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INTERSTATE COMMERCE CCMMISSION

INVESTIGATICON NO. 2474
IN THE MATTER OF MAKING ACCIDENT INVESTIGATION REPORTS
UNDER THE ACCIDENT REPCRTS ACT OF MAY &, 1210.

THE ATLANTA, BIRMINGHAM & COAST RAILROAD COMPANY

March &, 1041

Accident near Woodbury, Ga., on December 29, 1940, caused

by spread rails, as a result of inadequate maintenance
of track.

REPORT OF THE COMMISSION:

PATTZRSON, Commissioner:

On Decemper 29, 1940, there was a derallment of a
passenger train on the Atlanta, Birmingham & Coast Railroad
near YWoodoury, Ga., which resulted in the death of two em—
ployees and the injury of one railway mail-clerk.

LUneer authority of section 17 (2) of the Interstate Com—

merce Act the sbove-entitled proceeding was referred by the

Commission to Commissioner Patterson for consideration and
disposition.
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Location and ¥ethod of Cperation

This accident occurred on that part of the Birmingham Di-
vision designated as the Atlanta District which extends between
Ltlanta and Manchester, Ga., a distance of 78.2 niles. Time-
table directions, which are north and south, are used in this
regort. In the viecinity of tane point of accident this is o
single~track line »ver which trains are operated by timetable
end tyaian orders; there is no block system in use. The derail-
ment occurred at a point 3.3 miles south of Woodbury. As the
proint of accident is approached from the north there are, 1in
succession, a tangent 4,951.8 feét in length, a 3° curve to the
right €75.6 feet, a tangent 484.8 feet, a 4% curve to the left
2,562.6 feet, a tangent 402.3 feet, and a 4° curve to the right
048 Teet; the derallment occurred on the last-mentioned curve
at a point 283.7 feet south of its northern end. At the point
of accident the grade for soubth-bound trains is 0.43 percent
ascending.

The deraiiment occurred in a cut 20 feet in depth and 600
feet in length, at a noint 400 feet from its northern end.
Soush of this cut the “rsck is laid on a fill about 15 feet in
heiznt and about 1,000 feet in length.

The track structure consists of 80-pound rail, 33 feet in
length; laid on an average of 18 ties to the rail length; it
is about 75 percent tieplated, single-spiked; and is bhallasted
with © to 8 inches 2f slag and cinders. The maximum superele-
vetion of the curve invelved was 4-1/4 inches and the gage va-
risd between 4 feet 8-1/2 inches and 4 feet 0-1/2 inches. The
guperelevation at the point of derailment was 4 1inches.

Rules for the Government of Employees read in part as
foliows:

ROADNASTERS
552. They are recponsible for the safe con-
ir1tion and proper maintenance of track, road-
vay, * 3 %-

*

YS!

%

TRACK FOREMEN

571. Track Foremen report to and receive
instructions from the Roadmaster.

573. They are responsible for the proper
inspection and safe crndition of the track
and roadway under their charge, * * *.



The maximum avthorized speed for the train involved was
5C miles per hour on tangents and 45 miies per hour on curvsas.

The weather was cioudy at the time of %ne accident, which
occurred =bout ©€:35 a. m.

Description

e south-~bound first-class pessenger train, wizn
eman and Snszinemnsn Richards in charge, consisted
¥ the 2-2-2 tyre, one malli-ecxpress car, one

age car and ons ccach, in the orcder named; all
cars wWere of gteel constructi~n. This train ¢eparted from At-
laata, #7.9 miles north of Wosdbury, at 7:15 a. m., according
to *he “rain sheet, on time, ceparted from Joodbury, tne last
oner oflice, at 2!2C a. m., L minute late, and, wnile moving
abt & cpeed =23ti & to nave been between 35 and 40 mlles per

hour, decame deraiied at a point 3.3 miles south of Woodbury.

Tne entire train, remaining coupled, was derailed to the
lefr of *he track. Engine 22¢ and 1Ts tender stopped, bsdly
demesed, on thelr left sides down the embandment, 25 feef east
of The Trnek, rarallel vo it, and about 14 feet below ivs level;
the front erd of the engine was 377 feet south of thae poiant *of
derazlment. The first cor was derailed to the left, stopped
with it. front end 25 feet and its rear end 10 feet esst of the
tracl, and leaned %o the right at an angie of 45 degress; This

car was badlyv damaged. The second car stopped with its front
end 15 feet east of tre tracx and its rear end cn the roadred
an leansd to the left at an angle of 10 degrees. The third
car gtopoed uprigat and in line with the track. The second and

