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INVESTIGATICN NC. 2548

THE ATLANTIC CCAST LINE RAILZ0AD COMPANY

e

QTEORT IN AT ACCIDENT
NEAR ECRTEINSE, GA., ON

NOVEMBER 27, 1941




Reilroad:
Daste:

T

Locotion:

Kind of sceident:

rain involved-
Train nurbsr:
zn¢ine numbers:
Concist:
Zstimated specd:

Operation:

Track:
Weather:
Tine:
Cacualtieg:

Coruge:
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SUMI/ A

Al eIl

Atlentic Cosact Line
Vevember 27, 19241

Hortense, Ga.

Freeenger

3

a1l
Jicgel-electric EC4 and B0O1
14 ~arg

timetatle, train orders and
sutonatizc tloci—2inwl system

Sinzle; tangent; practicell!y level

Akbout 5:53 a. m.

v

2 kilied; 77 injured
Ac-ident caused by broken rail,

ac rogult of presence cf traneverss
fissure



INTZRSTATE COMMERCE CCMMISSION

INVZ3TIGATICN NO, 2548

IN THE MATTER CF MAKINCG ACCIDENT INVESTIGATION RZPORTS
UNDER TEE ACCIDENT REPORTS ACT OF MAY 6, 1910.

THZ ATLANTIC CCAST LINE RAILROAD COMPANY

January 1€, 1942,

———————————

Accldent near Hortenee, Ga., on November 27, 1241, caused
by Eroken rail, =5 result of presencs Cf tr°nqvarce
fiecure.

- . 1
RZPCRT CF THE COMMISSICN
PATTERECN, Commigcione

On Novembter £7, 1941, there was, a derailment of a
passenger train on the Atlentic Ceracst Line Raillroad near
Eortznse, Ge., which resulted in the death cf 2 passengers,
and the injury of 5% passengers, € Pallman employees, 1
train attendant, 1% dining-car employess and 2 train-ser-
vice employees.

lUnder authority ol section 17 (2) of the Interstate Com-
mercs hAct tlie above-entitled prnceeding was referred by the
Commicsli>n tc Commissioner Patterson for concslideration and
dieposition.
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Location of Aceldent _=nd Vetiod of Cperation

This accident occurred on thut pert of the Waycross Dis-
trict vhich extends cetween Jesup, G-,, and Jacksonville, Fla.,
via the Short Line, a dictence of 95,2 miles. In the vicinity
of the point of accident this iz a sintle-track line over
which trains are operated by timetable, trein orders and an
autematic block~slgnsl system. The accident occurred at a
point 7,488 feet south of the station at Hortense. As the
roint of accldent is approzched from the north there are, in
succession, a2 tangzent about 20 milzg in length, a 1°947' curve
to the 1eft 535 1eet, and a tangent extending 326 feet to the
point of derallment and about £2 miles ceyond. The grade 1is
practically level.

In the vicinity of the roint of accident the track is
laild on a fill about 10 feet in heicht. The track structure
consists of 10C-pound rall, “8 feet in length, 1l3id on 24
treated tles to the rail lentth; it 1s fully tienlated,
gincle—-splked, equipped with 4- Lole continuous angle bars
and <« anchors to each rail. Tne track is bellasted with 190
inches of slag on top of 6 lncheg of gravel.

Semi-automatic slanal €5 2nd automatic signal 5683, which
govern southwrrd movements, are located, respectively, 12,523
feet and 1,970 feet north of the noint cf derailment.

In the vicinity of iie wolnt of ac:.dent the maximum au-
thorized speed for tne train invelved is 82 miles per hour.

Description of ‘crident
No. 91, a soutkh~bound filret-class passenger traln, con-
sisted of Diesel-electric engines fC4 ond 501, 3 express cars,
1l baggage-mall cazr, 1 dormitory car, 2 coaches, 1 dining car,
1 tavern car, 2 coaches and 3 Pullman sleeping cars, in the
order named. The first to the sixth csars, inclusive, and the
twelfth to the fourteenth cars, inclusive, were of conventional
all~steel construction. The seventh to eleventh cars, inclu-
sive, were streamlined, were ~f stainless-steel construction,
and were equlipped with tight-lock couplers. After a terminal
alr-brake test was completed this train departed from Savannah,
Ga., 75.8 miles north of Hortense, at 4:30 a. m., according to
the dilspatcher's record of movem ent of trains, on time, depart-
ed from Jesup, 12.1 miles north of Hort:inse, at 5:33 a. M., 3
minutcs late, passed Hortense, the last open office, at 5:50
a. M., 1 minute late, and while moving at 2 speed of 78 milles
per hour as indicated by the speed-rscorder tape it was de-
railed at a point 7,468 feet south of Hortense.
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Engines 504 and 501 and the filrst five cars were not de-
railed and stopped with the front end of thae flrst engine
about 3,300 feet south of the point of derailment. The .
knuckle of the coupler at the rear of the fifth car was broken.
The sixth and seventh cars, remaining couoled, stopped with
the front end of the sixth car about 2,300 ;eet north of the
fifth car. The resr truck of the seventh car was derailled.

