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SUMMARY 
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Railroad: 
Date: 
Location: 
Kind of accident: 
Train involved: 
Train number: 
Engine number: 
Consist: 

Speed: 
Track: 

Weather: 
Time: 
Casualties: 
Cause: 

Missouri-Kansas-Texas 
January 4, 1938. 

Tryon, Okla. 
Derailment 
Freight 

No. 273 

752 
1 water car, 13 freight cars and 
caboose 
About 35 m.p.h, 
2°59t15" right curve; 2,900 feet 
of 0.690 percent descending grade, 
then 290 feet of level track. 
Clear 
About 11:35 a.m. 
1 killed, 1 injured 
Probably due to the wheels of a 
tank car climbing the outside rail 
of a curve because of excessive 
side-bee ring clearance snd irre­
gularities In track surface, the 
car trucks being held rigid by an 
application of the brake made on 
straight track and retained while 
the train was on the curve. 
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Janu-ry 28, 1938. 

To the Commission: 

On January 4, 1938, tnere was a derailment o£ a freight 
train on the Missouri-Kansas-Texas Railroad near Tryon, Okla. , 
which resulted in the death of one trespasser and the Injury of 
one trespasser. 

Location and method of operation 

This accident occurred on the Oklahoma Division of the 
Southern District, which extends between Osage and Oklahoma City, 
Okla.,a distance of 98,7 miles. In the vicinity of the point of 
accident this is a single-track line over which trains arc oper­
ated, by timetable and train orders, no block-signal system being 
In use. The accident occurred at a point approximately two miles 
north of the station at Tryon; approaching this point from the 
north the track Is tangent for 4,106.5 feet, followed by a 
2059'15" curve to the right 1,754.6 feet in length, the derail­
ment occurred at a point about 673 feet from the south end of 
this curve. The grade for sou,th-bound trains Is 0.690 percent 
descending for a distance of 2,900 feet, followed by 900 feet of 
level track; the accident occurred at a point about 290 feet south 
of the north end of this level section. 

The track is laid on a fill which reaches a maximum height 
of 22 feet, and Is 6 foot high at the point of derailment; 
85-pound rails, 31 feet In length, are used on an average of 20 
ties to the rail length. It is sirglo-splked on the mside of 
the low rails and about 50 percent double-spiked on the outside 
of the high rails on curves and Is fully tie-plated. The rails 
are secured by 4-hole angle irons with 4 bolts In each iron. The 
track Is ballasted with chatt to a depth of about 12 inches and 
Is fairly well maintained. 

The maximum authorized speed for freight trains on tangent 
track Is 40 miles per hour and on curves 30 miles per hour, 

The weather was clear at the time of the accident, which oc­
curred at about 11:35 a.m. 

Description 
No. £73, a south-bound, third-class freight train, consisted 

of 1 water car, 11 loaded and 2 empty freight cars and a caboose, 
hauled by engine 752, and was In charge of Conductor Friddell and 
Engineman Swirczynaki. This train departed from Osage, 50 miles 
north of the point of accident, at 9:25 a.m., according to the 
train sheet, 2 hours 25 minutes late, passed Agra, approximately 
4.5 miles north of the point of accident, at 11:30 a.m., accord­
ing to the train sheet, 2 hours 14 minutes late, and was 
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derailed while traveling at a speed estimated to have been be­
tween 30 and 40 miles per hour. 

The train parted between the fifth and sixth cars, a 
distance of approximately 330 feet separating the two portions 
when both stopped. The engine and 5 leading cars were not de­
railed. The sixth car, F.A.R.X. tank car 603, stopped with its 
north end about 254 feet south of the Initial mark of derail­
ment, parallel to and 21 feet to the left of the track and 
in reverse position to that which It had In the train. The 
trucks of this car stopped at points 181 feet and 212 feet south 
of the initial point of derailment and about 8 feet and 22 feot, 
respectively, to the left of the track; the car body was badly 
damaged but the trucks were only slightly damaged. The body of 
the seventh car, M.K.T. box car 76520, stopped at right angles 
to the track 393 feet south of the first mark of derailment with 
its nearest end 12 feet east of the track. The body of eighth 
oar, M.K.T. box car 95022, stopped with Its south end about 15 
feet from the side of the track and against tho seventh car. 
The ninth and tenth cars were derailed but remained upright and 
in line with the track. The leading truck of the eleventh car 
was derailed. Several trucks were grouped east of the track at 
the north end of M-K-T 95022. 