Tatrd cars were slichtly damaged.
The employees killec were tne engianeman ~nd the fireman.
Summerr of Evidence

Conductor Colemen stated that at Atlanta the air brakes
were tested and tiaey functioned properiy en route. As his train
approached tae point ~iaere the acciden®t occurred, he was in the
second car and the speed was 35 miles per hour; the train was
ricing smoothly. The first he znew of snything belng 7rong was
masn cae braliez became applied, a2and then the train became de-
railed. After thie szccident occurred ne talled with ths engine—"
man, wao £31d him tnat the track spread under the engine. The

J
conductor examined the track to the rear of the train a distance
of 1,700 feet and observed marks on ties about 40 feet north of
tne vear car; north cf these marks there was no indication of

arnthing heving been dragged. He observed that the curve in-
volved had been recsurfaced recently and new ties had been placed
in the trscx. The accldent occurred about 9:35 a. m., at which
tine the weather 72s cloudy.
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Trcin Porter Johnson stated that as his train approzcined
tas point vhere the dersilment sceurred he was in the firs® car.
He reard the enzine whicstle sounded several times and soon af-
tervard trhe *rein became derailed. He opened the conductor's
valve Lut Yhe braxes were already appiied. On December 28 he
an on the tencder of the engine of Non. 2, a north-bouni passen-—
g2 Troin, as it rounded the curve invoived at a speed of about
52 cr 40 miles par nour; at That time there was no indicetion
T rough or uneven track

b
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Pocadmaster L
accident sbout 2@

7ery stated tnat he srrived a4 the scene of

2 . , Decemper 22, and inspected fthe track.
Irn 7is opinicn the general conditisn of the traclz was fs2ir.
Thers had deen nesvy rains during the weez prior to the acci-
Aent. He nkserved several clhwurning joints at points north of
the curve involwed; at cne of %these joints five ties were
loosz; however, he considered the track at that point safe for
regzular speed. 1n one statement he estimated that the surface
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of tlie track at this point would deflect 1/4 inch under the
veigrnt of a train; hovever, in another statement he sald 1%
vould derle as much as 2 inches but this conditinn was rnov
dengerous. A g on force nad increased tne superelevatioan on
thne curve invol to 4-1/2 inches to the end of the easement
of the cvurve an m that po:nt southward there was a run-otf
07 1/2 inch. The roadmaster inspected the tracl throughout a
“istence of 1,590 feet north of the point of deraiiment and
found no evidence of equiprment having been dragged. At the
point oF derailment flange marks on the ties between the rails
were obzerved and they chntinued southward to fhe roint vwhere
thz track was destroyed. At a point & feet scuth nf the first
mark on thne tles, marks appesred non the base uné the web of an
overturned rail on the high 3ide »f the curve. He observed
cavrnins tiles, Joints that would depress as muck as 2 inches,
loose apikes, vide gege, jired ties, snlit *ies, maris on
tiecs and marks on the weo of = rail, but ane said that he aid
not have any idea as to what ciused the derailment. Ke rode
arounc the curve twice 7a the Aday preceding the accident, once
on & freight train vhich was moving ebout 40 miles per hour
and the second time on a mnontor-car; he ooservad no indica tlon
of feulty track.

Section Foreman Lewis, in charge of the sectina involved,
stated that since lsrch, ]94 , nig force consisted of sevean
laborers. On Decemner 27 nis force was engaged in repl.cing
ties in the viecinity of tTre po|n where the accident nccurred.
Cn the curve involved 38 ties Were renewed within five rail
1cn:fns. Beginning st the north end of t.e curve inveolvad,
the cuverelevaticon wes increased to 4-1/2 incnes to a point
taree raxl lengths nortn of the point wasre the derailimen® oc-
curred; an allowance of 1,2 inch vas made for settling. 4 run-
off »f 1/2 inch was provided throuzhsut one rail length. He
intended to resurface the curve after traffic had caused it to
setuvle. He said that as & resuit of rain falling thrcughovt a
wieglr prior to the acclden’s there were seversl ckurning Jjownts
cn nis section. There were five »ad ties near the first rail
joint north of the voint of accident. He did noct think this
condaitinn contributed to2 the ceuse of the derailrent; however,
he thcuzant five or six bed ties under one rail joint indiceted
Boor trac. .

Engineman Jacksnon, of N:3. 4, a north-bound passenger trailn,

gtated thet as 3:33 a. m., Decerber 2€, his train moved over
tﬁe curve involved at a speed <f avout 30 miles per houvr. He
dii not HSkserve any indication of irreguler or rough track.

rnrineman Presley, of Extra 232, 2 north-bound freight
traLn, stated that abtout 4 a. m. Wpoember 289, his train was
moving at a speed of 32 or 40 mile per hour "men it passed the
po1at where the derailment afterward occurred and he did not
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ohgerve any rough or irregular track at the north end of ths
cur vy invslived.

