INTERSTATE COMMERCE COMMISSION
WASHINGTON

INVESTIGATION NO. 2494
THE ATLANTIC COAST LINE RAILROAD CCMPANY
REPCRT IN RE ACCIDENT
AT O'NEAL, GA., ON
MARCH 30, 1241
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SUMMARY
Railroad: - Atlantic Coast Line
Date: March 30, 1941
Location: O'Neal, Ga.
Kind of accident: Derailment
Train involved: Passenger
Train number: First 71
Engine number: 1804
Consist: 12 cars
Speed: 72 m. D. h.
Cperation: Timetable, train orders and

sutomatlce block-signal system

Track: Single; tangent; »racticelly level
Weather: Clear

Time: 3:01 a. e

Casualties: 14 injured

Cause: Accident caused by broken rail, as

result of precence of trensverse
fissure
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INTERSTATE CCMMERCE COMIMISSION

INVESTIGATION NO. 2494

IN THE MATTER OF MAKING ACCIDENT INVESTIGATION REPORTS
UNDER THE ACCIDENT REPORTS ACT OF MAY 6, 1910.

THE ATLANTIC COAST LINE RAILROAD COMPANY

fay 29, 1941

Accident at C'Necl, Gea., on MNerch 20, 1941, caused by
broken rail, as result of presence of tGransverese
Tissure,

e
3
g
O
5]
&
O
G|
]
i
(@1

CMiTSSIONL

Cn March 30, 1941, there wes a derailment of a
passenger Train on the Atlantic Coast Line Railrozd at
C'Ngal, Ga., which resvlted in the injury of 9 pasden-
gers, 2 railvay-maill clerks, 1 dining-car crployee, and
2 train-scrvics cmployess.

Under authority of ssction 17 (2) of the Interstate Com—
merce Act vhe above-entitlcd procceding wes referrzd by the
Commission to Commissioner Patterson For consideration and
dispositione
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Location and Method of Operasion -

‘ This accident occurred on that part of the Waycross Dis-
trict which extends between Jesup, Ga., and Jacksonvilile, Fla.,
via the Short Line, a distance of 95.2 miles. In the vicinity

f the point of accident this is a single-irack line over which
trains are operated by timetable, train ordere and an avtomatic
block~signal system. At O'Neal a siding 4,500 feet in lenzth
parallels thne main track on the east. The accident occurred on
the main track at a point 341 feet north of the south siding-
switch, As the point of accident is approached from the north
the track is tangent a distance of 14 mlles to the point of
iccident and about 5 miles beyond. The grade is -practically

evel.

The track structure consists of 100~pound rail, 39 feet
in length, laid new in 1929 on 24 ties ©o the rail length; 1%
1s fully tieplated, single-spiked, provided with 4-hole continu--
ous- angle bars, ballasted with slag and gravel to a depth of
14 inches below the ties, and is well maintained.

Automatic signals Nos. 5615 and 5627, which govern south-
ward movemencs, are located, respectively, 9,35C and 4,190 feet
north of the point of derailment.

In the vicinity of the point of accldient the maximum
authorized speed for passenger trains is 80 miles per hour.

The weather vwas clear at the time of the accident, which
occurred about 3:01 a. e

Description

Firgt 71, a south-bound first-class passenger train, with
Conductor McLamb and Engineman Tanner in charge, consisted of
engine 1804, of the 4-8-4 type, one deadnead Pullman sleeping
car, one coach—dormitory car, one baggage car, one mail car,
ongc express car, three Pullman sleeping cars, one dining car
and three Pullman sleeping carg, in the order named; all cars
were of steel comstruction. This train departed from North Tower,
68.3 miles north of 0'Neal, at 1:50 a. m., according to the train

‘ sheet, on time, passed Jesup, 14.9 miles north of O'Neal and the
laat open office, at 2:46 a. m., 7 minutes late, and was deralled
while moving at a speed of 72 miles per hour as indicated by the
speed~recorder tape with which the engine was equilpped.

