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SUMMARY 

Date: 
Railroad: 
Location: 
Kind of accident: 
Train involved: 
Train number: 
Engine number: 
Consist: 
Estimated speed: 
Operation: 
Track: 

Weather: 
Time: 
Casualti es: 
Cause: 

May 10, 1950 
Texas and New Orleans 
Beasley, Tex. 
Perallment 
Ps ssene-er 
204 
615 
10 ears 
54 in, p. h. 
Timetable and train orders 
Single; tangent, 0.08 percent 
ascending grade eastward 
Clear 
6:10 a. m. 
I killed; 1 injured 
Inadeouat'-lv maintained track 
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REPORT NO. 3329 
IN THE MATTER OF MAKING ACCIDENT INVESTIGATION REPORTS 

UNDER THE ACCIDENT REPORTS ACT OF MAY 6, 1910. 
TEXAS AND NEW ORLEANS RAILROAD COMPANY 

June 30, 1950 

Accident at Beasley, Tex., on May 10, 1950, caused by 
inadeauately maintained track. 

1 
REPORT OF THE COMMISSION 

PATTERSON, Commissioner: 
On May 10, 1950, there was a derailment of a passenger 

train on the Texas and New Orleans Railroad at Beasley, Tex. 
which resulted in the death of one employee, and the injury 
of one employee. 
_ -

Under authority of section 17 (2) of the Interstate Com­
merce Act the above-entitled proceeding was referred by the 
Commission to Commissioner Patterson for consideration and 
disposition. 

INTERSTATE COMMERCE COMMISSION 
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Locotion of Accident and Method of Operation 
This accident occurred on that part of the Victoria 

Division extending between Victoria and Tower 17, Rosenberg, 
Tex., 91.2 miles, a single-track line, over which traine are 
operated by timetable and train orders. There is no block 
system in use. At Beasley, 33.5 miles east of Victoria, a 
siding 4,011 feet in length parallels the main track on the 
north. The switches of this siding are, respectively, 2,860 
feet west and 1,151 fe^t cast of the station sign. A spur 
track 992 fet-t in length diverges i r 0 m the main track on the 
south. The switch of"this track, which is facing-point f o r 
east-bound movements, is located 1,002 feet west of the 
station sign. The accident occurred on the main track at 
the point-of-frog of the spur track and 79 feet east of the 
pcint-of-switch. Th: main track Is tangent 5,221 feet 
Immediately west of the point of accident and 7.51 miles 
eastward. The grade for east-bound trains Is 0.0P percent ' 
ascending. 

The structure" of th'e main track consisted of cropped 90-
pound rail 30 -'fe. t 8 inches in 1 n^th, rolled in the years 
1910 to 1916, and relaid in its era sent location in 1928 on an 
average of 17 treated ti--s to the rail length. It was fully 
tieplated with single-shoulder tieplrtes, sinelf-spiked, and 
was provided with 27-inch, 4-hole, head-free joint bars 
and 10 rail anchors per rail length. It was ballasted 
with pit run gravel to a depth of 8 incnes below the ties. 
At the point of derailment the gage war 4 feet 8-5/8 inches, 
the alinement was tangent and the ?outh rail wa a 1/2 inch 
lower than the north rail. 

The spur-track turnout consisted of a !To. 12 spring-rail 
type frog, the ancle of which was 4°46'19", 90-pound rails 
and switch rails, and two 8-foot 3-inch clamp-type guard rails 
laid on 54 treated switch ties. The spring-rail type frog 
was 15 feet 6 inches in length. It was bolted together with 
10 heat-treated bolts 1-1/2 inches in diameter, and was 
provided with 10 base plates 5/8 irch thick, 9 inches wide 
and o f various lengths. The base plates were riveted to the 
base of the frog rail and were soik?d to the switch ties with 
four spikes each. For movements on the main track, the 
carrier's specifications reeuire that a 1-7/8 inch flange-way 
be provided between th-- rlgid-T^in™ rail and the frog point. 
F o r movements through the turnout, thev renuire that the 
spring-wing rail b e "adjusted for a 1-7/P inch flangeway when 
fully open. The spring-wing rail was 13 feet 2 inches long, 
and was held In normal position by four -'.oil springs mounted 
on a 1-1/8-inch by 28-inch soring bolt. The spring bolt 