Summary of evidence 

Engineman Swlrczyhski stated that after the proper air­
brake test had been made his train left Osage at 9:25 a.m.and 
proceeded without incident, passing Agra at 11:29 a.m. When a 
point 12 telegraph pole spaces north of the point of accident was 
reached the speed was about 37 or 38 miles per hour, at this 
time he made s 6-pound brake-pipe reduction, WHIEII was fallowed 
by another reduction of about 2 pounds AA tney entered THO 
curve upon .VHIRH thr accident occurred, ^ d the spe^d WAS reduced 
to about 35 miles per hour. The brakes we^p S CLLL applied when 
he looked b d - over the train and SAW a * ink car LEAVING the 
trac.£ about it A U W of CHC carve, he immediate-;Y mo\rod. THE broie 
valve to F-K'T^eucy position BUT THE SPEED was STILL about 35 
milco par a * " 4 . ' at ce r - - deraJimsat. Ajoit f*ve nhiutoa 
aftfcT* tho u^urrenoe 1 ie CCCIDORT, NC v tosn^ tho rear 
to atftf-e—to%ti v e c#V"-n £© fa.nd A wheel vXtcx & K^sen. flcnge, 
but did not knew FFHET ier THIS caused the derg J Imon-. Other than 
this he DID not ooseTve ANY'hi 1 about THE cars that would 
have caused the derailment. The brakes functioned properly on 
route; there was no unusual slack action In the train; and he 
did not notice any unusual rolling or rocking of the engine 
or cars Just prior to the derailment. He stated that the speed 
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r o s t r l c t l o n s in t h i s t e r r i t o r y a re 35 m i l e s p e r h o u r on 
cu rves and 40 m i l e s p e r h o u r on t a n g e n t s and he b e l i e v e d t h a t he 
was o b s e r v i n g t h e s e r e s t r i c t i o n s a t t h e t ime of the a c c i d e n t . 
He a l s o s t a t e d t h a t a v a r i a t i o n of a s much a s 5 m i l e s p e r h o u r 
above the speed shown in the t i m e t a b l e i s p e r m i t t e d due t o t h e 
absence OF speed r e c o r d e r s on the e n g i n e s and t h a t when round­
i n g the cu rve i n q u e s t i o n he had i n mind t h a t 35 m i l e s 
p e r h o u r was t b e maximum a u t h o r i z e d speed on c u r v e s , which he 
c o n s i d e r e d t o be s a f e In t h i s i n s t a n c e . A f t e r r e f e r r i n g t o 
the c u r r e n t t i m e t a b l e he s t a t e d t h a t t h e maximum a u t h o r i z e d 
s p e e d f o r f r e i g h t t r a i n s was 30 m i l e s p e r h o u r on c u r v e s 
and 40 m i l e s p e r h o u r on t a n g e n t s . He gave the t ime of 
a c c i d e n t a s 1 1 : 3 6 a.m. 

