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INTERSTATE COMMERCE COMMISGION

REPCRT OF THE DIRECTOR OF THE BUREaU OF SAFETY IN RE INVES-
TIGATION OF AN ACCIDENT WHICH QCCURRED ON THE TEXAS
AND NEW QRLEANS RAILROAD, SOUTHZRN PACIFIC SYSTEH,
{EAR LORINE, Telis8, ON JUNE &, 1937,

July 19, 18a%.
To the Comaission:

Cn June &, 1$27, trere was a derailment of a freight
train on the Texas and l'ew Orleans Railroad, Southern
Pacific System, near Loiine, Texag, ~hick resulted in the
deeth of one employee.

Location and method of operation

This accident occurred on the la Grenge Sub-Division
of the Houston Division, wiich extends between La Grange
and Glidden, Texas, a distance of 25.1 miles, aad 1s a
single—track line over which trains are operated by time—
table and train orders, no block-signal system being in
use. Tne maximum gpeed permitted for freight trains 1s 35
miles per hour; road engines when backing up, and yard
engines, are reslricted vo 15 miles per hour.

The point of sccident was about 3.C5 miles east of
Lorine; approaching this point from the west the brack is
tangent for a distance of about 2 miles, while the grade
1s 0.828 per cent deecending for eastbound trains for a
distance of 3,300 feet, exvending to within 100 feet of
the point of accident, from which point the track 1s level.

The track 1s laid with 80-pound rails, 30-feet 1in
length, with an average of 16 fi1es to the rail-length,
single-spiked, and 1s ballasted with gravel to a depth of
about 6 inches; the track 1s maintained i1n Tair condition.

The weather was cloudy and a light mist was falling
at the time of the accident, which occurred at about 2.45
D e
Description

Four trains are schedulec to operale over the La
Grange Sub-—-Division daily, except Svnday, all of which are
manned by the samne crew. The first movement 1s from
La Grange to Glidden as second—class mixed train No. 208.
From the latter point a turn—-around movement 1s maawe to
Lorine, 7.6 miles west of Glidden, as third-class freight
trains Nos. 307 and 210, A movemcnt then i1s made from
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Glrdden to La CGrange as second-claess mrxed train No. 209.
On account of the fect that the turn-around movement to
Lorine reguires heavier power than the mixed trains, due to
handling gravel at the pit at Lorine, 1t 1s the practice to
change éengines at Glidden for this parficular movement. It
was on the return trip from the gravel pit as eastbound
train No. 310 that this accident occurred. Thec trarn then
consisted of seven cars, a caboose and a water car, hauled
by GH&SA engine 131, and was in charge of Conductor Nutter
and Engineman Miles. This train departed from Lorine at
8.30 pem., on time, and shortly afterwards was derailed
while traveling at a speed estinated to have been atout 15
miles per hour.

The engine, tender and the first si1x cars were derailed
to tne right, the engine coming to rest on i1ts left side at
rrght angles to the track and approximately 250 feet from
the first mark on the track; the vender and the first car
were also overturned, while the remaining derailed cars
remained in an upright position. The employee killed was
the fireran.

Summary of evidence.