extended through the ri^id-wing rail, the frog point and 
the spring-wine- rail at a point 16 inches east of th'-
point-of-frog. The springs wore enclosed in malleabl" iron 
housings and ware held in position and compression by an 
adjustable nut on each threaded <-;id of the spring bolt. 
Three hold-downs w°ro provided to prevent exc°scive vert:cal 
movement of the spring-wing rail. The hold-downs consisted 
of horns projecting at ri-tit angles from the spring-wing 
rail into U-shape housings bolt-d to the b; se plat-s. The 
specifications reouire that the horns be adjusted for only 
l/8-inch clearance within the housings. The spring-win' ral 
was 6 inches longer than the rlerld-wing rail and the free-
end was flared throughout a distance of 25 inches to permit 
wheels to open th-- spring-wing rail during movement on th" 
turnout. A triangular section was planed from the head of 
the spring-wine rail to provide channeling for t h n treads 
of wheels moving on the main track. To prevent undesired 
opening of the spring-wing rail, this channeling was 1/2 
inch deep at th^ apt,x and'l -el :.t the point where a wheil 
tread fully covered both r? lis. Meti'l fo.")t guards w re pro­
vided at the throat of the frog and between the short-point 
rail and the long-point rail, "Tht .̂uard rails were of the 
clamp type 8 feet 3 inches lone, b pnt away from the running 
rail at each end and bolted to t'hf running rail near each 
end with 1-1/8-inch by 9-inch heat treated bolts. Each 
guard rail was held to proper clearance by a heavy U-shaped 
clamp, 1-3/4 inches thick and 4 Inches wide, adjustable 
fillers betwt: en thc ^uard rail and the running rail, and a 
wedge with 3/8-inch cottcr-key hol^s, driven in th; neck of 
the clamp and keyed. Each guard rail was supported on 5 tie 
plates, which extended undrr the guard rail and the running 
rail. Each tieplate was spik'.-d with A spikes. The center 
of the main-track ruard rail was located 15-5/8 inches west 
of the frog point. Th' specifications required a clearance 
of 1-7/8 Inches for th- c-ur̂ d rail. 

Rules of the mainten-nce-of-^-ay d^partm^nt read in part 
as follows: 

TURNOUTS AND RAILROAD CROSSINGS 
1681. Section for m^n must Inspect all * * * frogs 

* * * and make nect-rsary adjustments and repairs, at 
sufficiently frequent Intervals to injure that these 
facilities arc in good condition and proper working 
order. 

Broken or ccf^ctiv- parts must b;"' replacd promptly. 
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1682. When inspecting * * * frogs * * * particular 
attention should te given tc the following, insofar as 
they apply to the item being inspected: 

(a) Check alinement, gage and surface through the 
turnout * * * 

(b) Examine condition as, to wear of * * frog 
points and guard rails. 

( c) Test gage of guard rails end see that they are 
in proper position and securely fastened * * * 

(d) See that frog sorlngs ore in place and at 
proper tension, * * * 

(e) See that all holts, nuts, cotter nins and other 
fastenings -re in plane, in good condition and 
prcperly tightened. 

# * # 

16S4. 'Guard rails must conform to and be placed in 
accordance with standard plans, and must b c securely 
held in place. 

1685. For 90# and heavier rail e'ctions, guard rails 
muot be so placed that the gage distance from the frog 
point to the wheel flange face of the guard rail will 
be 4 feet 6-5/8 inches, regardless of ga^e of track. * * * 
The maximum authorized speed for th train in tnis 

accident was 55 miles per hour. 
Description of Accident 

No. 204, an east-bound first-class passenger train, 
consisted of engine 615, a 4-6-2 type, one express-refrigerator 
car, three baggage cars, one mall car, one sleeping car, two 
coaches, one sleeping ear and one' business car, in the order 
named. The "first c^r was -of steel-underframe construction and 
the other cars were of all-steel construction. Thic train 
departed from Victoria at 4:19 a. m., 1 hour e minutes late, 
departed from Ganado, the last open office, ^9.4 miles west of 
Beasley, at 5:06 a. m. , 59 minutes late, and *-rhile it was 
moving at an estimated speed of 54 miLes per hour the No. 1 
pair of engine-truck wheels became derailed at the frog 
of the turnouc of the spur track at E'.asley. These wheels 
continued in line with th-. track a distance of 1,995 feet to 
the frog of the east turnout of the siding, where the general 
derailment occurred. 
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The engine and the tender stopped on their right sides, 
with the front end of the engine 2,193 fe^t east of the point 
of accident. The driving wheels were approximately 8.5 feet j 
south of the center-line of the track. There were no 
separations between the units of the train. The tender 
stopped with its rear end about 17 feet south of the c-nter-line 
of the track. The first car leaned to the right at an angle 
of approximately 45 degrees. The second car ctopned on the 
roadbed and in line with the track, with its front truck 
derailed. The engine and the tender vera considerably damaged 
and the first car was slightly damaged. 

