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IN a1 EES TATE COI'G.'ERCE C01UIISSI0IT 

HSPORT OF THE DIRECTOR OF THE BUREAU OF SAFETY IN 
RE INVESTIGATION OF W ACCIDENT 1/HICH OCCURRED 
ON THE PENNSYLVANIA P ' J O U ) AT ZLU1DER, FA. , 
ON KARCH 3, 1926. 

To the Commission 

arch 25, 1926, 

On March 3, 19 26, there was a derailment 
of a passenger train on the Pennsylvania Railroad 
at Kladder, Pa., resulting m'the jaaath of one em­
ployee and one other p*erson, «ftncl" t%g injury of 
eight passengers, one employee, and one other per­
son. 

location and method c*#*'operation 
This accident occurred on tne Morrison's 

Cove Branch of the Kiddle Division, extending be­
tween Henrietta and Hollidaysburg, Pa., a distance 
of 19.5 miles; m the vicinity of the point of 
accident this is a smgle-treck line over which 
trains are operated "by time-table, tram orders, 
and a manual block-signal system. The accident 
occurred at a point about 400 feet south of the 
station at Hladder, apnroachmg this point from 
the south the track is tangent for a considerable 
distance, followed by a compound curv6 to the 
right which begms 960 feet south of the station 
and extends to a point beyond the station, the 
carvature is 6° at the initial point of derail­
ment. The grade is slightly descending for north­
bound trains. The track is laid with 100-pound 
rails, 33 feet m length, with a.boat 16 ties to 
the rail- length, single-spiked , tie-plated on 
curves, and bo Hosted with cinders. 

At n point approximately 135 feet south 
of the station shelter at Hlad&cr there is a 
switch which leads off the m a m track toward the 
east or right to r spur track about 525 fsct m 
length, this is a trailmg-pomt switch for north­
bound trams. At the time of the accident there 
were f i v G freight cars standing on the spar, these 
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cars, proceeding northward, "being as follows one 
gondola car, three hopner ears, and one "box car. 
The center car stood directly opposite the initial 
point oi derailment. 

The wcrthsr was partly cloudy at the time 
of the accident, which occurred at about 4.57 p. m. 

Desc-mot ion 
Northbound pnssengc-r tram No. 6373 con­

sisted of two coaches, one combination mail and 
baggage err, one express car, and one milk car, m 
the order named, hauled hy engine 3004, and was in 
charge of Conductor Cessna and Engineman Lowe. 
This tram departed f^om Brookes 1'ills, 2.1 miles 
from bladder, at 4.53 p. m. , according to the tram 
sheet, on time, and on reaching a point just south 
of the station shelter at Nlodder mas derailed 
while traveling at a s p 6 e d estimated to have been 
"between 25 and 38 mlcs an hour. 

Engine 3C04 wa.s derailed to the left and 
oame to rest on its r:^ht side, west of and at 
right angles to the track, just south of the station 
shelter; tre tender was cast of and fouling the 
tr:ck, north of the station. The first car was 
diagonally "cross t^e track, opposite the tender, 
while the follovmg three cars were also dereilcd. 
The strtion shelter was demolished. The employee 
killed was the originunrn. 

St<mir iry of evidence 
\pproximately 265 feet south of tho point 

of the switch oi the spur trnck, directly opposite 
the center car of trie cut of freight oars that stood 
on the spur track, ° fire-box arch brick, broken and 
pulverized, was found outside the west or high rail 
of the curve. Ther^ was an indentation at t^is 
point in the end of a tie and on the frostn ground 
just outside the nigh, rail, apparently m-ac by an 
arch brick being forced downward. It J point 1.7 
feet farther north there were abrasions on the gauge 
side of this rail, cxtcrdmg for a distance of 19.3 
feet, at which point the f _iv,t flange mark appeared 
on t>6 outside of tne h^gh ivil, directly opposite 
which there were con csnondmg mar^s on the gauge 
side of tne low or east rail, these marks being 
from 8 to 12 inches to the left of each rail and 
continuing for L distance of about £04 feet to trie 
frog of the switc.i, at which point the w n g of the 
spring frog ;rs broken off at the north m d , while 
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the trade was torn up and tndly damaged for an ad­
ditional distance of about 180 feet. 