Engineman Miles stated that after performing some
svitching at Lorine his train was lined up and the air
coupled for the return trip to Glidden. He then received
& release signal from the rear of the train, waited until
84320 p.mt., the scheduled time for the departure of his
train, and then proceeded. Shortly after departing from
Lorine he made a light running test of the air brakces,which
worked properly. Fig train was traveling at a speed of
15 miles per hour when 1t started to descend the grade
Just west of the point of accident; he closed the throttle
and made a breke-pipe reduction to reduce the speed of his
train to 10 miles per hour to comply with slow signals
located alongside of the track indicating the track was
undergoing repairs. As his train passed the second yellow
flag he released the brakes and hies train had again attained
a speed of about 15 miles per hour when the derailment
occurred. On account of the jolting of the engine after 1t
became derailed he said he was not certain whether he applied
the brakes. Engineman Miles further etated that he did not
notice any noesing of the eagine approaching the point of
accident; in fact, there was nothing wrong with the eagine
or the brekes. He was of the opinion that the accident was
caused by spread track due to poor ties as after cvxawmiming
the wreckage he could find no other cauge.
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The statements of Conductor Nutter, Head Brakeman
Michna and Flagman Stanbury sere alnost i1dentical with those
of the engineman, although the conductor did state that he
personally opensd the conductor's valve i1n the caboose when
he saw that the engine was dersiled. The conductor apparent-
ly did not remember whether he fell out of the caboose orT
Jumped out, and did not even remember which end of the
caboose he used, but he was positive tnat within 10 seconds
after tne train had stopped he had run forward, met the
engineman, inquired 1f he was hurt snd then compared time
with him, althouzh he did not then know vhether the other
me.bers of the cres were alive or dead. It further appesared
tnal all four of these employees wmct the next morning at the
home of Conductor Nutter for the purpose of meking out their
personal injury accident repoits, and while there was more
or legc discugsion concerming the derairlment yet eech of
them saird that he mzde out his own report acccrding to his
own i1deas; the conclusions reached, however, copeaired to
have been unanimous tnat the gpesd was 10 niles per hour and
that the acecidcat was due to spread tracx. The tine at
which the conductor comparsd w.schiue wrth bhe engineaan, 10
seconds after the occurrence of the accident, was at 2.45
p-m., which would iniicate an average spced between Lorine
and the point of accident of less than 15 miles per hourT.

Division Enginecr Staples svaied that he arrived at the
scene of tne accident before the vreckage had besa moved oOT
the track repaired. He wrade a detailed inspection of ithe
track, and found vhere a spike head had been pulled off
vhile three rsil anchors attached to the Tight rail showed
evidence of having reccived secvere Llows; and there were
also flange warks on the base and web of thig rail, which
was partly overturned to the rignt; all cf these werks were
on the pauaze si1de of the raxl. He continued eastward for a
distance of about 608 feet and fourd a broken joint i1n the
left rail, while opposite thic poinb the:=s was a flenge
1naTk on the tires on the outsicde of the ii1ght rail, about 4
1nckeg from 1ts base; these rarks lcd of f towezrd the right
until they left the ends of the ties, and from this point
the track was torn up for a distance of about 150 feet.

Mr. Staples also examined the ties for a short distance
west of the point of derailaent and from the figures ob-
tained by him as a result of this examination, 1t appeared
that more than half of the ties could be classified as
practically new ties, the balance being cavided about
equally between ties which were good for one or two years!
additional service and ties which ghould be changed during
the ordinary course of work. Beginniang zbout at the first
indication of derailment the right rail had pushed the
spikes outward fror % to 1% inches, while the left rail
started to spread at a point about 40 feet before reaching
the location of the broken joint, the spikes having been
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woved outward consrauously until the joint was reached, and
1t was at this joiat that he trnought the engine was dererled.
His opinicn was that the dereilaent was caused oy the track
gaving way due to an uaususl sirzin, the reason for which he
wag unablc to dctermine, and that the marks west of the
broken joint were .wade subsequent co the derailmeat of the
enzine at the joint.

Roadnaster Reies steted that he arrived at .he point
of acrident at 7 vp.m., on the day o1 1ts ceccurieace and that
ne, tozcther with the division sagineer snd secsioa [oTreman,
made an examinzcion of the track, which was fouand to “e fair—
ly mainteaincd. Measurements taken immediately west of the
point of derailment snowed there were onliy slight veriations
1a the gauge and level. Mg 1dea as to the cause of the
accrcent was that the train wes ruaning pretty fact, causing
the enzine to rock to such an extent that the right front
drivinz whecl left the rail, arnd that the rails were spread
0y thz ce1s after they had beccune dcrailed. A.ous W0 years
az0 bis atiention wss called to the speec of traias being
operated on this branch by a former section foreman aad
osocut a month prior to the accrdant he was again i1aformaed
of excessive speed by the section foreman in charge of the
track at the time of the zccident, but in neither case
7as any action taken except to make a personal check. He
sc1d that whenever o motor car was in that vicinity trsin
crens were alert and trains wcre not generally opercied very
fast, and that 1t was impogsible to judge their speed while
standing alang-side the track.

