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INTERSTATE COMMERCE COMMISSION
WASHINGTON

REPORT NO, 3299

MISSOURI -KANSAS-TEXAS RAILROAD CCUFANY
OF TEXAS

IN RE ACCIDENT
NEAR SPARKS, T&X., ON
OCTOBER 28, 1949




Date:
Railroad:

Location:

Kind of accident:

Train involved:
Train number:
Engine number:
Consist:

Speed:

Operation:
Traclz:

Weather:
Time:
Casualties:

Cause:
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SUMMARY

October 28, 1949
Missouri-Kansas-Texas of Texas
Sparks, Tex.

Derailment

Freight

Extra 329 North

Diesgel-electric units 329C and 3294
44 carrc, caboose

51 m, p. h.

Timetable, train orders and
automatic block-signal sysiem

Single; 4° curve;, 0.99 percent
descendinc grade northward

Clear
2:50 a. m.
1 xilled; 2 inJured

Broken wheel
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INTERSTATE COMMERCE COMMISSICN

REPCRT NO. 3299

IN THZ MATTER OF MAKING ACCIDENT INVESTIGATION REPORTS
UNDER THE ACCIDENT REPORTS ACT OF MAY 6, 1910,

1{I SSOURT ~-KANSAS-TEXaS RAILROAD COMPANY OF TEXAS

January 17, 1850

accilent near Sparks, Tex., on Cctober 28, 1949, caused
by a brocen wheel,

1
REPCRT OF THE COMMISSION

PATTERSCN, Commissioner:

" Cn Jctober 28, 1949, there was a derailment of a
freighkt train on the line of the Missouri-Kansas-Te:as
Rellroad Company of Texas near Sparks, Tex., which resulted
in the death cf one treSpasser and the injury of two
trespassers.

1

Under svthori<y of section 17 (2) of the Interstate Com—
merce Act the above-entitled procesding was referred by the
Commission to Commissaioner Patterson for consideration and
disposition,



~
~
l.' \
* &‘\ \
. W o
‘\z\f') ‘ f
0 Bellmead, Tex.
. | 16,81 mi,
Y X Point of accident
[} Lo® 1 .
:G _____ ‘;\ ' 2.4_9 I'_‘Ll.
Oi,o‘é\ s 0 Sparks
3888 3 16,10 .1,
Y \ o Granger, Tex,
:f. % i o ]
Lo :%\
:: 731\ ftoe C(\FIT
. o\
: . a
: 03B
B . b
: = 5
¥ E:Ce. &
To Sparks &% o
219 i, ¢ o
' o,
: 1,333 ft, F 9
: S
. o~ o>
g RE a3
: R A
: ; SHA
V = o e
0030? » =8
1,083 ft. gg g
. K 2,0
: 2EPh
9 3 PaCe é °©
g 2 2
£ 3 =)
o] . *
& Tangent 5
2,000 £o. o
) - 2
: &
A



-5 - 3299

Location of Accident and Method of Operation

This accident occurred on that part of the San Antonio
Division extending betweecn Granger and Bellmead, Tex., 65.1
milese. In the vicinity of the point of accident this is
a single~track line, over which trains are operated by
timetable, train orders and an automatic block-sgignal
system. The aeccident occurred on the main track 18.29
miles north of Granger and 2.19 miles north of the station
slgn at Sparks. From the south there are, in succession,

a 0°30' curve to the right 1,083 feet, a tangent 1,333 fect,
and a 4° curve to the left 7?34 feet to the point of accident
and 715 feet northward. The grade for north-bound trains
1s, successlvely, Q.08 percent ascending 2,600 feet, levcl
900 feet, and 0.99 percent descending 1,915 feet to the
point of derailment and 485 feet northward. :

The track structure consists of 112-pound rail, 39
Teet in length, laid new in 1945 on an average of 24 treated
Ties to the rail length., It 1s fully tieplated with double-
ghouléer tie plates, double-spiked outside and single-~sniked
Inside, and 1s provided with 4-hole head-free joint bars 24
inches in length, and 12 rall anchors per rail length, It
1s ballasted with crushed stone to a depth of about 21 inches
under the ties. In the immedlate vieinity of the polnt of
accldent the track is laid on a fill about 13 feet in
helight.

The maximum authorized speed for the train involved
was 55 miles per hour, but 1t was restricted to 40 miles
per hour on the curve on which the accident occurred.

Description of Accident

Extra 329 North, a north~bound freight train, consisted
of Diesel-electric vnits 320C and 329A, coupled in multiple-
unit control, 44 cars and a caboose. This traln departed
from Smithville, Tex., its initial terminal, 79.6 miles
south of the point where the accident occurred, at 11:30
p. m., October 27, departed from Granger at 2:29 a. m,,
Cctober 28, and while it was moving at a speed of 51 miles
per hour the third to the thirty-second cars, inclusive,
and the front truck of the thirty-third car were derailed
at a point’'2.19 miles north of the station sign at Sparks.
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The Diesel—-electric units and the first and the second
cars remained coupled and stopoed with the front of the flrst
Diesel~electric unit 1,496 feet north of the point of derail-
ment. The third car was derailed to the right and stopped
on its left side 347 fect north of the point of deraliment,
with its front end 50 feet and its rear end 68 feet cast-
of the center-line of the track. The fourth to the thirty-
second cars, inclusive, stopped in-various positions on or
near the track within a distance of 870 feet immediately
north of the point of derailment. The ninth, tenth, and
eleventh cars were slightly damaged. The third, fifth, sixth,
elghth, twelfth, thirty-first, and thirty-second cars were
badly damaged. The other derailed cers were destroyed.