Machiniat Zpperson inspectesd engine 229 before 1%t ceparied .
fror Atlanta. THe said tre engins was in safe and suitable con-
az*iosn for service.

igtant aster liechanic Croom stated that he examined
2% ct the point of 5001Gert ﬂnd later at Manchester.

enzine 2
There was n»n conditinn of the engine %that could have contributed
w0 the cause rf the accident

Accordiag to data furnished by the railrcad company, en%ine
226 was g#iven Class & repairvs atb Vestwood Shop, Fitzgerald, Ga.,
aac va3 released from the sn~p on Decempber 22, 1240.

Chegervations of the Comnisaion's Inspsctors

The (omnisasion!

g apectors examwined the tracit throughony
2 Aistance 2f 685 fee* immr=sAdiatsly nortn of The point of derail-
m:nt ann co3zrved that 2on the tangent nortn of the curve in-
Tolwed numerous tlee vere looge in %tire ballact, and spikes ere
loose. At a vsint Z50 Teet north cf the norsh end of the curve,
to ties ware churning at a rail joint in the west rail: £50
feet aorth 2T the curve two %ies were churning in *the esast rail

¥ epikes eould be pulled by hand. At a psint 200 fes* north

8.. N
of 'ne curve involved five ad’acent ties had settled in “he val-
1aa%h uw“cr the east rail snd vere separated from the rail Gis-
tances 1/4 to L/2 inch; +this condition pernitted the tracl
o Te ﬁezle ted 1~1/2 te 2 inches under +Me weight of a train.
£%5 geveral nlices heads of apikes were above the base »f the
rail from 1/2 to 1-1/2 inches. On an averaze, four ties per
rarl length were 1n poor condition. Precedin,, the first mar:
of Gerallment there was no svidence nof dwacfihﬂ equinment or
o zny obstruction having teen nn the track. Tne first nerik of
derailment was a flanze marh on a tie 282.7 feet south ot the
nortn end of fhe curve #nd 5 inches inside “he lovw rail; &t &
nint & Teet farther south flarge rmarks zpbpeared on the inside
surfoce cf the web snd on the base of the high rail, which had
Leen ovartiorrned.

Discussion

According to the evidence, first 1 was rnoving at an estl- .'

meted ~"peec of 33 to 4C riles pﬁr hour nn a 4° ~urve to the
ri-nt vren the eagine becsarme ferailed at a point 283.7 Teet

' of rhe northern end of the ctrve. The maxi-wr suthorized
a4 this curve for the train involved wae 45 miles per
hour. -Fo ensine was in 2024 mechanical condition aznd there was
ne 1ndicetion of equivment heving been dragoed or of any ob-
struction on the traci.
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The first mark of derailment was found to be a flange nark
£ inches incide the lov rail, and € feet farther south maris
appearcd on the inside surface of the web and base of ths high
reii, ~hich had been overturned outward. It is apparent that
wheeis on %the 1ow gide dropped inside the low rail and vheels
cn *the outside dropped to the web of the overturned high raili.
The trascs was oaly about 75 percent tieplated. Immediately
north of tiie roint of derailment there were split ties, decayed
tiec, ties buncned, loocse spikes, rail-pulled spilkes, splkes
mis 81n0 churning joints, irregular superelevation on the curve,
andc gﬂbe varying from standard to as much as 1 inch in excess of
ctandard. The churning jointe and irregular surface of the
Trzck would cause the engine to swing laterally, and irregular
goza ”ould cauqe the engine to wnivot hﬂrizontally. The lateral
sv1nqing and the DlJﬂu*né would cavse excessive pressure to be

xerted against the gsaze side 27 botn rails. Apparently, on ac-
covnt of insecure spiXing, *his ucressure widened the gage suffi-
clently to permit wheels to dropn inside the low rail.

ot

It i3 possible that recent heavy rainfall had some bearing
on the condition of thie churnine joints; nevertheless, the ianves-
tigation of this accident 1liscloced that the tracll in the vicin-
ity of *the point of derailment was otherwise poorly maintained
for the cperation of treins at tne speed authcrized.

Cause

It is found thet this accident was caused by spread rails,
ag a recult of inadequste maintenance of track.

Dated at Washington, D. C., this sixth
day of March, 1041.

By the Commission, Commissioner Patterson.

W. P. BARTEL,

Camy
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Secretary.