Section Foreman Beck, in charge of the track on which
the accident occuried, stated that on several occasioas he
had observed the speed of this gravel train, especially
shen 1% was being hauled by a yard enzine, ond two ¢f his
nen had remarked thet 1f the ftrain was not opereted slower
1% "ould turn over. He instructed tis men that when this
train passed the point at which they were working chey should
get some distance from the track for tneir own safcoy. He
nad called Roadmascer Reiss! zttention to excessive speed
anG had also conferred vith Coaductor Nutter on the saue
subject, but drd not know wnaiv action had beecn taken.

Agsistant Superiatendent of Motive Power Carson stated
thet engine 181 had been turned out of ihe ghop on April
19, 13287, aftei undergoing clsss 3 Tcpalirs. After the
accident he i1aspected 1t but found no defects that esxisted
pr:ror Lo the occurrence of the accident. He also 1aspccted
the airr brake equiprent and found 11 had been cut lhrough
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the cntire trzin; the connesctions between the tender and
first csr had bcen broken, however, and he did not see the
angle cock at therear of the teader. He was of the opinion
the accident weas caused by e€xcssaive specd vith a short
coupled engine.

Eagince 181 1s of the 0-6~0 type and weighs loaded,
145,000 pounds. It has a wheel base of 11 feel and has
an overall lengtn of 32 feet 7 8/16 inches. Examinacion
of the enegine and tender by the Comwrission's inspectors
disclosed no defects thet could nave contributed to the
occurrencc of the accident; in faet, the engine appeared
to have been 1n c¢xceptionally good wmechanical coadition
at the fime 1t wa< dsrailed.

The exarmination madc by the Commission's i1nspectors
of the track vest of the broken jJoint in the left rarl
confirmed the statchents wade by She division engiraeer
as to che marks on the track and vhe condition of the sies.
It further appeared thot the outside surface of the left
front driving whecl bore evidence of having chafed on the
inside of a reil, and vhat the bolts had been sheared off
the angle par on the gauge side of the broken joiat,
The leaviag end of the rail irwrediately west of +the broken
Joiat Lag beon pushed outward, apparently at the time the
joint was broken, and the flanges of tne wheels nad battered
the receiving end of the rail immedrately east of the joint.
The trucks of the last car co be dereailed had stopoed be-
t-een the roilg, and these trucks were thought to have nade
the naiks fourd rect of tnce broken joint, the i1dea being
thnat had the engine dropped betweun the rails at this point
1t woulcd have crovded the right rail toward the ends of the
ties and taere .would have been chafed marks on the outer
edges of the threc w~heels on the right si1de of the engine.

Conclusions

This accident 1s believed to have been due to a rate
of speed which was excessive in view of the btype of motive
POWET 1n use.

Tne statemeats of the members of the crew are such that
they are of no value in detcrmining che cause of the acci-—
dent. The marks on the track and cn the left froat driviag
wheel, as found by the Commisesion's inspectors, support the
statements of the div.sion engineer, and 1t 18 believed
that the train was being operated at a spsed considerably
1n excesg of 15 miles per hour, and that this rate of gpeed
with this %type of engine resulted in the rigrnt front driving
whecl being rtocked olf the rail, allowming the left wheel
to drop down on the inside of the left rail, shearing oif
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the angle-bar bolits and causing tne complete derailment

of the cngine and following eguipacnt. The condition of
the eguipment after the accident lends support to the idea
that the speed was excessive at the tiue the accident
occurred.

The employees involved were experienced .ien, and at .
the time of the accident they had been on duty less vhan 3%
hours after more than 39 hours off cuty.
Respectfully submitted,
“. P BORLAND,

Director.