Fireman L o v e l a c e c o r r o b o r a t e d the s t a t e m e n t o f t h e e n g i n e -
man c o n c e r n i n g i n c i d e n t s up t o the t ime o f a p p r o a c h i n g the p o i n t 
o f a c c i d e n t bu t s a i d t h a t t he speed was abou t 40 m i l e s p e r h o u r 
J u s t p r i o r t o the a i r - b r a k e a p p l i c a t i o n , which w a s made a t a 
p o i n t about 20 car l e n g t h s n o r t h of the p o i n t o f a c c i d e n t . The 
s p e e d bad bepn reduced to abou t 34 o r 35 m i l e s p e r h o u r a t t he 
t i m e o f the d e r a i l m e n t . H e a l s o t hough t t h a t t h e maximum a u ­
t h o r i z e d speed on t a n g e n t s was 40 m i l e s p e r h o u r and 35 m i l e s 
p e r h o u r on c u r v e s bu t a f t e r r e f e r r i n g t o the c u r r e n t t i m e ­
t a b l e ho s a i d t h a t tho speed on c u r v e s was l i m i t e d t o 30 
m i l e s p e r h o u r . A t a p o i n t abou t 2 m i l e s n o r t h of whore the 
d e r a i l m e n t o c c u r r e d ho l o o k e d back o v e r t he t r a i n and o b s o r v e d 
n o t h i n g wrong. He s a i d t h e r e was no u n u s u a l s l a c k a c t i o n i n the 
t r a i n Jus t p r i o r to the d e r a i l m e n t and he d id no t o b s e r v e 
any r o c k i n g o f the o ^ r s . The speed In t h i s i n s t a n c e was tho 
u s u a l «peod of t r a i n s i n the v i c i n i t y of t h e a c c i d e n t . 

Head Brakeman Ruber t s t a t e d t h a t t h e speed was about 35 
m i l e s p e r b o u r when a b r a k e a p p l i c a t i o n was m^de, t h i s b rake 
a p p l i c a t i o n b e i n g made about 10 o r 1 5 t o l e g r a p h - p o l e s p a c e s 
n o r t h of the p o i n t o f a c c i d e n t , and he e s t i m a t e d the speed t o be 
30 m i l e s p e r h o u r a t the t ime of tho d e r a i l m e n t . He d i d no t 
n o t i c e any u n u s u a l r o c k i n g o f the o a r s and had l o o k e d o v e r 
the t r a i n from the r i g h t s i d e o f the gangway o f t he e n g i n e 
Jus t b e f o r e e n t e r i n g upon the cu rve on which the a c c i d e n t 

o c c u r r e d , and he obse rved no unusua l s l a c k a c t i o n . The speed 
i n t h i s I n s t a n c e was a b o u t the u s u a l speed and he d i d n o t 
t h i n k t h a t speed had any b e a r i n g upon the a c c i d e n t . 

Gonduotor F r i d & e l l s t a t e d t h a t t h e speed o f t he t r a i n was 
be tween 35 and 38 m i l e s p e r h o u r a t the t ime of t h e b rake a p p l i ­
c a t i o n , a t which t ime he was l o c a t e d on t h e r i g h t s i d e o f t h e 
c u p o l a , and t h i s a p p l i c a t i o n reduced the speed t o 30 o r p o s s i b l y 
34 m i l e s p e r h o u r and he e s t i m a t e d the- speed a t t h e t ime o f 
t he a c c i d e n t t o ha^e been be tween 32 and 34 m i l e s p e r h o u r ; 
t h i s was about the u s u a l s p e e d . He s a i d t h e maximum a u t h o r i z e d 
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speed on curves was 30 M i e s per hour but that there Is an allowa­
ble variation of 5 miles per hour above that shown In the time­
table. After the accident occurred he made an inspection of the 
track behind the caboose and found a wheel mark on top of a 
rail from which it appeared th.pt a wheel flange had passed over 
it a distance of about 10 feet. There was no indication that 
anything had been dragging under the train. H e then Inspected 
the equipment and found nothing that would have caused the 
derailment except a broken flange; the Indications were that 
the break was new as the edges were sharp and clear. He had 
not observed any unusual rolling or rocking of the cars just 
prior to the accident AND was of the opinion that speed had 
no bearing upon the accident. At first he formed no opinion 
as to the cause of the accident but later arrived at the con­
clusion that a swinging tank car was the cause of the derailment. 

