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Railroad. 

Date: 

location. 

Kind of accident: 

Train "involved; 

Train number: 

Engine number: 

Consist: 

Stoeed; 

Tracer 

leather; 

Casualties* 

Cau se; 

Chesapeake & Ohio 

Arril 26, 1936 

Richuond, Va, 

Derailment 

Freight 

No. 72 

1259 {Class K-'61 type) 

160 cars and caboose 

12-20 m.p.h. 

Practically level; yard ladder 
track; No. 7 Dturnout; maximum 
curvature 14 13* 

Clear 
1 injured 

Rigid engine truck, due to steel 
block having become wedged in 
truck frame 
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June b, 1936 

To the Commission 
On April 2b, 1936, there was a derailment of a freight 

train on the Cnosapeeke L Ohio hallway at Richmond, Va., which 
resulted in the injury of 1 employee. 

Location and method of operation 
Tnis accident occurred on the Rivanna Subdivision of the 

Richmond Livision, which extends between Gladstone and R. Cabin, 
Richmond, Va., a distance of 120.7 miles, in the vicinity of the 
point of accident this is a double-track line over which trains 
are operated by time table and an automatic bloc^-signal system, 
signal indications superseding time table authority for move­
ments with the current of traffic, an interlocking plant is 
located ft R. Cabin at the entrance to Fulton jard. Time table 
directions are used in tnis report. The accident occurred at 
the turnout of yard track 15 in the east-bound yaic1, at a 
point 738 feet east of R. Cabin; this is a No. 7 turnout which 
extends to the left and measures o5 feet £ inches from the point 
of switch to the point of frog tnd is equipped vith a 130-pound 
rail balanced No. 7 fiog, lu feet 8 incnes in length, with a 
manganese insert, uonufacturtd m 1955, both the- turnout and 
the frog were in good condition prior to the derailment^ Stand­
ards of this railroad specify a maximum curvature of 14 12' 
and a total lengtn of 152 f'ee-t for each No. 7 turnout. The first 
raar^s of derailment were found cn the north guard rail at a 
point 2 feet 7 inches west of end nearly opposite the point of 
frog. 

The grade at the point of accident Is 0.04 percent ascend­
ing for east-bound trains and the me^imum authorized speed 
tnrough turnouts is 15 miles per hour. 

The weatner was cl^ai at the time of acciaent, which 
occurred about 10.50 a.m. 

Description 
Train No. 72, an ea&t-bouna freight train, consisted of 

loO cars and a caboose, nauled by Class K-3, 2-8-2 type engine 
1259, and was m cnarge of conductoi Chappell and Engineman 
Britt. 

This train left Gladstone et 5.05 a.m., according to the 
tram sheet, b hours and 4 minutes late, and arrived at R, Cabin 
at 10.50 a.m., 5 hours and 35 minutes late, and was derailed 
wnilo entering the turnout of track 15 at a speed estimated to 
have been between 12 and 20 milos per hour. 

The ( nginv. and first lb cars m the train were dorniled, 
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damaging 2 cars on r Parallel track, the engine stopped between 
tracks 14 and 15, £49 feet easL of the point of derailment, 
leaning to the south fnd only slightly damaged. The employee 
injured was tir flrcmm. 

Su,uu ry oi evidence 
Engineiim iiritt, of Train Uo. 72, stated that no trouble 

wes experienced witii the ei;_me, cmd tb t only one stor, was 
made between Gladstone ana the ~-oint of cccidcut. liile 
entering Fulton yard the speed was *bout 15 .ules ^er hour 
end he continued to wont a light throttle, he nad tn> senders 
e.nd trio rail wather in oocration m d the engine did not slip 
between the entrance to the yam m d the noni; oi derailment. 
The switch was lined for track 15 m d no lurcn wes experienced 
until the engine was derailed, £ppaiently m the vicinity of 
the frog; l.uamiatcly thereafter tne mginoruan closed the 
tnrottle and made an eiam^mcy i.g ̂ iicttion of the air brakes, 
he did not apylj. tne m'lep nddit br.'ke , or the automatic brake 
before tne derixL^nt oceaned. Statements of Fireman Vails 
and Head Eiakeman Fugr. w.n similar to tuose of Engine-man Brltt 
they estimated tne meed to have been between 12 and 15 miles 
per hour when tne e n 0 m e hmsiled. 

Conductor Chappall t na j\meLian ,Tood were in the caboose 
and w«re not avme of anything wrong until the accident oc­
curred, they estimated tih oij^e-d to have been between 14 and 
20 ailes pci hour at that tine. Tne m r br^^ec were tested at 
Gladstone and worked propmly . 

Yardmatter Strang stated thet iu- lined the sv/itch for 
Train No. 72 to head :n on tr eg 15 <nd ho noted that the lever 
was properly latched ;nd that the switch points faced properly. 
As the engine approached H. Cshm he signalled the engineman 
to pull the train into tne yard, and this signal was mknow-
ledgrd. Yardiaaster String stood at the soutn side of the track 
ebout b feet from the switch is the tram approached, tiovmg 
about 12 to 15 tiilcs ^er nour; at the engine passed over the 
frog he saw the engine truck wneels ^ass eamly, but the front 
driving wheels were derailed toward the soutn, followed by the 
other driving wheels, which dropped off at the engine twisted 
tiway from the south tide oi the rail. He did not tnink that 
the engine clip^d nrior to the derailment and he could advance 
no reason for the engine bemg derailed. 

General Car Foreman j i ' a nen was standin^, between tracks 17 
and 18, at a point about 15 or 20 feet weet of the frog in 
track 15, watching the tram pull in, he saw the front "end of 
the engine rocking after it passed the switch points and it 
looked to him as though the engine was derailed at the frog. 



