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Rallroad:

Dete:

Location:

Kind oT accicent:
Train involved:
Train number
Engine number:
Consist:

Speed:

Track

Weather:
Time:
Casuvalties:
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irginian
December 13, 1935.
Lester Siding, W.Va.
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Derallment

4 cers

98-00 d.p. 1.

40 curve; descendalng srade
irht rain

Betveea 7135 and 7136 p.m.

1 killed and 3 injured

Probaply looge guard rail.
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February 6, 1936.

To the Commission:

Cn December 13, 1935, there was a derdilment of a passenger
train on the Virginian Raillway at Lester S8iding, W.Va., waich
resulted in the death of 1 employee and the injury of 1 mail
clerk and 2 employees.

Lncation and mectaod of operation

This accldent occurred on the rourth Jub-division of the
New River Diviocion wnich extends between Elmore and D.B.Tower,
near West Deepwater, W.Va., a distance of 60.3 miles; 1in the
viecinity of the point of accident this is a single-track line
over walch trains are operatea by time table and trainbrders,
no form of bhlock-signal system teing in use. The accident
occurred at the frog of the east switch of Lester Siding;
approaching tais point from tlhe east the track is tangent for
a distance of 1,766 feet, followed by a compound curve to the
left, the curvature being 3° 575! for a distance of 307 feet and
4° for a distance of 1,314 fect; the accident occurred on the
49 portion of the curve at a point 4€7 feet from its eastern
end. The grade for west-bound trains is descending for more
than 1 mile, varying from 1 percent to 2.2 percent to a point
within 160 feet frem the point of accident; it is then 0.585
percent to and for a considerable dictancc heyond the point
of accident.

The passiug track parallels tne maian track on the north,
the switch being a facing-po.nt switch for west-bound trains
and having a No. 10 turnout. The frog is a Bethlehem Steel Co.
No. 10, 100-pound spring rail frog with an A.R.A., "B" standard
guard rail opposite the frog aloang the south rail of tae main
track. The guard reil, 15 fect in length, was laid on guard
rail tieplates on 10 ties, extending 9 fcet east and 6 feet
west of the point 6f frog. Tne guard rail and that portion of
the running rail wuich it parsnllels were double-spiked on the
outside and single-spiked between the two rails except at tae
eighth tie two spikes were applied on the guard rail; for
additional support against lateral stress 3/8 inch malleable
iron braces were spiked against the guard raill on its north
side on the first, second, fourth, sixth, eignth, and tenth
ties. Two Q ana C clamps with adjustavle filler blocks, lugs,
shoes, and wedges were secured to the running rail and
the guard rail,, one clamp being located 1 foot 8 inches west
and the other 4 feet 1 inch cast o the poiut of frog; the
wedges in the clamps were on tre north side of the rail and
were pointed toward the west. A metal foot guard 3/8 inch by
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2 and 3/4 inches by 20 inches in length was secured to each
end of the guard rail by two 3/4 inch bolts,

The track is on a fill apbout 5 feet in height, and is laid
with 100-pound reils, &3 Tret In length, with an averege of 20
oak ties to tas rail length, single-cpiked, fully tieplated,
and is ballasted with crushed stonc to a depth of apout 12
1ncnes beolow tae bottoms of the ties. The track 1s maintained
in fair condition. The suncrelevation on this curve is 3% inches
and the pauge is 4 feet 8. inciaes at the point of frog.

Special instructions conta-ned in tlie time table restrict
tne speed of passenger trains to 30 miles per hour.

A drizzling rain was felling at the time of the accident,
wiaich occurred about 7:30 or 7:36 v.nm.

Description

ger train, consisted of
1 conbination mail and bagesnge cor, 2 cocoches ené 1 bagzage car,
haulecd by ecngine 219, and was in cnarge of Conductor Kelly and
Engineman Linville. All of the cers were of steel construction
with the exception of tne rear cer walch was of woocden con-
struction. Taig train departed from Slab Fork,3.8 uiles east
of Lester Siding, at 7:28 p.m., according to tue train sheet,
on time, and was dersiled at tiie switch Trog at Lester Siding
while traveling at o speed estimated to npve veen 28 or 30 miles
per hour.