The statement of Rear Brakeman Parks corroborated that of the 
conductor and It produced no additional information of value* 

Roadmaster Moody, wh^ was In the left side of the cupola of 
the caboose approaching the point of accident, stated that the 
first air-brake application he felt was an emergency application 
which occurred about 1,000 feet north of the point of derailment, 
and he was of the opinion that the engine entered the curve at a 
speod of about 40 miles per hour. Immediately after the train 
stopped he and the rear brakeman walked a distance of 5 or 6 car 
lengths to the rear OF the caboose and MA*e an Inspection of the 
track. They found no indication of anything having been dragging 
under the train. A short time later he and two other men took 
cross levels and gauge of the track northward, from the point 
where the marks first appeared on the rail, for a distance of 
20 rail lengths. In checking the cross levels, which were taken 
every 15 1/2 feet, it was found that at I point 10 rail lengths 
north of the first flange mark there was a variation of one-half 
inch, and at the point of derailment there was a variation of 
three-eighths inch; between these points the variation die not 
exceed one-fourth inch. He said this method of taking cross 
levels did not reflect the surface of the Individual rails. 
The gauge varied from 4 feet 8 1/2 inches to 4 feet 9 1/8 inches; 
howover, there was one joint on thia curve where the gauge was 
three-sixteenths Inch tight but it was not rigid. He said an 
excess of one-half inch in tne gaa£*e was used on curves, ^here 
wag a heavy flange oark, beginning about 4 feet from a raiX-jQlflt, 
-on the &£ the ball of the outside rail of th* curve and 
this rrark gradually climbed until it reached the outside of the 

http://th.pt
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r a i l , d r o n i n g o f f t h e o u t s i d e 2 9 . 9 f e e t sou th of the b e g i n n i n g 
o f the mark; i t con t i nued on the t i e s f o r a d i s t a n c e o f 47 f e e t , 
a t which p o i n t marks made by the r e a r p a i r of w h e e l s appea red . M 
Both t r u c k s wore f o r c e d from the roadbed 49 f e e t f a r t h e r s o u t h % 
and t h e t r a c k was d e s t r o y e d f o r a d i s t a n c e of about 159 f e e t b e ­
yond . The i n s p e c t i o n of the d e r a i l e d c a r s d i s c l o s e d t h a t the 
l e a d i n g t r u c k o f P.A.R.X. tank c a r 603 , the s i x t h c a r i n t he 
t r a i n , w i s l y i n g about 22 f e e t to the l e f t o f t h e t r a c k - c e n t e r 
a t a p o i n t a p p r o x i m a t e l y 212 f e e t sou th of the f i r s t f l a n g e 
mark and the r e a r t r u c k was 20 f e e t f a r t h e r aouth and 8 f e e t 6 
i n c h o s t o t h e l e f t o f t h e t r a c k - c e n t e r . The t ank s topped about 
300 f e e t aouth o f the f i r s t f l a n g e mark and abou t 20 f e e t to 
the l e f t o f t he t r a c k - c e n t e r . There was a p i e c e of b a d l y c r a c k e d 
f l a n g p 6 o r 8 Inches m l e n g t h on a whee l o f one o f t h e s e t r u c k s 
and a s e c t i o n 3 o r 4 i n c h e s l o n g was b roken o f f from the sane 
whee l* He o b s e r v e d t h a t a p i e c e 9 I n c h e s l o n g was m i s s i n g 
from a t r u c k o f a n o t h e r d e r a i l e d c a r . I t was h i s o p i n i o n t h a t 
t h e s e f r a c t u r e s were c a u s e d d u r i n g the d e r a i l m e n t . I t was a l s o 
h i s o p i n i o n t h a t the s i x t h c a r was t h e f i r s t c a r t o become 
d e r a i l e d ; the b r a k e s b e i n g a p p l i e d on s t r a i g h t t r a c k , and 
r ema in ing a p p l i e d as t h e o a r e n t e r e d upon the c u r v e , t ended t o 
h o l d t h e t r u c k s r i g i d and d i d no t a l l o w them to c u r v e ; t h i s was 
a l a r g e tank c a r w i t h a h i g h c e n t e r o f g r a v i t y h a v i n g some e x c e s s 