Track Foreman Staples considered the frog to be in good 
condition and not sufficiently worn as to render it unsafe. A 
standard gnard" re.il, 11 feet long, used in connection with the 
frog, #as secured by two Q, and C clamps, and at ©&oh end by-
one l£ inch oolt, additional security being afforded by the 
shoulders of five reversed tie plates-, which helci the guard, 
rail in position. The l^ad track had been in service for 35 
ye&pSj end the usual amount of deflection beneath an engine 
of tjfe class Involved is about 3/lb inch. He had" personally 
Inspected this tra«k ana &&ug-e-d the frogs and guard j^ils the 
day prior to the accident, and found them to "be i& ^ood condi­
tion. It© arrived at the scene of accident about 17*minutes 
after its ocourrenc-e, and found the track torn U£ fo-t a distance 
of ahout_ 275 feet; the frog was in position, hat kmcked out 
of l£tfe apout £ inches, and the north rail of tr&ck 15, 0 

opposite the frog, was turned over northward At *ft angle of 90 . 
Both clamps were fresnly broken and stripped from the guard rail; 
the fcrgck whs slightly out of line from the £r.©g to a point about 
10 fifjgt WStward, and was torn up frora the frog for a distance 
of £7§ feet "eastward. There was a mark on top &Z the guard rail 
which inA'Itfated that a flange had crossed It at. %. point about 
opposite- the frog; one "wing rail of the frog was bent in the 
accident and it was replaced, after which the frog «nd guard rail 
were restored to service In their former location** Careful 
inspection at the track failed to disclose any condition that 
would have 6/aused" the accident;. 

TWb days prior to the accident Track 'tfalke*r Lynch checked 
the gaa$e of the turnout invorlved and found the switch, frog, 
and guard rail in good condition, while just a few hours prior 
to the accident he had inspected the ladder track, on which 
number;J,5 &witoh is located, and found everything to he in proper 
condition* 

Division Engineer White made a thorough check of track con­
ditions after the accident, but failed to find anything that 
would have caused the accident; tB« gauge and cro&s-level was 
all TJL^ht ând there was no soft track condition. 

General Foreman Finke, Fulton roundhouse, stated that immedi 
ately after the &eMdei& he inspected the engine, but failed to 
dete^tsihe what oaased it to be derailed, saying that no previous 
trouble .had* besn.-feacperienced with engines of thiir class being 
derailed at turij&its. All of the driving wheels 3*ere flanged, 
and all flanges and tires were In good condition, and- there was 
no excessive lateral. 

*Mes%er Ivfechanie jftobsan inspected the engine and said that 
theafe Tsras'do de^e^i^e condition about it that would have caused 
or eoetrlhvrt^S to a©$>&a«nt-\. Subsequently^, the engine truck 
was re^oVed and a steel blc-ek was found between the pedestal 
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jaw and the swinging holster at the right rear corner of the 
engine truck, this block was discovered on Hay 2. The only way 
this block coulci have been discovered was by special inspection. 

The Commission's mmectore iace an inspection of the steel 
block found m the engine truck, it v/as a rectangular piece of 
steel, o inches m height, base o 5/8 x o 7/8 inches and top 
5 5/8 x 4 1/8 and 4 o/lb inches, apparently a section from an 
engine frame. On n&y 4 this block W P S placed in the correspond­
ing location m the engine truck of an engine of the sane tyue 
involved in this accident, aftei whicn five tests were made as 
the engine was i.oved over the No. 7 turnout of track 15, at 
estimated speeds of 6 , 15, 2, 2, and 15 uiles per hour, respec­
tively, however, conditions at the time of the accident were not 
duplicated as the engine used m these tests aid not pull a 
neavy train. In each instance the engine was not derailed, but 
tne swirling bolster of the engine traciv nit the steel block a 
blow conespondmg in intensity to tne speed of tne engine. A 
sixth test wa& made on a 20 curve, around *vhicn the engine 
passed safely at an estimated speed oi 2 uilcs per hour, the 
swinging bolster again engaging tne clock, cut the engine was 
not derailed. According to the specifications of this railroad, 
on engine trucks of class K-3, £-8-? type engines, the bolster 
is permitted a maximum swing of 5̂ - inches on each side of the 
center of the engine truck, however, the presence of the block 
m the truck restricted the maximum swing of the bolster to 
approximately 1_ inches. 

Discussion 
The investigation developed notning </rong with tracjv con­

ditions or the manner in which the tram or engine was nandled 
that rfould in m y way nave caused or contributed to the accident. 
After the engine wis rerailed a cursory inspection revealed 
nothing unusual, and all wheel flanges, tires, end lateral were 
in ^ood condition. "v.Tien the engine truck was subsequently re­
moved, however, in order to make necessary repairs to certain 
parts broken m the derailment, r rect<_ ngulcr steel block was 
found between the p&destal jaw and the swinging bolster at the 
right rear corner of tne eri^m^ truck. According to the speci­
fications for engine trucks on the tme oi engine involved, 
tnis bolster is permitted a maximum, swing of 5^ mcnes on each 
side of the center of the engine truck, however, the presence 
of the steel block reduced tne maximum swing approximately to 
l| Inches, thereby considerably impeding the normal functioning 
of the engine truck on curved track. 

Conclusion 
This accident is believed to ntve been caused by a rigid 

engine truck, cue to a steel block having become wedged between 
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tiie^eflestal Jew tinft, -swinging feo-lsfcer, pfcew'^s&i&g tfee 

Restjectfully submitted, 

- - , - < Direct©?r ' 