Trein No. &, a west-hound vasseug

Engine 2195 was deralled to the rigint snd stopped on its
left side at a right angle to the roadbed at the bottom of the
fill north of the peassing trock and 283 feet west of the point
of accident. The tender stopped on its left side i1n reverse
position, with its front end about 15 fecet west of the rcar of
the engine ana its rear end on the passing track. The first two
cars and the front truck of the taird car werce deralled; the
cars remeined in genernl linc 1ith the mein track, the front end
of the first car stopping ooposite the tender. The employee

killed was the fircman and teose injured werc the engineman and

conductor.
Summnry of evidence

ngineman Linville stated that after passing Jenny Gap,l.6
miles eest of Lester Sid-ng, he closed the throttle and was
drifting; on the tangent track about 400 feet from the switch he
made a lignht applicetion of the alr brakes, redqucing the speed



to about 28 miles per nour, and after releasing thc brakes be-
fore rcaching the switch he aajusted the generator throttle tms'.
the headlignt was a little dim; waiile he was doing this the
engine became derniled; he wa3 thrown backwards and had no
opportuailty to apply tue brakes. The eagine was in good
mechanicnl condition and the brakes functioned properly. On

the previous day hc had reportcd tnat all the wedges on this
eagine nceded adjusting, and the work had apparently been done

as the eangine rode smootiily on tiis trip.

Conductor Kelly stntcd that the train was traveling at an
average speed of about 30 miles per hour when he felt something
wrong, as tnough a braks be-m had come down; he was sitting on
the secona car in tne train and imuediestely Jumped up and reach-
ed acrogs for the ecmergency v~ive; ne was knocked around severecl
times, 2and waen h2 opecned the valve the brokes must nave been
already ~pplied os he heord no erxhaust, Conductor Kelly stated
that he dicd not feel an ecprlic-tion of the air brakes after leav-
1ng Jenny Gap up to the time of the accident, altnough if the
engineman nede a very light (nplic-tion ae probably would not
have noticed it. After the accident he exomined the track eond
found that the track weddes hada been knocked loose and were
iying on the track ond tie guard raill had been pushed westward
6 or 8 inches; there wos o flange mnrk on the point of frog.
Conductor Kelly further stated that the train was .1andled
smoothly and there was no excessive speed at any time.

Thc statements of Conductor Lilly, who was deadheading on
Train No., 3 and was sitting beside Conductor Kelly, practically
corroborated tnose of Conductor Kelly.

Flagman Kincnid stated that he noticed nothing unusual in
the operation of the train; at the time of the accldent he was
working on reports cnd was unable to say whether the alr brokes
had been applied prior to th~t time., After the accident he
exanined the track closely; tnc first mark of derailment was on
the point of frog, followed by wheel marks on the tics. The
guard roil was leaning slightly toward tne north rail with the
clamp wedges and sone of the braces and spikes xnocked loose;
the guard rail had veen knocked westwerd cbout 8 or 10 1luches
and could be moved. He saw no indlcation of dragging equipmen
or any forcign objcct between the suerd rail and main rail norb
did he see anything that would lcad him to belicve that any one
had tampered with the guard roil or frog. It appeared to him
that somethins from o train had caught the guard rail and
Jerked it forward. On nis wny back to flag he inspected the
track; it was covered with snov wanich had fallen recently, but
he dic not see any iadication of drageing equipment,
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Section Foreman McKinney stated that from his examination
of the guard rail it appeared to him that something had been
dragging, had shoved the guard rail westward about 9 or 10
inches, had struck the foot guard at the east end, driving it
down in the guard rail, and then had dragged on through and
knocked the west foot guard off, and had opened the guard rail.
On the day following the accident he inspected the track east-
ward to Jenny Gep, including the west switch at that point,
and also westward to Lester Station, including the west switch
of Lester Siding, but did not find marks of any kind on the
track other then tnose at the point of accident. He nad last
been over this track on the day before the accident, Lhaving been
over this switch on four occasions; he made a careful inspec-
tion early in the morniag and saw that it was in good condition;
the clamps were tight, cotter keys were in wedges and the
wedges were tizht, and that night when sweeping snow from the
switch, he noted that the guard rail was securely splied and
anchored, Section Foreman McKinney lest checked the cuvrve on
wnich this accident occurrcd on December 6 and found the
superelevation uniform, about 25 inches, and the gauge was
about 1/2 inch wide in two or tnree pleces. No work on the
track was necessary and he considered it normal end in safe
condition, most of the spikes being down firmly on the rail
and plates.