The engine and tender were not derailed; the front end of
the engine stopped 1,548 fee: south of the point of derailment.
The first car, remaining coupled to the tender, was deralled and .



stopped with its rear end 30 feet west of the center-line of the
track and leaned at an angle of 3C degrees to the west. The
second car was derailed and stopped on its right side 776 feet .
behind the first car, practically parallel to the track and about
90 feet west of it; this car was badly damaged. The third car
was derailed and stopped on its right side 50 feet behind the
second car, at right angles to the track and with its front end
20 feet west of it; this car was badly damaged. The fourth car
was derailed and stopped on its right side with its front end
against the third car and its rear end 30 feet west of the track;
this car was demolished. The fifth car was derailed and stopped
on its right side, against the fourth car, at right angles to

the track and with 1ts front end 35 feet west of it. The sixth
car was derailed but remained upright, with its front end 14
feet and its rear end 16 feet west of the track; this car was
badly damaged. The seventh to tenth care, inclusive, remaining
coupled, were derailed and stopped with the front end of the
seventh car 19 feet west of the track and the rear end of the
tenth car on the roadbed; these cars leaned to the right at
angles varying between 25 and 35 degrees. The front truck of the
eleventh car was derailed. The south siding-switch and about
800 feet of track were destroyed.

The employess injured were the conductor and the baggage-
master.

Summary of Evidence

Engineman Tanner stated that at North Tower the brakes
were Tested, a running test was made soon after the train de-
parted from that point, and the brakes functioned properly en
route. All signals en route displayed proceed for his train,.

As his train was approaching the point where the accident
occurred the headlight was burning brightly, the speed as indi-
cated by the speed~recorder was 72 miles per hour and he was in
his usual position maintaining a lookout ahead. The engire was
riding smoothly, The first he knew of anything being wrong was
when he heard a sound similar to that made by a rail breaking
and he caught a glimpse of some object being thrown from beneath
the engine. The engine dropped suddenly on the right side then
righted itself and he immediately moved the brake valve to
emergency posltion. The engine stopped in a distance of 30 or .
35 car lengths. The accident occurred at 3:01 a. m., at which
time the weather was clear. After the occurrence of the acci-
dent he exemined the equipment and the track. There was a cut
in the tread of the right front engine-truck vheel and the right
front sand pipe was bent. In his opinion the accident was
caused by a rail breaking under the englne.



Fireman Phinazy corroborated the statement of his engine-
man.

Conductor McLamb stated that at North Tower the air brakes
were cested and were reported to be Tunctioning properly. As
his train was approaching the point where the accident occurred
it was riding smoothly, the speed was about 73 miles per hour,
and he was in the sixth car. The first he knew of anything being
wrong was when this car became deralled.

Flagman Mocdy stated that after the accident he examined
the track northward from the point of derailment as he proceeded
toward the rear to provide flag protection. There was no indi-
catlion of defective track or dragging equipment.

Roadmaster Smart stated that he arrived at the scene of the
accident about 4:30 a. me Under the eleventh car, at a point
341 Teet north of the south siding-switch, the west rall was
broken into 12 pieces. The first break occurred at a point 10
inches south of the receiving end of this rail. The break ex-
tended diagonally downward through the head and web, missed the
second bolt hole about 1-1/2 inches, and came through the base
at a point 12 inches south of the receliving end. The first plece,
which was about 11 inches in length, remained in the angle bars;
the angle~bar bolts were intact. The break was about 1-3/4
inches inside the south end of the angle bars. At the first
break there was a transverse fissure which covered about 90 per-
cent of the cross-sectional area of the head of the rail and was
so located that it could not have been detected by visual inspec—
tion prior to the breaking of the rail. The fissure had not
progressed through the outer edges of the rail section prior to
the breaking of the rail. No other transverse fissures were
found. The receiving end of “the second pilece was battered
slightly but the leaving end of the first plece was not battered.
There were slipping burns on the top of the head, one about 4
inches south of the north end of the raill and the other about 2
inches from the first break. In his opinion the rail broke under
First 71, A detector car was cperated over this section on
January £3, 1940, but no defective condition was revealed. On
March 27, 1941, he inspected the track in the vicinity of the
point of accident but at that time there was no defective condi-
tion that could have been discovered by visual inspection. The
track is inspected a2t least once & week by the section force.
He considered the track to be safe for the maximum authorized
speed.

