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Railroad:

Dete

Locstion:

Kind of accident:
Train involved:
Train number:
Engine numbers:
Consist:

Speed:

Operation:

Track:
Weather:
Time:
Cssualties:

Cauce:

-2 -~ Inv-255¢

SUMMARY

Florida East Coast
January 11, 1242
Sampson, Fla.
Derailment
Passenger

87

2

iegel-electric HC4, 751 and 501
18 cars
50 m. p. h.

Timetalbtle, train orders and
sutomztic block-signal system

Doutle; 1°04!' right curve; level
Clear

About 8:15 a. m.

29 injured

Accident csused by broken rail
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INTERSTATE COMMERCE COMMISSIOX

INVESTIGATION NO. 255¢

IN THE ¥ATTER OF MAKING ACCIDENT INVLETIGATION ReEPORTS
UNDER THE ACCIDENT REPCRTS AT OF MAY €, 1210.

THE FLORIDA EAST COAST RAILWAY COMPANY
February 24, 1942

Accident near Sampson, Fla., on January 11, 1942, caused
by broken rail,

1
REPORT OF THE CCMMISSION
PATTERSON, Commissioner:
On January 11, 1€42, there wss a irsrallment of a
passenger traln oa the Florida ksst Jo-ct Reilwey near
Seampson, Fle., wa.2h resulted in the i:gurv of 18 passen-

gers, 5 Pullman :~.>loyecs, 5 dining-car emnloyees and 1
trein-gervice employce,

Under suthority of section 17 (2) of the Interstate Com-
merce Act the above-entitled proceeding wsg referred by the

Commissicn to Cnmmissioner Pstterson for consideration and
disposition,
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Locatlon of Accidesnt and Method of Operation

This accident oc urrﬁd on tle First District, which extends

between Jackeconville snd New Smyrne Seach, Fla., a dlstance of
105.2 miles. In the vicin lL" o7 the npolnt of accident this is a
cousle-track line over wn h treins are overated by timetable,

truin orders and an sutomsntic block-sismmal system. The accildent
occurred on the southvard mein trock st a noint 3.78 miles south

of Zamvson. As the polirt of xccident s approached from the

north there is a tangent 8.5 miles in length, which is followed
by a 1004' curve to the right 781.6 fest to the point of accident
end 335.1 T2-t teyond. The gr-ds is level at the point of
scclident,

On the curve involved the tranck struciure consists of S0~
pound rail, 3¢ feet in l=ngth, rolled in March, 1¢25, and lald
during the same year on 22 tieg to the rail length 1t is fully
tieplated, sinqle—splked, eguiprey wlth 24-inch, 4-hole, 100-
percent angzle bars and 8 Pqil anehore TO eacn 1ail. Tne track
is ballastea with slag ana rock to & cepth of 13 inches. The
suverelevanlon on the curve invo1ved is R*l/e inches. The rail
Joints are bonded for sisnsl circuits. Two bond wires are
szcured To Terminal pins ariven 1nt the wet of the raill sbout 2
inchieg outside the ends of angle bars,

Automatic signals 2¢.5 and 0.9, which govern south-bound
LOVEments on t he southward main track, ere located, respectively,
5,239 nd 725 feet north of trhe roint of accident.

rve Invelved the meximum suthorized speed for the

e
train invoived 1s 80 mileg n=r lour.

Desnari-tion of accident

fiv L—-~lras ,cs senger train, consisted
5%«, 75l =n¢ 501, one bagiage car,
on 2

five Pu n= Pullman lounge car, two dining
cars, on ullman rcc reation cer, five Pullman sle cping cars and
one Pulluen cbservaetlon csr, in tke order named. All cars were
of stecl construction. After & terminal ailr-brzke tzst was made
this train dcvarted from Jack=orvilles, 27.3 miles north of
Samrson snc the last open office, at 7:31 a. m., accoruling to the
disnatcherts record of movement of trains, 1 hour 1% minutes late,
5 I 4 -

2¢.5 and 30.¢, which Jdisnlayed proceed, end while
ed of &0 Wlleq per hour, as indicated by the tape
corder with which encine 504 1is equipred, it was
int 3.7% miles zouth of Sampson,
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Engines 504, 751 and 901, remaining coupled, stopoed with
the rear of engine 501 standing at a point 1,985 feet south of
the point where the accident oeccurred. The rear truck of engine
o01 &nd eleven c2rs were derailed, The first car, slightly .
dama; ed, stopped upright on the roadbed and in line with the
track at a point 1,401 feet south of the point of derailment,