Section Laborer NMcliillion stated that he performed the
cuties of track walker on the day of the accident and walked
over the east switch at Lester Siding on four different
occasions, the lest tine being about 2 p.id., at which time the
switch and guard roil were i1n good condgition anc the guard rail
was securely fastened.

Roadmaster Patterson stated that on tne day of the accident
he pasged over the cast switch at Lester Sicéing on the main
track on a motor car at about 11:30 a.m., and at about 3:15
p.-m. he went througn the siding; he observed notning wrong
at that tlme., After the accident he inspected the track and
in addition to the marks previously mentioned there were three
distinct flenge marks on the ties immediatcly west of the heel
of the frog; these heavy flange marks continued westward on the
ties for a distance of about 70 feet, and from that point both
the main track and siding were torn out for a distance of
100 feet or more. The first flange marks on the inside of the
south rail were about 2 feet west of the west end of the guard
rail. The guard rail was practically turned over, one filler
block crushed and three were dislocated; the wedges of the guard
rail clamps were knocked out, some of the braces bent and some
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loose with their spikes pulled about 2 inches. The foot guard {'
on the east end of the guard rail was doubled up 1in tne guard
rail about 2 feet westward, and there was a mark on the web

of the guard reil at the east end. The foot guard at the west
end of the guard reil was found about 30 feet to the westward.
Tnere were glight marks on the inside of the web of the guard
rail but he was unable Lo say wnether they were flange marks

or marks made by something dragsing. Roadmaster Patterson
checked the gauze at the frog soon after his arrival out

he did not make a general ciieck of the track until several

days later; the track wes in good conditionAnd while the ties
under the guard rail were not new, they were in fair condition
and sufficiently sound for the spikes to hold the rail firmly

in place. Between the time Roadmaster Patterson passea over the
frog on the afternoon of the accident and the time of the
accident, a freight train passed this point; he did not think

it possible ror an entire tr-in to pass over the frog and guard
rail in the condition it was found after the accident, although
he believed that some wheels would. Due to the absence of

marks of dragging equipment on the track at any other points,

he did not believe that a preceding train caused the guard rail
to be loosened, but thought something on _engine 215 struck the
guard r«ll or struck between the guard and running rails, turning
the guard rail over and pulling it forward st the same time.

Division Engineer Charlton checked the track for gauge,
superelevation and cross levels on December 16, at wnich time
the guard rail had been placcd in its former position ana in his
opinion the track east of taic scene of accildent was in the same
condition as 1t was prior to the derailment. He found no condi-
tion that could have caused the nccident and he congidered the
track safe for a speed of 45 niles per hour.

