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INTERSTATE CCMUIRCE COITaISSION

REPORT OF TEE DIRECTOR OF Thzi BUKZIaU UF SAFETY CONCEZRNING AN
ACCIDENT ON THZ ATLANTIC CCAST LINZ RAILROAD AT
BENNETTSVILLE, S5.C., O DECzilBER 3, 1933.

January 31, 1934,

To the Cowmmission:

On December 2, 1933, there was a derailment of a pass
senger train on the Atlantic Coast Line Railroad at Bennetts-—
ville, S.C,, which resulted in the death of 3 employces, and
the 1injury of 2 pascengers, 1 employee off duty, and 3 persons
carried under contract.

Location and metnod of operation

This accident occurred on tie Beunettsville Branch of
the Columbie District of the First Divisinn, which sxtends
between Parkton, N.C., and Sumter, S.C., a distance of 108.7
miles. In the vicinity of the point of accident this 1s a
single—~track line over which trains are operated by time table
and train orders, no form of block-signal systes being 1n use.
Approximately 1 mile north of the stvation &t Bennettsville there
18 a wye which connects tne Gibson and Bennettsville branches,
and the accident occurred on the north leg of the wye at & point
74 feet from the point of the north wye switch. apprcaching
from the ncrth cn the Bennettsville Brancan the track i1s tangent
for more than 5 miles. The north leg of the wye has a curvature
of 14°., At the point of accident tae grade for south~bound
trains 1s 0.23 percent descending.

The north wye switch leads off the main track to the
right or west through a no. 8 turnout. It 1s equinped with a no.
17 Ramapo stand, located on the west side of the track; this stand
is 5 feet 8 inches 1n height, and displays a green disc 3 feet 1in
diameter when set for the cmain track and a red arrow 2 fset in
length and 18 inches in width when the switch 1is opcn or set for
the wye. The switch stand had been peinted about 10 days prior
to the date of the accident. No switch lamps are used.

The track 1s laid with 70-pound ra.ls, 30 feet 1n length,
with an average of 17 ties to the rail length, single-spiked,
fully tieplated, and ballasted with cinders and gravel to a
depth of 3 1inches; the track 1s well maintained. Beginning at a
point about 40 feet north of the north wye switch and continuing
around the wye, the track is laid with 85-pound rails, 33 feet
1n length, with an average of 80 ties to the rail length, double-
spiked and fully tieplated; tie rods also are used. In the
vicinity of the point of accident the maximum speed for passenger
trains 1s 50 miles per hour.
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It wag dark at the time of the accident, which occurred
at 8:05 p.n.

Description

South-bcund passenger train no. 50 consisted of 1 express
car, 1 mail and baggoge car, aad 3 coaChes, 1n the order naneq,
rauled by engilne 45, and was 1n charge oi Conductcr lorgan and
Engineman Bgldwin., The cars were of all-steel construction with
the exception of tne express car, vinlch wes of steel-underframe
construction. This train departed fromifcColl, .7 wiles north of
Bennettsville, at 5:54 p.m., 1 minute late, stopped at Tatum, 6
m1les north of Benuettsville, ond was appreacalny Bennettsville
when 1t entered the copen switcu leadiny un thie wye and was de-—
rarled walle traveling at a speed estuilced to heve been 20 or
45 miles per hour,

The engine, tender, first three cars and leading pair of
wheels of the Iront truck of the last car wcere derairled. The
engine stopped on its left side to tne left of tihe wye track
aporoximately 885 feet south ol tixe cwitcn, with the cistern of
the tender across the .aain track, Tie Tirst car passed the
engine and stopped on 1vs lefi side ot w riznt angle to tre
wye track about 348 feet froa the switen., Tnc second and third
cars were on their sides 1anediately behind thie first car, and
the fourth car stopred with 1ts rear end about 185 feet southn
of the switch., The ewployees killeo were the ensineman and
firenan,

Summary of eviaence

Conductor worgan stated tnat his train was on tiae and
wags travelinz at a specd of pciween 40 and 45 wilss per nour
when 1t entered the wye track and was deralled., after assisting
the injured ne exanined tre switch and found 1t in good condi-
tion, set for ths wye truck and locked, ond displaying a red
1ndication, He stated thet visibility was fa2ir, Aalthough the
atimosphere was swoky, and that a orikewan's luntern could be
seen for a distance of 8 or 10 car lengths. Conductor argan
did not know whether the headlight was burning and aid not feel
an application of the air brakes prior to the derailment; the
brakes hed been properly tested berore leaving tiaeir initial
terminal, and the engincmen handled the train properly en route,
The stuatements of Flagman Poe substantiated tlhese of the con—
ductor; lLe .adoed that the headlignt wae burning wien the train
left Tatur,

Upon hils arrival at the scene or tue wcecident avout 4
nours after i1ts occurrence Trzinmuster Licilelll exawined the
switch which he found in good condition, set for the wye track,
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locked, anu displaying & red target. He 1inspected the track

for a distance of approximately three-~fourtns of a .aile north of .
the switch and found no evidence of anything dragging. He reach-
ed the conclusion that the switch nad been maliciously opened v

by some unknown person between the time of 3:565 and 6:05 p.m., ‘
no train having passed over that switch since train no. 67 had
turned on the wye track at 3:55 p.m.