The eighth to eleventh cars, incluelve, remalned coupled and
were deralled to the east and stopped on their left sides with
the front end of the eilghth car on the roadbed snd the rear
end of the eleventh car about 30 feet east of the center-line
of the track. These cars were considerably damaged. The
twelfth car was deralled to the east, became separated from
the eleventh car and stopped, considerably damaged, about 70
feet behind the eleventh car; it leaned at an angle of 75 de-
grees to the treck and its front and rear ends were, respec-
Tively, about 45 feet »nd 30 feet east of the track. The thir-
teenth car, remalning coupled to the twelfth car, was deralled
to the east and leaned at an angle of about 4% degrees to the
track, with the front end 30 feet and the rear end 25 feet
east of the track; 1t was slightly demaged. The fourteenth
car was derailed, became separated from the thirteenth car,
stopped about 20 feet behind 1t, and leaned to the east at an
angle of 45 degrees, with the front and rear ends about 12
feet and 8 feet, respectively, east of the track. The rear
end of the fourteenth car stopped 203 feet south of the point
of derailment. About 400 feet of the track structure was de-
stroyed.

The engines were in good mechenlcal condition and after
the accident there was nc indicatlon of dragging equipment or
of any obstructicn havinz been on the track. At the point of
derailment there was a broken rail on the east side of the
track. A portion of the receiving end 4 feet 3 1lnches in
length remained in place. The rail involved was a 39-foot,
100-pound R E section, open hesrth rail, manufactured by the
Tennessee Coal, Iron and Rallroad Compeny in May, 1929, and
laid during the same year. The heat nunber was 846518, Letter
A, =»nd the ingot number was 20.

The first break occurred on a tie at a point 4 feet &
inches south of the receiving end of the rail. From this
point southward 14 additional breaks in the rail occurred.

At the first break a transverse fissure covering about 75 per-
cent of the cross—sectional area of the head was observed.

At points 9 feet 7-3/4 inches, 21 feet 6-1/4 inches, and 24
feet 7 inches south of the receiving end of the rail there
were transverse fissures, which covered, respectively, 50
percent, 6 percent, and 15 percent of the cross-sectional area
of the head, All pieces cof the broken rail were recovered ex-
cept a portion 3 feet 1/4 inch in length immediately south

of the first fracture.
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The weather was clear at the tlme of the accident, which
occurred about 5:53 a. m.

The train-service employees injured were the conductor
and the flagman.

Data

A detector car was last operated over the territory in-
volved on January 23, 1940.

During the 30-day period preceding the day of the accl-
dent, the average dally movement over the line involved was
13.17 trains.

Q
[

Discussion

r
5

|
|

No, 91 was moving at a aspeed of about 78 miles per hour
when it became dersiled in territory where the maximum author-
ized speed was 80 mliles mer hour. Prior to the time of the
accldent, the encine 2nd cers had teen ricing smoothly, and
there was no indication of defective track or equipment, nor
of any obstruction on tre track. +ne last automatic signal
that No. 91 passed displayed proceed. The first knowledge
the enginemen had of the accident wea the emergency applica-
tion of the brakes which occurred vten tls cars were derailed.
The baggagemaster, who wag in the fourth car, heard the coupler |
at the rear end of the firth car break and then felt the brakes
apply in emergency. The porter, who was in the seventh car,
felt the brakes apply in emergency, and the car began to sway
and to lurch. The conductor, who was in trke ninth car, did
not know of the derailment untll that car began to sway and to
lurch. Just before the general derallment occurred, the flag-
man observed from the recar vestibule of the rear car that fire
was Tlying from car wheels near the middle of the train.

3 D

4

I

Soon after the derailment occurred, a broxen rail with
four transverse fissures was found on the east side of the
track. The raill was TbroXen into at least fifteen pieces.
The first fissure was 4 feet 3 inches from the receiving end
of the rail and covered about 75 percent of the cross-sectional :
area of the head of the rail but had not progressed to the
outer curface at any point. The second fissure was 9 feet
7-3/4 inches from the receiving end of the rail and covered
about 50 percent of the cross-sectional area of the head of
the rail. The third and fourth ficcures were, respectively,
21 feet 6-1/4 inches and 24 fect 7 inches from the receiving
end and, respectively, covered € percent and 15 percent of
the cross—sectional area of tne head. The otner breaks in
the rail appeared to have resulted during the process of de- ,
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railment. Apparently the derailment occuvrred at the first
fissure and thec rall did not ovecouse broken until after the
front part of the train had poceed this point.

The trock 1nvolved was last incpected from a motor car
5 days before the day of the accidesat ~und no defective condi-
tion was found. A detectrmr car wes last cpernted over this
district on January 23, 1940. A Tew days before this accident
occurred a broken rall was found 1,560 rfeet from the peint cf
accident. About 2 months prior to the day of the accldent
another brokxen rail was found. The Commiccion investigated
the derailment of a passenger train, ec a result of a brcken
rail, on Merch 30, 1841, that occurred at 2 point 5.5 miles
north of the point where the accldent here under investigation
occurred, The investigations of these accldents disclese that
there 1s need for more frequent and thorouzh inepections of
the track on thie line.

Cruce

It ia found that this acrident was caused by a broken
rail, ac a result of a transverse fis~ure.

Dated at Washington, D, C., this =ixteenth
day of January, 1242.

By the Commission, Commicgsioner Patterson.