Master lechanic Strong stated that after making an inspec-
tion of the track and noting the position of the equipment he
was of the opinion that the Wos. 1 and 2 engine truck wheels
and No., 1 driving wheel were the first to be derailed. Examina-
tion of the engine disclcsed that the left trailer frame was
broken through a cavity provided for the trailer brake beam
hanger; the upper portion of tnis hanger was still in position,
the lower portion and the brake beem being torn off after the .‘
derailment, The beem wes found on top of the bank about
30 feet from the enginc with its left end broken off and the
beam badly bent. Therc¢ werce heavy rail marks on this beam and
1t was his opinion that it ceme in contact with the rails,
particularly the broken rails, that it spread the trailer frame
to such an extent that it caused the failure of the trailer frame,
After roising the engine on its whcels he found the front end
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of the lcft eangine truck pedestal binder loose, and concluded
et the pedestel binder bolts had been sheared off by coming

in contact with the rail during tane derailment as ne found
pieces of these bolts sncared off in thc pedestal. ‘the

bottom side of the rignt front cdriving brake null rod jaw was
broken off but the rod was still in position. All ariviug
brake snoes and herds were intect, the driver pedestal binder
bolts were 1in ploce, pedestal vinders were tight, driving box
wedge bolts were ~ll in place, some of waich were bent, ond

the safety chains to the engine truck were still counectced,
ATter the engine was rerailed Master Mechanlic Strong agoin
inspected it at Elmore and found that tnc driving tires hod pro-
per contour; these tircs had been applicd at Roanoke on
Deccmber 5, 1935. The No. 1 and No. 2 engine truck wheels
snowed some flange wear but would not take the 1 inch gauge;
the trailer wheels had proper contour with little or no flange
wear. The spacing of the wheels on the enginc were os follows:
No. 1 engine trucxk 53z inches; No. 2 engine truck 53% 1inches;
No. 1 driving wheel tircs 53 3/8 inches; No. 2 draiving wheel
tires 53 3/8 inches; No. 3 arivingwicel tires 53 inches, and
the trailcr truck whecls 534 inches. The engince truck pedestnl
biader, wnich he had observed whilc the cugine was 1ylal, Ou

its side, was nonging. down about 4 inches from the pedestel

but borc no evidence of anving come in contact vitih the guard
rail. All br-ze beams, broke nangers, rods, shocs and necds werc
in place; rigat engine truck nnd driver pedestal binders were
tizgnt and all bolts in vlace, none of wihich were broken. All
swing links and bolstcirs of tne engine truck frame were in

good condition. Thnere were many mnarks, cuts and scars on the
engine truck wnecels, but he could aot identify thcm as having
been made by the whecls striking the frog point. A check

of the lateral on the enginc truck, drivers and trailer truck
showed No 1 engine truciz vhecl 5/8 inch lateral; No. 2 enginc
truck wheel % inch; No. 1 driving wheel 7/16 inch; No. 2 driving
wheel 7/16 inch; No. 3 driving wheel 3/8 inch, and the troiler
truck wheel 1 1/8 inches, which was due to the broken frame,
left side, and the bent trailer froae right side; otherwise thc
lateral on trailer truck wheels would have been approximately
# inch. The pilot wes bent backwards and pulled off as the
engine wns re-reiled. Master lMecnanic Strong stated that after
a thorough exrmination he wos of the opinion that tne der-~il-
ment was caused by a loosc guard rall, but was unable to say
how 1t became loose.

Superintendent White stated tnat after inspecting the track
and derailed equipment he was of tiie cpinion that "the engine
truck wheels were not derailed at the frog point,but that the
driving whecls werc derailed and that the tender and the



=10~

following cars followed the maln track. The three distinct
flange marks west of the frog point were in his opinlion made by
the flanges of the driving wheels,

Conductor McCommack, in charge of Evtra 730, west-bound .
the last train to pass over the track at Lester Siding prior to
the occurrence of the accident, stated that on arrival at
Page, 39.1 miles west of Lester Siding, his train was given a
thorough inspection by himself and brakemen and no part of
trne equipment was found to be down, broxen or dragging. His
train passed Lester Siding al a speed estimated to have been
about 20 miles per hour, passing that point at approximately
6:55 p.m,, according to the train sheet,

