INTERSTATE COMMZRCE COMMISSION
WASHINGTON

INVESTIGATION NO. 3268
ATLANTIC COAST LINE RATLROAD COMPANY
REPORT IN RE ACCIDENT
AT ALMA, FLA., ON
JULY 27, 1949
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SUMMARY

July 27, 19492
Atlantic Coast Line
Alma, Fla,
Derailment
Faascencer

32

PCiesel-slectrlic unlts
324-A and 34-B

11 c2rs

Timetedle and traln orders

Single; tancent; 0.3 percent
descending grade northward

Clear
1:20 a, m.
9 i1njured

Defecsive switeh
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INTERSITATE COMMERJE COMMISSION

INVESTIGATION NO. 3268

IN THE MATTER OF MAKING ACCIDENT INVESIIGATION RATFOPTS
UNDzR THE ACCIDENT REPCRIS ACT OF MAY 6, 1910

ATLANTIC CCAST LINE EBAILROAD COMPANY

September 15, 1949

—————— —

Accident at Alma, Fla., on July 27, 1949, caused by
o0 defective swl teh.

1
REPORT CF THr CCMMISSICON

PATTERSCN, Commj ssioner:

On July 27, 124¢, there was a derailment of a
pascenger train on the Atlontic Coast Line Railroad at
Llpa, Fla.,, which recsulted in She injury of four massengers
threec Pullman employccs and two dining—car employces. This
accident was investigated in con“unctwon with a repreeentative
of the Florida Ra*lroad and Publlc Utilities Commisesion,

T —
Under authority of section 17 (2) of the Interstate Com-
merce Act th: above-entitled proceediny was referrsd by the

Commission to Commiscioner Patterson for consideration and
disposition.

J
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Location of Accidcnt and Method of Onereation

This zcecident occurred on that part of the Southern
Division extending bvetwecn Dunnellon, Fla., and Thomesville,
Ga,, 165.2 miles. In the vicinity of the point of accident
thig is a singrle~track line, over which trasins are opcrated
by timetahle and train orders. Th-re is no bilock system in
use, At Alma, 146.2 srilcs north of Dunaellon, a sicding
4,493 feet in length parellels the main tracik on the east.
Entry to the south end of this siding 1s made through a Ho.
10 turnovt., The accldent occurred at the point-of-switch
of this turnout. From th: south there is a tangent 4,848
feet to the point of accident and 1,124 feet northwerd, The
grade is 0,3 percent descendiang northward,

The structure of the mein track consists of 8E-vouad
rail, 33 feet in lcngth, 1laid on an everage of 21 tles to
the rail length., It i1s fully tieplated, single-splked and
1s provided with 4-hole 24-inch 100-vzrcent joint bars sud
2 rail anchors per rail length. It is bell=wsted with cinders
to a depth of 16 inchzss. The south turnout ccnsists of 85—
pound switch rails 15 fecet in length, 85-pound rails and an
88~pound No. 10 spring-reil-type frog, laid on 69 7-inch by
9-inch freatcd switch ties. It was laid new in 1927,

The switch stand 1s of the intermeliate, vertical,
hand-throw type, and i1s located 8 feet € inches east of
the center-line of the main track. It 1s equlpped with
a green disc target and a red arrow-share target. The
centers of the targets are 5 feet above the tors of the
ties. Each target is provided with a reflectoer lens, &
inches in dlamster, of the same color as the target. When
the switch is lined for movement on the mailn track, the
green tarzet is disnlayed at right angles to the main track,
When the switch is lined for entry to the siding, the red
target 1s displayed at right angles to tre track. The switch
points are arranged for a throw of 4-1/2 iaches, and are
mainteined in relation to each other by two switch rods.
A throw rod 1-3/8 inches in diameter and 5 feet, 1-1/2 inches
in length, located between the hrad-block ties, connects
the swltch points to the crank of the switch stand. The
switch-voint end of this rod is o solid Jjaw beolted to the
head switch-rod of the switch., The switah-stand end is
threaded and it screws into the threaded end of a screw jaw,
which is connected to the crank of the switch stand,
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This carrier's rules read in part ss follows:
SECTION FOREMEN .