Roadmaster Andrews stated that 1t was uils opinion that
the switch had been opened with a switcn rxey. While 1t was
possible to throw this switch with a track wrench he found no
evidence of a wrench having been used; i1n fact, his examination
of the switch clearly indicated tnat 1t nad been thrown and lock-
ed by some one 1n possession of a switci key. Roadmaster Andrews
also said that the Bennettsville section gang was not on duty
on the day of the accident,

Conductor Hamilton, of trains nos. 67 and 66, stated that
on arriving at the ncrth wye switch from tne north with train
no. 67 avout 11:57 a.m. tiney headed 1in on tue nortu leg of the
wye 1n order to turn their train, The brakeman cpened tne
switch for the train to enter, but tune conductor closed the
switch and locked 1t. Tiney proceedea turougn the west wye switch,
backed down to the station, and performed tne usual switching
operations, but on no occasion did they 0 near the wye agaln
unti1l they left on train no., 66 at 3:50 p.m., passing the switch
involved at a speed of about 30 miles pcr nour. Conductor
Hamilton said there was no otaner sngine or train that would have
occasion to use that switch after ne nad closed 1% that worning
and he was positive that he had properly set and locked 1t.

The statements of Engineman Grimmer, Fireman Deas and Brakeman
Jeffords corroborated tnose of the conductor. Engineman Grimmer
further stated that there was notning missing or dragging on the
engine of train no. 66 that could have come in contact with the
swlitch as 1t passed over 1t. He thought that the switch target
could be seen at night for a distance of 150 feet and while

the smoke would not interfere witn the vision during the day,

1t would decrease the range of vision at night,

Nor th—~bound train no. 338 left Bennettsville at 11:59
a.m., and passed over the north wye switch as a trailing switch
a few minutes after the arrival of train no. 67. South—bound
train no. 337 arrived at Bennettsville at 3:07 p.m., after having
passed over the switch in question i1n facing position. The next
and last train to pass over the switca prior to tae time cf the
accident was train no. 66,

Exaaination of the track by the Comailssion's 1nspectors
for a distance of 1 mile north of the switch disclosed anothing
that could nave contributed to tue cause of the accident, There
was no evidence of anything dragging, and tne track was in good
condition. The switch was 1n excellent condition, the point
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fitted well against the stock rail, the bridle bars were 1in good
condition, and thers was nco evidencs on the switch stand or lock
tnat would i1ndicate that i1t nad besn forced 1n any way. The
firsc mark of derailment was a well defined flange mark on the
head cf a spike on tne outbtside of tne left rail of the wyve 74
feet froca the switcn point; the second syplxe was similarly
narked. The next mark was a flange mark on a tie on the i1nside
of the right rail 83 feet from the switcn peint, and beyond that
t1z the track had been repaired at tue tiae of their 1nspection,
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Cenclusions
Thie accident was causcd by an open switch,.

After the accident th: switcls was found to be lined and
locked for the wye track witn the target displaying a r=d indica-—
tion., The switch was found i1n excellent condition and there was
no evidence tnat 1t Lad veen tampered with in any way. The last
time the switch had been used was approximately 11:57 a.m., when
train no. 67 entered the wye. Eubsequent to tuat time two trains
rassed over the switceh 1n trailing position and one 1n facing
positvion, vnicu would 1ndicate that this switcun wust have been
1N Droper positicn a8t Tiose times and tnat 1t must have been
cpened and locked for the wye track sometime after 3:50C p.m.,
after the departure of the last train prinr to the accident,

Several weexs subsequent to the accident a 19-year old
negro who was said to have besen arrested while trying to break
1nto a store was found to be in possession of a switch key and
vas sald to have admitted opening tae switch 1n order to see 1f
the lock would work, and chen apparcsntly did not realize he had
left the switch open. It was understood the key had been last
many years ago, was found and turrned in at a store, and had been
taken frowm that store i1n a robvery by tas negro soune time prior
to the accident.

Tnere had veen numerous forest fircs 1in the vicinity of
the point of accident, causing the ailr to be more or less smoky,
and under such cocnditions, with no lump on the switch stand, che
engilneman would nave 1little copportunity o1 knowing that the
switch was open until nis engine reached 1t. The track approach-
1ng this switcn 1s tangont for several miles ana uadoubtedly he
would have seen the red i1ndication of a iliphted cwitch lanp,
kad the switcn stand teen so zquipped, 1n time to avert the ac—
cident, This was a main ftrack switc.. and tne practice of uot
equipping such switches with lamps is not conducive to safe train
oparation, especially vacre there 1s no form of block-signal pro-—
tection, If done as a matter of economy, then 1t 1s dangcrous as
well as expensive econowy, and should pe abandoned in the 1intcrest
cf safety,

H

Fespectfully submitted,
W. P. BOURLAND,

Director,