The thirty-third car remained coupled to the rear portion
of the train and was not damaged. A steel brildge located
827 feet north of the point of derailment was somewhat

damaged. The casualties occurred in the twenty-ninth car,

The weather was clear at the time of the accident, wnich
occurred at 2:50 a, m,

H,W7,C.X. 40917, the third car of Extra 329 North, is
an all-steel covered hopper car built in 1947. It was
loaded wilth bulk cement welghing 155,600 pounds. The
nominal capacity of the car 1s 140,000 pounds, and the
maximum load limit is 157,000 pounds. At the time of the
accident the gross weight was 208,500 pounds. The trucks
were equinped with cast-steel bolsters and double-truss
cast-steel side frames. The front wheels of the front truck
were £50-nound single-plate bracketed cast-iron wheels,
They were cast in 1946,

Piscussion

As Extra 329 North was approaching the point where the
accldent occurred the speed was 51 miles per hour, according
to the speed-~recording device with which the first Diesel-
electric unit was equipned. The enginemen and the front
brakeman were in their respective positions in the control
compartment at the front of the first Diesel-electrlc unit,
and the conductor and the flagman were in the cupola of
the caboose. The Diesel-electric unit and the caboose were
riding smoothly. The train had been inspected at Smithville,
and the members of the crew had observed the train as 1t
passelG over various curves after it left Smithville. No
indication of defective equipment had been observed. The
first that the members of the crew became aware of anything
being wrang was when the brakes became applied in emergency. -
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Examination of the track after the derailment occurred
disclosed no indication of dragging equipment or of any
obastruction having been on the track. Throughout a distaace
of 734 feet immediately south of the point of accident the
maximum variation in gage between two adjacent stations,
measured at rail joints and centers, was 1/8 inch, and the
maximum veriation in superelevation was 1/4 inch. At the
point of derailment the gage was 4 feet 8-1/2 inches, and
the superelevation was 8 inches. Startinz at a point
93.2 feet south of the point of derailment a serles of niclis
appearcd on the gage side of the head of the east rail,
These niclis were heavy and distinct a distance of about
9 feet. Immediately.north a series of similar, but
lighter, nicks continued a distance of 84.2 feet on the
gage side of the head of the rail, then continued diagonally
on ton of the rall a distance of 12.1 feet to the outside
of the rall., About 40 pieces of broxen flange were found
between the rails opvosite the seriss of heavy nicks. It
1s evident that the nicks were caused by the breaking upo
of the flange as the wheel revolved. The lighter marks
apparently were made by the jagged edges of the breaks at
the throat of the flange. A mark apoeared on a tie plate
on the qutside of the east rail 4.2 feet north of the point
vhere the vheel dropved outside the rail. Immediately
north of this mark, the ties bore merks indicating that one
pair of theels had become Ceralled to the east. These marks
continued in line with the track a distance of 256.3 feet
northvard. From this point northward the track was destroyed
throughout a distance of 595 feet.

Insnection of H.W.C,X. 40917 after the accident
occurred disclosed that approximately 96 percent of the
flange of the eact front wheel of the front truck was
broken irom the wheel. The remalning portion of this
flange was worn almost to the condemning limit of the
carrier, but the compenion vheel showed very 1little flange
wear. It could not be determined if any part of the broken
flange had reacned the condemning limit. Examination of
the rear pair of wheels of this truck disclosed that they
were vorn in a simiiar manner. This indicated that both
east wheels of this truck had a %tendency to bear heavily
against the rail, The side bearings indicated that the
welght of the body and the lading of the car had been
properly distributed. The stenciled tave size of the
wheels of thls truck was 40, Actual measurements of the
front pair of wheels disclosed that the wheel with the broken
flange was one and one-half tape siZes, or approximately
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3/16 inchi in circumference, smaller than 1ts companion

wheel. Measurement of the side frames of the truck disclosed
that the frame on the east side was 3/32 inch shorter than .
the frame on the opposite side. However, this is within

the prescribed limits of the carrier. The carrier reported

that laboratory analysls of the wheel with the broken

flange indicated that the metal 1n the wheel was normal

and that the chill was not excessive.

. Jnder the conditions present, when H.W,C.X, 40917
entered the 4° curve to the left sufficient force was.
exerted against the flange of the east front wheel of the
front truck of this cor to cause failure of the flange.

Cruse

. It is found that this accident was caused by a broken
wheel.

Dated at Wasnhnington, D. C., this seventeenth
day of Jeanuary, 1950,

By the Commission, Commissioner Patterson.

( SEAL) W. P. BARTEL,

Secretory,.