10587. They w11l report to and receive thelr
instructions from the Road Master., * ¥ ¥

1059. They must pass over the whole of thelr
secticn at least every other day, and see that
thelr section 1s in goed and safe condition, belng
especlally careful to ges that all switches and
frogs are in perfect condition and adjustment.

Special instruction dated July 2, 1949, reads in part
as follows:

PERSONATL

ALL RCADMASTERS:

o9 %

Effective this date, the part of Rule 1089 in
book of operating rules dated December 1926 reading
ag follows "they must pass ovar the whole of thelir
sectlon at least every other day" is amended to
conform with instructions given to the szction
foremen for each weeks work by you.

Effective this date, cach Roadmaster will arrange
fto meke personal detail inspection of all switches
at lcast once each month. Thie lnspection will
include you having yvour crank kand throw the switch
in each direction so you may obsesrve all bolts,
cotter keys, tle bars, clirs, throw rods and all
other parts of the switches., ¥ ¥ %

Detail inspections of these switches will not
relleve the section foremen of their raosponslbility
of inspecting turnouts when thelr regular work
permits them to do eo.. In other words, any time that '
a man 1s at or near a switch during the week, he
should meke his incpection and see that it is in
propcr condition, Also in colng to and from work
they should slow the motor car down over all turnouts
sufficient that they can make a running inspection
of all bolts, tie bars, clamps, and wedges and if
they observe any parts out of place or adjustments,
they should stop and make the necessary repairs a2t
once ¥ ¥ %

L
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The maximum authorized specd of the traln involved
was 58 mlles per hour.

—cgerimtion of sccidont

e i e D T

No. 3%, ¢ nerth~vound first-cless passénger train,
consisted of Diesel-slectric units 234-A and 334-B, coupled
in multinlie-unit contrel, one mail-bagzage car, Two exnress
cars, onc bagroge car, trrer cecaches, onc sl-eving car, onc
dining car, one sglecplng car &nd one lounge-sleerinr cor,
in tre order named, All cars were of all-steel construction.
The Diesel-electric units and the eightn and ninth cars
were equipped with tignt-lock couplers. This train derarted
from Monticello, the last omen office, 4.3 miles south of
Alma, at 1:15 a. m., 5 minutes 1sve, and whlle 1% was movlng
at a speed of 50 miles per hour, the rear trvck of the seventh
car and the eighth to the eleventh cers, 1ncivslve, wers
derailed at the soutk ewlich of the eiding ot Alma,

The Dieszl-olectric units and the first six cars

remained counled and stopped on tha: rain tracr, wltnh the
rear—-end of thc <ixth car 1,133 fecot north of the south sicing-
switeh, The seventh tn the -levenih cars stopped urrigat,
between thc main track and the siding, and in line vith these
racks. Thz rear end of tre =2lcventh cor storped 169 fect
north of the switch, Ths elchth car was congiderably damaged
and the seventh, ninth, tenth end -leventh sars

damaged.

The weather wes cicar at the timz of the zccldent,
which occurred at 1:20 &, m,

Digecussion

No, 22 wvas mcvinz on tangent track at a speed of 50
miles per hour, in tcrritory where the meximum authorized
speed was 59 miles per hour, vhen the dcrailment occurrcd.
Prior to the time of the accident the Diesel-elzctric units
and the cars of the train hed teen riding snocthly. As No,
32 was aporoaching Alma the headlight was lighted briz tly,
the enginemen were in the control comnartment at the front
of the first Di=sel-electric uzit, and thi menbers of the
traln crew were in various locat®ons throushout the cars
of the train. The eaginemen said th~t as the trein approachced
the south switch at Alma they obscrved the green reflector
lens on the switch target. Soon aft-r the Diesecl-el:sctric
units passed over the switch the brakes. bocame appliszd in
emergency as a result of +the 4-rnilment.