Section Foreman Harrison stated that the track in his
territory is inspected two or three times a week, and a special
inspection 1s made each Saturday. The last inspection of the



track in this vicinity prior to the accident was on Saturday
afternoon, March 29; this inspection was made on a motor car;

no defective condition of the track was found. After the acci- .
dent occurred he examined the broken rail involved. Near the
receiving snd of the rail at the first break a transverse fissure
covered about 95 percent of the cross-sectional area of the heead
cf the rail but had not progressed through the outside edges and
could not have been discovered by visual inspection. In his
opinion the rail broke under the engine of First 71. He con-
sldered the track in this vicinity to be safe for the maximum
authorized speed. Hls section consists of 12 miles of track and
his force consists of four laborers and himself.

Signal Maintainer Chancey stated that he arrived at the
scene of the accident about 6 a. m. He inspected signals 5615
and 5627 and found them to be functioning as intended. The rail
involved was fractured at a point 12 inches south of the recelv-
ing end; the break appeared to be new. The signal bond wire was
attached to the leaving end of the first rail north of the
broken rail, but was torn from the broken rail. If the rail had
been broken prior to the approach of First 71, the signals to
the rear could have displayed proceed, because the break was
between the terminals of the bonding.

Road Foreman of Englnes Baker stated that he arrived at
the scene of the accident soon after its occurrence. He examined
the track and engine 1804. The broken rall was found to be as
previously described. On the tread of the right No. 1 engine-
truck wheel there was a cut at right angles to the flange, 1/16
inch deep, about 2-1/2 inches in length, and wide enough %o
indicate that a gap existed in the head of the rail. There was
a cut in the flange of the right No. 2 engine-truck wheel. These
cuts were new. The right front sand-plpe was crushed backward
as though it had been struck by some object. In his opinion the
rall was broken before engine 1804 passed over it. At 10:45
P. m., March 29, he was on the engine of Second 188 when 1t
passed over the rall involved at a speed of 80 miles per hour;
at that time there was no indication of defective track.

Superintendent of Motive Power Grant stated that he arrived
at the scene of the accident about 6 a. m. He examined the
equlpment and the track and found them to e as previously de- 1’
scribed. In his opinion the mark on the right No. 1 engine-truc
wheel indicated that the rail was broken and there was a small
gap in the head of the rail before engine 1804 passed over 1t;
the engine-truck wheels shoved the rail out of the angle bars,
and the rail then was broken into a number of pileces.
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Trainmester Covin stated that after the treck was restored
to service signals 5615 and 5627 functioned properly.

The members of the crew of Extra 1809 North, a north-bound
freight train, stated that about 1 hour before the accident
occurred thelr train moved over the rail involved. There was
no indicatlon of rough or irregular track in the viclnity of the
point of accident.

General Superintendent Walker stated that on January 23,
1940, a detector car wvas operated over the track in the terrivory
Involved, but he said that becsuse the transverse fissure was
located between the end of the rail and the bond-wire connectilon
it could not have been detected by a rall cetvector car.

According to data furnished by the railroad company, the
rail involved was a 39-foot, 100-vpound rail, heat No. 816338,
ingot Hoe 1, ro0lled by the Tennessee Coal and Iron Company in
1929, anc was laid in the track on June 4, 1¢2G.