s i d e - b e a r i n g c l e a r a n c e , o a u s i n g the c a r to l e a n toward the i n s i d e 
o f t h e cu rve and c r e a t e a l i f t i n g t e n d e n c y on the w h e e l s on the 
o u t s i d e o f t h e c u r v e . Some d i f f i c u l t y had been e x p e r i e n c e d i n 
the p a s t w i t h t ank c a r s of t h i s t y p e b e i n g d e r a i l e d . S u b s e ­
quen t t o t h e a c c i d e n t the roadmas t e r had a c o n v e r s a t i o n w i t h two 
t r e s p a s s e r s who were on t h e t e n t h c a r o f t he t r a i n and t h e y i n ­
formed him t h a t the s i x t h c a r was the f i r s t t o become d e r a i l e d 
and s a i d t h e y h e a r d a g r i n d i n g sound b e f o r e t h a t o a r l e f t t he 
t r a c k . Roadmaster Moody s t a t e d t h a t the i n d i c a t i o n s were t h a t 
the l e a d i n g w h e e l s of t he sou th t r a c k were the f i r s t to c l i m b the 
r a i l b e c a u s e t h e y were d e f l e c t e d from t h e r a i l w i t h i n a s h o r t d i s ­
t a n c e . He s a i d the c u r v e in q u e s t i o n was s a f e f o r a speed o f 35 
m i l e s p e r hour and was of the o p i n i o n t h a t speed d i d not c a u s e 
the d e r a i l m e n t . 

S e o t i o n Foreman BogUe, on whose s e c t i o n the a c c i d e n t o c c u r r e d , 
s t a g e d the l a s t t ime work had been dono on t h i s c u r v e , which c o n ­
s i s t e d o f s p o t t i n g and l i n i n g , was 3 o r 4 days p r i o r to t h e a c c i ­
den t and in his Judgment the t r a c k was s a f e f o r t h e a u t h o r i z e d _ 
s p e e d . There had been no r e c e n t r a i n s In t h i s v i c i n i t y to c^use ^ 
s o f t s p o t s In t h e t r a c k . H i s I n s p e c t i o n o f t he t r a c k subsequen t 
t o t he a c c i d e n t d i s c l o s e d no low p l a c e s . 

Car Foreman Hornback s t a t e d t h a t he was In c h a r g e of the 
w r e c k i n g t r a i n which a r r i v e d a t the sceno o f t h e a c c i d e n t a t 
3435 p .m. H e found the s i x t h c a r d e r a i l e d i n the manner d e s c r i b ­
ed by t h e r o a d m a s t e r a n d , i n a d d i t i o n , found the s e v e n t h , 
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eighth, ninth, tenth car, and the leading truck of the eleventh 
car derailed. He observed a broken rim and a broken flange 
on the wheels of the rear truck of the sixth car and a broken 
flange on another c^r but these were a result of the de-ail­
ment. The following day the sixth car was rerailed and placed 
on Its original trucks and taken to Tryon where the sidebearing 
clearance was measured. The clearance on the "B", or forward 
end, was five-eighths inch, and one-fourth inch on the "A" end. 
The center plates had worn spots which showed they were in 
contact and the eido "bearings were also worn, indicating the 
car was free on the bearings. The top side bearings, which were 
of pressed steel, were secured to the body bolsters with bolts. 
The side bearings of one truck were cast integrally with the 
truck bolster while the bearings of the other truck were 
secured to the bolster with rivets. The side bearings and 
center plates were m good condition. The truck sides were 
of the Andrews type and they bore no indication of being out 
of'line or bent. The wheels in these two trucks showed very 
little flange wear. There wis nothing about any of the other 
derailed cars that would have caused or contributed to the 
derailment. H e stated that the permissible side-bearing 
clearance on tank cars similar to P.A.R.X. 603, according to 
M.IC.T.R.R. standard practice card, was a iilnlmum of one-fourth 
inch and a maximum of one-half inch total clearance. H e also 
stated that in an ordinary inspection it would be difficult 
to detect the variation of one-oighth Inch, and It could only 
be detected by actual measurement. He said that it had been 
his experience that In the case of cars equipped with built-up 
bolsters the side-bepring clearance Is always less when the car 
is loaded than when empty. It was his opinion that the accident 
was caused by slight track Irregularities, the tendency of tank 
cars to rock, and the difference in side-bearing clearance. 