Examination of the track throuchout a considerable
di stance southward from the south siding-cwitch disclosnd
no indication of defective track, dragging equipment, or of
any obstruction having been on the track. The surfece,
gage and alinement were well maintained, The first mar- of
derallment was a flange mark on the east stoci rail at
a point 11 feet north of the noint of switch. Two bolts
in the joint connectlng the east switch-rall to the reil
beyond vere shear=d off, and flaaze marks then appearcd
on the tie plates and on the ties betwsen the swiltch-riil
and the frog. Corresponding flange marks appeared near
the heel of the west switch-rail and on the tles on the "rcst
side of the lcad-rail to a polnt nnrth of the frog. Theore
was a mark on the point of the west switch-rail. The west
lead~rall was canted toward the we=t, and was bent. The
frog was damaged, and the siding was badly damaged throuchout
a distance of 320 feet north of the frog. An examination of
the equipment of No, 32 disclosed no condition whick would
have caused or contributed to the cause of the accldent,

An examination of the switch disclosed that the threads
of the throw rod and of the screw jaw were excessively rusted,
The threads were stripned throughout the digtancs that the
throw rod was inserted into the screw jaw, Thrcughout a
digtance of about 3/4 inch near the center of the trreanded
portion of the throw rod, the threads were nractically rushed
away. When the threaded end of the throw rod was inserted
in the screw jaw the threads were not sufficlient under nocel
tension to hold the switch in proper position,

The investigation dlsclosed that immedlately aftur the
derallment occur+~ed the conductor, the fireman and the
baggageman examined the turnout and found the switch nolnts
open about 2 inches. The swltch-stand lever was lcexd
In position for movement on the maln track, The throw rod
was pulled out of the screw Jaw, and the locse end wz2s 1yian
on the ground about two inches from the end of the screw jav,
The fireman and the baggageman examined the threads on the
throw rod and in the end of the screw Jaw, and found them
rusty and worn. They did not move elther the throw rod or
the screw Jaw. The section foreman in charge of the section
on which the accident occurred arrived at the scene of the
accldent at 4:10 a. m. He sa2id that he found the east
switch-point closed ageainst the east stock-rail, the threaded
end of the throw rod connected to the screw jaw and the jam
nut against the screw jaw, Ee could not explain how the
throw rod became reconnected to the screw Jaw between 1:35
a. m.,, when the members of the crew of No, 32 last obscrved

1t, and 4:10 a, m., when he first arrlved at the scene of
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the accident. He scid that nine days before the accident
occurred he had renewed the slide plates and rall braces at
the south siding-swltch. After these repalrs were made, he
properly adjusted the swlitch by making a one-half turn of the
throw rod into the screw Jaw. He gald that he inspectcd the
switch five days before the accldent occurred, and he 4id
not obscrve any defoectlve condition of the switch at that
time. Two members of the carrier's police force arrived

at the scene of thc accldent about £:15 a. m, They found
the east swltch-point agalnst the «slding stock-rail, the
throw rod inserted in the 'screw Jaw and the Jjam nut backed
away about 5/16 inch., Scme time later one of them had the
switch unlocked and operatzd to its reversed position.

When the lever was operated to 1ts normal posltion the east
switch~point stopped about 3/4 inch from the stock rall,

The general roadmaster and the roadmaster arrived at the
scene of the accident about 6:45 a. m. At that time the
sast switch-point was oren about 7/8 inch and the throw rod
was screwed into the screw jew to within about 5/16 inch

of the Jjam nut,

Apparently, when the section foreman adjusted the switch
on July 18 the bond between the excesslvely rusted threads
of the throw rod and of the screw jaw was broken. The force
exerted on the throw rod by the thrust of the wheels of No,
32 agalnst the heel of the normally closed switch-point caused
the rusted threads to strir, and the swltch opened after the
front truck of the seventh car passed over it, and the recar
truck was derail ied.

Cause

It is found that this rccident was caused by a
defective swltch.

Dated at Washington, D, C,, this fifteenth
day of September, 1249,

By the Commission, Commissioner Patterson.

( SEAL) W. P. BARTEL,

Secretary.