The fireman was killed and the engineer was injured. 
The weather was clear at the time of the accident, which 

occurred about 6:10 a. m. 
Engine 615 is of the 4-6-2 type and is eauipped with a 

booster mounted on the trailer truck. The total weight in 
working order Is 291,200 pounds, distributed as follows: 
Engine truck, 54,400 pounds; driving wheels, 177,600 pounds; 
and trailer truck, 59,200 pounds. The specified diameters of 
the engine-truck wheels, the driving wheels and the trailer-
truck wheals are, respectively, 33, 77-1/2, and 45-1/2 inches. 
The rigid wneelbase is 13 feet 4 inches, the total T"heelbase 
Is 35 feet 8 inches and the total length of the engine and 
tender is 34 feet 10-5/16 inches. The engine truck and the 
trailer truck are provided with rcck^r-type constant-resistance 
devices. A radial-buffer assembly with floating block is 
arranged between the tender and the -.'nginc . 

The last class 3 repairs- wei e co.eplet>"d on August 23, 
1948. The last quarterly inspection was completed on March 
£8, 1950, and the last monthly inspection T-Tas completed on 
April 23, 1950. The accumulated miV-rge .since the last class 
3 repairs was 108,555 miLes. 

Discussion 
As No. 304 was approaching Beasley the speed was about 54 

miles per hour. The enginemen >ere maintaining a lookout ahead 
from their respective positions in the cab of the engine, and 
the other members of the crew were in various locations 
throughout the train. Th.., engineer said that before the 
accident occurred the engin° and the cars were riding smoothly 
and there was ro indication of either defective equipment or 
track. He said that when the engine was moving ovjr the frog 



o f the s p u r t r a c k a t b e a c u e y he f e l t an u n u s u a i ^ o v erne i t 
o f the f r o n t o f t h e p iur i . i r , He t h e n o b s e r v e d t h . t h a l l xst 
was b e i n g t h rown i n t o tin- a i r f rom t h e f r o n t o f t he e. g i . i e , 
He iLinj°di r-'tely p l a c e r , the- b r a k e va . i " e i n energy v. ay ^ n s i t ' . o u 
and o p a n e d tne e a n a o r s , o u t t n e p e n - r r l de>--v 1", meet o , ••' - r e d 
b e f o r e t h e t r a i n c o u l d b " s t o p p e d . The b r v ' ° = o f t h . s tr- Je 
had b e e n t e s t e d and bad f u n c t i o n e d p r c r ; e \ l y wn°n, used e;i 
r o u t e . 

An e x a m i n a t i o n o f t h e e n g i n e ->Tz^r t h e a c c i d e n t O J O ^ ' V O 
d i s c l o s e d t h a t t h e t h r o t t l e was e l o p e d , t n e i n d e p e n d e n t b r a k e 
v a l v e wee In r e l e a s e p o s i t i o n , and e -<uaoma i' z nr ike "a l y e 
i n e m e r g e n c y p o s i t i o n , T b f t d r i v l n g - w h e e l and tr-' i ter—t; u ck 
a s s e m b l i e s were In g o o d c o n d i t i o n end. t h e r e wae no I n d i c a t i o n 
o ^ u n e q u a l d i g « t r l b u t i o n o f w e i g h t . A l l w h e e l s ^ e r e t i g h t 
on t h e i r a x l e s and a l l t i r e s "'ere t - g b t o. i ' i ^ i r w h e d - e o n t e r s . 
The c o n t o u r s o f t n e f l a n g e ? ,:nd t r e a c s o f e l l w h e e l s =md the 
1 a t e r a 1 mo t i o n w e r e v 11 h I n t h " 1 ) .ni t s p r e s c " 1 b ̂ d o r th e 
c a r r i e r . H o w e v e r , the c o n t o u r s o f i r e d d e t N o , l e n g i n e -
t r u c k w h e e l , t h e r i g h t f r o n t e.d.Vxria w h e e l and t h e r i g h t 
t r f . i l o r - t r u c k wheel showed oo eisid e . - e d v more wea r tnan t h e s e 
o f the o t h e r v h ^ e l c , T h i s c o n d i t i o n ie .d i j « - t c 9 t h a t t h e e n g i n e 
had -x t e n d e n c y t o n o s e t o t ne r i g h t . Tne d v l v I n g - b o - . s h u e s 
and w e d g e s w e r e w e l l l u b r i c a t e d ^nd moved f r e r J : , . The r a d i a l 
b u f f e r a s s e m b l y was w e l l l u b r i c a t e d . The e n v i n e t r u c k was 
damaged, b u t a l l b r e a ^ e w e r e new and o c c u r r e d e s a r e s u l t 
o f t he d e r a i l m e n t . The male c e n t e r c a s t i n g e n g a g e d the 
f ema le c e n t e r c a s t i n g a d i s t a n c e o l 2 i n r n e s s r nd the c c - n s t a n t -
r e s i e t a n o e rocke r - ' • "ype c e n t e r i n g d e f i e s was w e l l l u b r i c a t e d 
and i n g o o d c o n d i t i o n . The r i g h t rv 'o. 1 e n g i n e - t r u c k w h e e l 
had an i n d e n t a t i o n on t h e t o p o f the f l a n g e . T h i s mark 
a p p a r e n t l y wes made when t h e f l a n g e ca.re i n c o n t a c t w i t h t h e 
f r o g p o i n t , The re w e r e a b r a s i o n s on t he b a c k s i d e o f t h e 
f l a n g e o f t h i s w h e e l . They w e r e aad.e when t h e w h e e l came 
i n c o n t a c t w i t h t r a c k f • - . e t en inga . 