Durin: the 30-day period pricr to the occurrence of “the
accident the average dally movement over the track at the point
involved was 27 trains.

Obzervatlons of the Commisslon's Inspectors

The Commission's inspectors examined the rall involved
and found 1¢ to e as previously described. Thc transverse
flssure covered about 95 percent of the cross—sectional arca
of the head of the rail. The top surfaces of the angle bars
were freshly marked at the location of the firet break in the
rail by cuts about 1/8 inch deep and 5/€ inch wide; these marks
indicated that there was a gap of approximately 5/8 inch in the
nead of the rail and that the leaving cnd of the firs®t pilece and
the recelving end of the sscond niece rose ané f2ll under the
wheelse. The recsiving end of the second piece was badly battered.
The bond wires, which were about 42 inchcs long, remainec
attached to the lesaving end of the rail immeciately north of the
rall involved. The track was inspectced a considerable cistance
north or wviac point of accident and no evidence of defective
track or equipment was found.

Digcussion

According to the evidence, First 71 was moving at a speed
of 72 miles per hour vwhen 1t became derailed at a point 341 feet
north of the south siding-switch at O'leal, on which territory
the maximum authorized speed was 80 miles per hour. Prior to
the time of the accident, the engine and cars had been riding
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smoothly, and there was no indication of defective track or
equipment, nor of any obsuruc lon on the track. The autometic
signals displayed proceed. The engineman heard a sound similar .
to thot produced by the breaking of a rail, saw some object

thrown from beneath the engine, and felt the engine drop suddenly
on the rizht side and then right itself.

After the occurrence of the derallment, a ktroken rail with
a fransverse fissvre in the head was found on the west side of
the tracke. The rail was broken into 12 pleces. The fissure was
located about 10 inches from the receiving end of the rail,
about 2 inches north of the south ends of the angle bars and
between the end of the rail and the point where the bond wires
were attached To the rail. The Tigsure covared about 95 percent
of the cross-sectional area of the hsad and extended downward
through the head and base; 1t had not progressed to the outer
surface and ths remalnder o the cross-sectional area had been
Treshly broken. The other ovreaks in che rail appearsd to have
resultcd during the process of the derailment, and no- other
trensverse filssures were found. The receiving end of the second
plece of rail bore batier marlis made by wheels sbtriking 1t and
there was a cut on the right No. 1 engine-truck wheel and a cut
on the flange of the right llo. 2 engine-truck wheel; these marks
indicated tlat the rail was broken and separated prior to the
time the engine of First 71 moved over it. The last train prior
to First 71 which moved over the point involved was a north~bound
freight train which passed about 1 hour before the occurrence of
She accident; the crew of this train did not observe any irreg-
ular track condition. The track involvecd was last inspected
from a motor—car on the day befors the accident occurred and no
defectlve condition was found. A detector car was last opcrated
over tnis district on Jahuary 23, 1%40. It was the opinion of
the general superintendent that a cefect located betwveen the
extremities of a reil bond would not be detscted by & detector
car.

As the iritial break in the rail Ve s locetzd hetween the
enc. of the rail ané the bond *-ira connecilorn, the automatic block=—
signal system gave no incdication of this ¢afcctive condition cof
the track. Had rail-head bonds Heen in use it 1s probable that
this rail fracture nlpnt fave been Getected vy the display of
restrictive signal indicatlions. .

From the investigation of this accicdent 1t is questiloned
whe thier insvection of the track in this territory 1s sufficiently
freauent and thorough to insure that the track is properly main-
tained for thc maximum authorized speed cf 80 niles per houre.



Cause

It is found that this accident was caused by a broken
rail, ss a result of the presence of a transverse fissure.

Dated at Washington, D. C., this trenty-ninth day of May,
1941,

By the Commission, Commissionsr Patterson.

‘H‘J . P . BARTEL ’

(SEAL) Secretary.