Mechanical Foreman Burrls corroborated the statement of Car 
Foreman Hornback in all essential details. 

Car Inspectors Taber and Moritaky made an Inbound inspec­
tion of P.A.R.X, 603 at Osage and noted no defects. Car Inspectors 
Shoemaker and Taylor made an outbound inspection of this car at 
Osage and noted no defects. 

Obaermtiona of QomlenXm** lmp9Q%ar 
Three distinct flange marks across the ball of the east rail 

and on the ties between the rails were discernible. On tho east 
rail the first of these started with a rubbing mark on the 
inside of the ball of the rail at a point 1,091.7 feet south of 
the north end of the curve; the second started at a point 58 
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f e e t f a r t h e r s o u t h , and the t h i r d 3 1 f e e t beyond the s econd . 
The f i r s t marks be tween the r a i l s s t a r t e d a t a p o i n t a p p r o x i ­
m a t e l y 30 f e e t sou th o f t h e f i r s t mark on the e a s t r a i l ; the 
s econd mark s t a r t e d a t a p o i n t about 3 1 f e e t s o u t h o f t be f i r s t 
mark and the t h i r d mark s t a r t e d about 33 f e e t beyond the s e c o n d . 
& 1 1 o f t h e s e f l a n g e marks were d i r e c t e d toward t h e e a s t and 
t e r m i n a t e d when the t r u c k s l e f t t h e t i e s ; Judg ing by t h e s e 
marks the r e a r t r u c k l e f t t h e t i e s a t a p o i n t a p p r o x i m a t e l y 
184 f e e t sou th o f the f i r s t v i s i b l e mark on the e a s t r a i l . 

The r a i l s were s l i g h t l y c u r v e worn. There was no e v i d e n c e 
o f t h e b a l l a s t chu rn ing a t t he J o i n t s . 

Examina t i on o f the damaged equipment was made a t O s a g e . 
P . A . R . X . 603 i s a tank c a r w i t h o u t end s i l l s ; I t was b u i l t In 
November, 1 9 1 7 . The l i g h t w e i g h t i s 45 ,300 pounds and the c a p a ­
c i t y 100,000 pounds , o r 1 0 , 1 6 8 g a l l o n s . T h i s c a r was l o a d e d 
w i t h g a s o l i n e . Tbe h e i g h t from top o f r a i l to t o p of t a n k , b u t 
n o t o f dome, i s 1 1 f e e t 3 3 /4 i n c h e s . The l e n g t h Of the c a r 
from b u f f e r b l o c k to b u f f e r b l o c k i s 35 f e e t 7 i n c h e s ; tbe 
d i s t a n c e of b u f f e r b l o c k to c e n t e r of s i d e b e a r i n g i s 5 f e e t 
I 1 / 2 i n c h e s ; l o n g i t u d i n a l d i s t a n c e be tween c e n t e r s of s i d e 
b e a r i n g s I s 25 f e e t ; the s i d e b e a r i n g s on "A 1 1 end a r e 4 f e e t 
I I 1 / 2 i n c h e s a p a r t and on the " B n end 4 f e e t l l I nches a p a r t . In 
a l l o t h e r d e t a i l s the i n s p e c t i o n of t h i s o a r d i s c l o s e d the same 
f a c t s a s s t a t e d by the c a r foreman. The t o t a l e l<2e-bear ing 
c l e a r a n c e was measured a f t e r j a c k i n g up the o a r on one s i d e 
and t h e c l e a r a n c e on the " B n end was t h i r t e e n - s i x t e e n t h s i n c h 
and f i v e - e i g h t b s inch on the "A*1 end. The f r a c t u r e s of the 
w h e e l s appea red t o h a v e o c c u r r e d d u r i n g the d e r a i l m e n t . There 
was no o t h e r c o n d i t i o n about any of t h e c a r s t h a t appeared t o 
h a v e caused o r c o n t r i b u t e d to the d e r a i l m e n t . 