The second car, slightly damaged, stopped uprirght and =scross both
main tracks 658 feet to the rear of the first car. The third car,
badly damsged, stopned at a point 135 feet to the rear of the
sccond car and scross both main tracks. The fourth car, badly
damased, stopped on its left side east of the northward main
track .na psrallel to it. Its rear end was 545 feect south of the
point of accident. The {ifth casr, badly damaged, stopped on its
left side across both main tracks and et risht angles to themn,
with its front end 457 feet south of the point of accident. The
sixth to the eleventh cars, inclusive, were derailcsd to the =ast,
but remained coupled and unright znd stopped with the front <nad
of the sixth car shout 40 fect east of the northverd maln tracxi.
The eleventh car stopped on the southward main track, with its
rear end stending 5.4 feet south of the point of derailment. The
southward main trzck wass destroyed throughout a listance of 681
feet ilminedlately south of the point of derailment. Storting at

a point 88 feet south of the noint of dersilment the northwerd
main track wss destroyed throughout s distance of 530 feet,

The engineswere in good mechaniczl condition, and after the
acclident there was no indlcetion of drageing equipment or of any
obstruection having been on the track. At the point of dersilment
tnere was a broken raill on the east or hich rail of the curve,

The fracture occurred 11-1/2 inch:s north of the leaving end
of the rail. This fracture war diazonal and at a 45-dzeree angle
to the surface of the head. It exiended from tre gsecond bolt
hole upward znd northward tlrourh the head and downward and south-
ward through the tase. # gccond piece, which ecop rently was
broken during the derallment, w-.s trianzsular in shern: ~nd was
broken from the second bolt hole northwvird ana downerd through
the base, A progressive fracture extznded from th: s:cond bolt
hole upward to the bottom of the head of the rail, Ozidation had
darkened this part of the fracture. This indic~ted that the
fracture had existed some time prior to the sccident. Consider-
able met2l of that part of the web touching the anale bers had
been lost by corrosion. The fractures through the Lece and the .
head of the rsil were new. One angle bar wag newly broken,

The weather was clear at the time of the acciwent, which
occurred about &:15 a. m,

The train-service employec injure
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Data

In tests made aliter the accident signals 2¢.5 and 30.9
functlioned as intended.

The rail involved was a 32-foot, 90 pound ARA-A, open hearth
rail, manufactured by the Tennessee Coal, Iron and Railroed Com-
pany in March, 1925. The heat number was 8636¢¢, Letter G.

A detector car was last operated over the track involved on
December 22, 1241.

During the 30-day period preceding the day of the accident,
the average daily movement over the southward mein track was 13.86
trains,

Discussion

No. 87 wss moving at s sneed of 80 miles per hour on a
1004' curve to the right when it becsme derailed. The maximum
authorized speed was 60 miles 2=r nour. Prior to the time of
the accident the engines ana cers .ad been riding smoothly, and
there was no inuicetion of defective eaquivment or of any ob-
struction on ths tr:=ck. The last sutomatic signal that No. 87
passed displayed procecd. As the train wss apnroaching the point
where the accident occurred th: cnginecr wss alone in the control
compartment and was maintaining a lookout ahead. At a distsnce
of about 200 feet ne observed that one of the east rails was
broken and a piece of 1t extended atout 1 inch above the surface
of the remainder of the rail. He immediately closed the throttle
and placed the brrke valve in emergency vosition, but the dis-
Tence was not sufficient to stop, or to reduce speed materially,
short of the brokxen rail. The fireman ond the Diesel-engzine
maeintainer were in the engine room of the first engine and were
not aware of znything being wrong until after the brakes were
applied, The other members of the crew were not aware of any-
thing being wrong before the cors were derailed.

After the accident occurred, inspection of the rail involved
disclosed that a vpiece of rail aLout 11-1/2 inches in length was
broken from the leaving end. This bresk disclosed a progressive
fracture extending from the second bolt hole upward and north-
warc to the bottom of the head of the rsil. Along this portion of
tne fracture the metal was darkened by oxidation, which condition
indicated that the fracture had existed for some time v»ricr to the
acclident. The remainder of the fracture through the head and
downward from the bolt hole through the base was new. The web was
reduced in thickness by corrosion. One anrle ber was newly
broken. i
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The track involved was last inspected by the section fore-
man, wno walked over the track on the curve irvolved on the day
preceding the day of the accident, At that time there was no
indication of defepgtive track, The frsetyre started in Llhe web
of the rail ana 1t was coreealea by tre ancle bars, A detector
car was lest pperated over this $erritory on Degember 22, 1¢41.
The enpineer of maintenance of way thournt the r=11 bLOne under
a north-btound nassenger train wnich wes oserstea over this track
atout 2 hours prior to the time of the accidcnt; however, ho
member of the crew of that frain felt ony unususl concition of
tie track at the »oint involved,

As the break in the reil occurred tetwesn tie 'nd of the
rail and the bond-wire conns cbkon, the auto.aztic bleck signals
gave no indicacion of the dzfrctive cordition of *the reil. Had
rail-head btonds been in use 1L is veosuible that this rail
fracture mignt have been Jdetected end warning 1ven by the dis-

ol
play of restrictive autcmatic block-sign=sl irdications.
Cause
It is found that this accident was caused by a broken rail.

Dated at Washington, D. C., this twenty-fourth
Gay of February, 1042,

By the Commission, Commissioner Patterson,

(SEAL) Secretary.



