  
Action) (R-85-75) 

The National Transportation Safety Board i s  an independent Federal agency 
w i t h  the s ta tutory respons ib i l i ty  ' I .  . . t o  promote t ransportat ion safe ty  by 
conducting independent accident investigations and by formulating safety 
improvement recommendations" ( P u b l i c  Law 93-633). The Safety Board is  v i t a f ly  
in te res ted  i n  any act ions taken a s  a resurt of i t s  safety recommendations and 
would appreciate a response from you regarding act1 
respect t o  the  recommendation i n  this l e t t e r .  

this recommendation. 
BURNETT, Chairman, GOLDMAN, Vice Chairman, and BURSLEY, Me 