D i s c u s s i o n 

The e v i d e n c e i n d i c a t e d t h a t the l e a d i n g o r " B " end t r u c k 
o f P . A . R . X , 6 0 3 , the s i x t h c a r i n the t r a i n , was the f i r s t 
t r u c k t o beoome d e r a i l e d ; t h i s o c c u r r e d 1 , 0 9 1 . 7 f e e t sou th o f 
t h e n o r t h end of the c u r v e and the f l a n g e mark a t t h i s p o i n t 
showed a b r a s i o n on the i n s i d e o f the b a l l o f t h e r a i l and a mark 
e x t e n d i n g f o r a d i s t a n c e o f a p p r o x i m a t e l y 29 f e e t a c r o s s t he 
b a l l of t he o u t s i d e r a i l . The e v i d e n c e i n d i c a t e s t h a t t he 
f o r w a r d end o f t h i s c a r had an e x c e s s i v e amount of s i d e b e a r i n g 
c l e a r a n c e . The t o t a l c l e a r a n c e on the fo rward end o f t h e c a r 
when Jacked up on one s i d e was t h i r t e e n - s i x t e e n t h s i n c h - w h i l e 
t h a t pfc the r e a r end was f i v e - e i g h t h s I n c h . The s t a n d a r d r e q u i r e ­
ments o f t h i s r a i l r o a d f o r c a r s o f t h i s t y p e ' a r e a maximum o f 
one—half Inch and a minimum of o n e - f o u r t h i n c h t o t a l c l e a r a n c e . 
T h i s c a r was g i v e n inbound and outbound I n s p e c t i o n a t Osage and 
no d e f e c t s were n o t e d . T h e r e was n o t h i n g about any o f the o t h e r 
c a r s t h a t would have caused o r c o n t r i b u t e d to the d e r a i l m e n t . 
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There waa no evidence of excessive slack action in the train. 
The members of the crew estimated the speed at the time of the 
accident to have been not in excess of 36 miles per hour, while 
the roadmaster estimated It to have been 40 miles per hour. The 
ropdmaster did not think high speed was the cause of the accident. 
The maximum authorized speed on curves was 30 miles per hour but 
it appeared from the evidence that an additional 5 miles oer hour 
is permitted. 

The superelevation appeared to be ample for the curve in 
question with a speed of 40 miles per hour, tne highest esti­
mated. For a distance of 20 n i l lengths extending north of the 
point of derailment the cross levels varied from 4 1/2 to 5 1/2 
Inches. The greatest variation from one rail joint to an adjacent 
joint was on the outside of tho curve m the ninth rail north 
of the point of derailment, this variation was one inch. The 
gauge was not more than five-eighths inch in excess of the stand­
ard gauge and the rails were only slightly curve worn. Tncrc was 
no Indication that anything had been dragging under the train. 

The evidence is to the effect that the brakes were applied 
in service before entering the curve and were kept applied, an 
emergency application being mad.e at about the time of derailment. 
The fact that the brakes were applied prooably had the effect of 
making the trucks rigid and the rubbing action of the wheel 
flange at the point where the flange marks became visible indi­
cates that rigidity of the leading"truck of P.A.R.X. 603 contri­
buted, to the cause of derailment. Tne car foreman stated that 
cars of the type to which this car belonged are easily set to 
rocking and the slight Irregularities in the cross levels of the 
track on the curve may have produced excessive rocking. Tho 
various breaks In the wheels were evidently the result of the 
derailment. 

While none of the employees considered that speed contributed 
to the cause of tnis accident, the evidence is to the effect that 
the speed of the train when approaching the curve and at the time 
of acoidont was approximately or possibly somewhat in exocss of 
the maximum authorized speed. 

Conclusions 

it ia believed that this accident was caused by the v/ftools 
of a tank oar climbing the outside rail of a curve because of 
excessive side-bearing clearance and irregularities in track sur­
face, the car trucks being held rigid due to the brakes being 
applied when this car approached and entered upon this curve. 

Respectfully submitted, 
W. J. PATTERSON, Director* 