"Examinat ion o f t he t r a c k t h r o u g h o u t a d i s t a n c e o f a b o u t 
2 , 0 0 0 f e e t w e s t o f t he p o i n t o f ' A c c i d e n t d i s c l o s e d no 
i n d i c a t i o n o f d r a g g i n g e q u i p m e n t . The f i r s t mark o f d e r a i l ­
ment was a f l a n g e mark on the p o i n t o f t h e s p u r - t r a c k f r o g , 
A f l a n g e mark a p p e a r e d on t o p o f t he frog", and i t e x t e n d e d on 
t h e l o n g - p o i n t r a i l and t h e s o u t h u a i n t r a c k r a i l a d i s t a n c e 
o f 26 f e e t e a s t o f t h e f r o g p o i n t . The n e x t mark was on a 
s p i k e h e a d s o u t h o f t h e s o u t h r a i l and 21 f e e t e a s t o f t he 
f r o g p o i n t , A f l a n g e mark t h e n a p p e a r e d o n tne n e x t e a s t w a r d 
t i e a b o u t 6 i n c h e s c o u t h o f t h e r a i l . I t ex t end , -a e a s t e r l y 
on t he t i e s , p r - . r a l l e l t c t he r a i l and d m o s t 2 , 0 0 0 f ^ e t t o 
the t u r n o u t o f t h e s i d i n g . C o r r e s p o n d i n g f l a n g e marks a p p e a r e d 
on the t i e s sou th o f t h e n o r t h r a i l t h r o u g h o u t t h e same 
d i s t a n c e . A l t h o u g h t h e t r a c k ^as t a n c e n t , the i n v e s t i g a t i o n 
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disclosed that throughout a distance of 347 feet jest of 
the frog point the cross-level varied l-'/3 Inches. Within 
this distance the south rail was higher than the north r a i l 
at four points and the north rail was higher at five poll ts. 
At the frog point the north rail was 1/2'inch higher than 
the south rail. 

Examination of the turnout of the snur track disclosed 
that the spring-rail type frog and tne ncth guard rail were 
inadequately maintained. The body holts and the s p r i n g bolt 
of the frog were loose, and proper pressure on the s p r i n g -
wing rail was not provided by "the spring-bolt adjusting n u k o t 

The hold-down housings were not secu] ely fastened. One hoin 
was broken and thu others we-e ba^ ly worn. The spikes holding 
the rigid-w.'ng rail were loose and were throat-cut. The 
spikes^holding the main-track erard rail were throat-cut, 
Tills condition permitted a l a t e r a l movement of th n guard 
rail on th^ fieplates of at least 1/4 inch, tterks on the 
ties indicated that before the derailment occurred the 
tieplates under the guard rail hid moved laterally a distance 
of about 3/8 inch. 

The flange mark on the frog point and on top of the 
south, rail and the corresponding Lark or the flange of the 
right front engine-truck wheel indicate that the flang-- struck 
the frog point, moved on top of the south rail, and then 
dropped to the outside. The track gage at rno f^og point 
Was 4 feet 8-5/8 inches. Apparently, the irregularities 
In the cross-level of the track immediate!} wt,st of the 
frog caused the right No. 1 engine-truck wheel to thrust 
laterally against the sprlng»-wlng rail of the frog and the 
left No. 1 engine truck" wheel to thrust lateral lv against 
the main-track guard rail. The guard rail was not ad^auately 
anchored to the ties, and this condition combined with the 
lateral movement of the engine permitted the flange of the 
right No-1 engine-truck wheel to mount the fiog point. 

Cause 
Jt is found that this accident was caused by Inadequately 

maintained track. 
Dated at Washington, D. C., this thirtieth 
day of June, 1950. 
By the Commission, Commissioner Patterson. 

(SEAL) W. P. BARTEl, 
Secretary, 