Fireman Shover stated that he noticed 
nothing ftrong with tne riding qualities of the en* 
gine or any rough spots m the track just prior to 
the accident; he said that Engineman Lowe had in­
formed him that engine 3C04 was the best engine on 
this run. Ao, rorching the curve on which the acci­
dent occurred the speed was about 30 or 35 miles an 
hour and Fireman Stover thought the air brakes were 
applied on entering the curve but d i d not remember 
whether]or not they fere released prior to the de­
railment or if steam was being worked at the time 
of the accident, at which time he estimated the 
speed to hrve been about 25 miles an hour. The 
first ho knew of anything wrong was on seeing the 
front end of tho engine rise and then sway from 
sidG to side, he thought that the engine truck was 
the first to be derailed. Uone of the other members 
of the crew was aware of anything wrong until the 
derailment occurred, they recalled the air-brake 
application made when approaching the curve, and 
said there wrs no indication of excessive speed. 

Ileasurements of the track ftat it as taken rt 
every rail lomt, the joints being staggered, for 
a distance of 11 rail joints south of where the 
arch brick was found, and also for a distance of 
4 rail joints north thereof, disclosed the gauge, 
superelevation, and almement to be generally m 
good condition. 

The engine truck of engine 3004 was 
practically demolished m the accident, the axles 
were "bent and one wheel was found to h -ve "been 
forced off its seat a distance of about 1 l/d 
inches, there were mar^s on the inside of the rim 
indicating thit it had received a severe blow. The 
engine track wheel which wj s found to have been 
forced off its seat was placed m a machine and 
pressed off tae axle, it required a -pressure of 55 
tons to start it and then the pressure was te/ecn at 
every J- inch, and at 2 inches it still required a 
pressure of 50 ton^. Th^re was nothing developed 
to mdic-te th: t this wheel was looae prior to the 
derailment, nor was anything found to indicate that 
there was any defective condition of the engine 
which could h^ve contributed to the derailment, 

Fire-box cinders were being unloaded from 
the cut of freight cars at andmg on the spur track 
and s o t . g arch hric zs were mixed with the cinders, 
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these arch bricks measured about 1 0 " x 1£'T x 3 a T ' . 
Teats of pieces of arch bricks sirilar to those 
picked up at the p u m t of accident we re made at 
Mtoona, to develop the amount of pressure neces­
sary to crush tnem. One piece 10" x l l V ' x 3^-" 
when placed on -̂ dge m the tnsting machine with­
stood a steady prcasurcywhich reached a maximum 
of 9EJ,5S0 poanac b e f o r e crusmng, while another 
piece 9'' x 1 0 " m a varying in thickness from 
2jt" ^ ° 3^-" when p l a c e d f l i r t in the testing machine 
W i t h s t o o d a 3 lead;/ pressure up to 1 7 8 , 5 8 0 pounds 
before crashing, on the other hand these fire-box 
arch bricks a^c brittle and break readily from a 
sharp heavy blow. 

Conclusions 
This accident is believed to have been 

caused by the fact that the left leading wheel of 
the engine truck struck a fire-box arch brick 
which fouled the high rail o f the curve. 

Apparently an arch brick from the cinders 
that were being" unloaded from the out of freight 
cars standing on tne spur track had fouled the out­
side rail of the curve m such manner as to have 
be ten struck by the engine truck wheel, causing it 
to climb the rail and resulting m the derailment 
of tho tram. 

All o f the employers involved were ex­
perienced men, and a t the tine of the accident 
none of them had been on duty in violation of any 
o f the provisions of the hours of service l a w . 

Respectfully submitted, 

IV. P . BOf LAND 

Director. 