Examination of the track after the accident disclosed that
the first mark of derailment was a heavy flange mark on the point
of frog, followed by a licht mark extending along the top surface
of the center of the frog and the filler block to the heel of the
frog. A flange mark then apopeared on the top of the west end of
the angle bar adjaccnt to the heel of the frog on the outside of
the north rail at a point 9 feet west of the first mark of derail-
ment; 3 feet beyond a neavy flange mark was visible on top of a
spike and closely adjacent to this mark there were 3 heavy and
distinct flange marks on the tles extending for a distance of 47
feet to a point where the wheels apporently dropped between the
ends of the main track ties and the siding ties. The first marks
of derailment on the south side of the track were flenge or
wheel marks on a tie near tnc gauge side of the left rail 12
feet west of the point of frog, or 6 feet west of the leaving end
of the guard rail; tnesc¢ marks extcnded westward on the ties
for a distance of 62 feet to a point where the main track was
completcly destroyed for a distance of 209 feet to the over-
turned engine. The siding was completely destroyed for a dist-
ance of 165 fcet,

Exemination and measurements taken by the officials of the
rallroad accompaniecd by the Commission's inspectors did not
indicate azny unsafe track coaditions that might have causecd
the accident, Within a distance of 505 feet cast of the point
of frog the gauge varied from 4 fcet 8% inches to 4 fect
9 1/8 inches, it being 4 fect 8} inches at point of frog. The
supereclevation was fairly uniform having o maximum of 3 3/4
inches at & point 45 feet enst of point of frop, nnd it was
33 inches at point of frog. HMeasurcments taken at o point ".
Oopposite the point of frog and also at points 4 feet 3 inches
from each end of the guard roail showed the distance from the
flange side of the guard rail to the gauge side of the running
rail to be 1 3/4 inches. Examination of the engine by the
Commission's inspectors disclosed nothing in addition to that
found by Master Mechanic Strong, and revealed nothing that
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could have caused the acrident. There further oppeared to be no
evidence of malicious tanpering.

Discussion

Examination of the tiecck e«fter the accildent disclosed a
loose guard rail; the guarce roil clawps, wedges and rilles blocks
were knocked loose, one [iller uvlock was crushed, some of the
braces were looese and gome were ben*, and the guard rail was
knocked westword a distonce of 8 or 1C inches, cnd canted toward
the north, leaning loosely on the bent brnces. The foot guard
at the enst end of the guard rarl had heavy scors on its top and
si1de and was draogged westitwnrd about 2 feelt, being crushed into
a compact mass near the bolt at its west end; the foot guard in
the west end of the guard roil wes completely torn out and later
found at a point about 60 feet beyond. The marks on tne end of
the guard reil and the locetion and condition of tne foot guards,
together with the position of the gusrd roail and its parts and
fastenings after derailment, indicate that a blow was delivered
on its east or receivinz end and that some object was then drage-
ed through between it and the running rail. However, tanerc were
no marks of dragging equipment on the ties, rails or roadbed
witnin o considerable distirnce on either cide of the point of
accident, and no foreign object waich may have caught tanils guard
rail wes found. Carcful exami.ation of engine 215 revealed
nothing that could nave contributed to the cause of the accident.

According to the evicence this guard rail was rin gond
condition when last inspected during the ¢fternoon on tnc day of
the accident, and the last train, Exira 730 consisting of 58
cars, passed over tuis frog and guara rail about 6:55 p.m. The
records covering inspection of Extrs 730 at Dickinson,W.Va.,on
the nignht of thc acciaent, indiceate that only one car was
snhopped ond that was for a defecctive brake wheel,

There were no irregularities found in the track approaching
the point of accident that may have contributed to the cause of
the accident, and the evidence indicrtes that the speed was not
excessive. The enzincman statcd that he made a 1light applica-
tion of the brekes on apnroachirg tuig curve but relessed them
before entering the switch,

Conclusion

It is belicved that this accident was caused by a loose
guara rail, but it could not be¢ determined how the guard rail
became loose, ,

Respectfully submitted,

W. J. PATTERSON, Director,
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