INTERSTATE COMMERCE COMMISSION
WASHINGTON

INVESTIGATION NO. 2052
LOUISVILLE AND NASHVILLE RATLROAD COMPANY
REPORT IN RE ACCIDENT
AT UEATSWORTH, GA., ON
DECEMBER 4, 1945




Railroad:

Date:

Location:

Kind of accident:
Train involved:
Train number:
Engine number:
Consist:
Estimated speed:

Operation:

Track:

Weatner:
Time:
Casualties:

Cause:

-2 - Inv-2952

SUMMARY

Louisvilie and Nashville
December 4, 1945
Chatsworti, Gé.
Derailment

Passenger

32

417

10 cars
58 m. p. h.

Timetable, train orders and
‘automatic block-signal system

Single; tangent; 0.62 percent
ascending grade nortnward

Cloudy
11:05 a. m.
35 injured

Defective switcn frog
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INTERSTATE COMIMERCE COMMISSION

INVESTIGATION NO. 2952

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

LOUISVILLE AND NASHVILLE RAILROAD COMPANY

Jenuary 14, 19486.

Accident at Cnatsworth, Ga., on December 4, 1945, caused
by a defective switen frog.

1
REPCRT OF THZ COMISSION

PATTERSON, Commissioner:

On December 4, 1945, there was a derallment of a
passenger train on tne Louisville and Nasnville Railroad
at Cnatswortn, Ga., wnicn resulted in tne injury of 395
passengers.

lUnder authority of section 17 (2) of the Interstate Com-
merce Act the above-entitled proceeding was referred by the
Commission to Commissioner Patterson for consideration and
disposition.
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Locatioﬂﬁbf Accident and Metnod of Operation

Tnis accident occurred on tnat part of the Knoxville and
Atlanta Division extending between Junta, Ga., and Etowan, Tenn.,
88.3 miles, a Single-track line over wrich trains are operated
by timetable, train orders and an avtomatic block-signal system.

At Cnatsworth, 44.1 miles north of Junta, a siding 5,516 feet )
"l. in lengtnh parallels the main track on tne east. The nortn switc
of this siding 1s 2,095 feet nortn of the station. An indusiry
track 762 feet in length parallels the main track on tne west.
Tne south switch of tnis track is 358 feet north of thne norta
siding-switen. Tne accident occurred on tne main track 2,C15 ]
feet nortnh of the station, at the frog of the rortn siding-switch,
and the general derallment occurred at the soutn industry-track
switch. Thne mailn track is tangent throughout a distance of 3,436
feet south of the point of accident and 1,295 feet northward.
The grade is 0.82 vercent ascending nortnvard.

Tne structure at the nortn siding-switcn consists of a Vo.
1 turnout, a No. 10 spring-rall frog, tne angle of which is
50431'29", 100-pound rails and switch-points, and two 1l-foot
guard rails. Tne ends of the guard rails are flared, and each
gusrd rail zas one claap. Tne frog is 16.5 feet long, and 1its
point is toward tne nortn. For througn movements on tne main
track a 2-incn flangeway between a rigid wing rail and trhe frog-
point is provided. Tne €pring wing rail is adjusted so as to
provide a 1-3/4-inch flangeway for movements to and from thse
siding througn tnis switcn. Tne spring wing rail is 12 feet
2-1/2 inches long, and is neld in normal position by two coil
springs encased in malleable iron nousings. The housings are
rneld in position by two adjustable nuts on the tihreaded ends of
a 1-1/8-inch rod, wnich extends tnrough the web of the spring
wing raill and the rigid wing rail at a point 7 inches nertn of
tne point of tne frog, The frog was lald new in 1939, and 1s
provided witn metal foot guards and 11 tie plates, each of wnich
is secured to tne frog by one 3/4-incn counter-surk rivet and
fully spiked to tne ties. To prevent excessive verticel snd
norizontel movement of the spring wving rail, base-stop lNo. 1 is
provided at the frog-point, and hold-down No. 1, base-stoo ¥o.
2, nold-down No. 2 and base-stop ¥o. 3 are provided at points
respectively, 1 foot 5-1/2 inches, 3 feet 5 incnes, 4 feet 11

~

incnes and 6 feet 5-1/2 incnes soutn of the frog-point.

>

Automatic signal 3734, zoverning nortn-bound movements, is
3,486 feet souta of tae point of accident.

,' Rules of tne maintenance-of-way denartment read in part as
follows:

247. Suvervision of Switches.-~-Foremen must

exsmine main track switcnes at least once a week,
% sk 4

Tne maximun authcrized speed for the train involved was 60
miles per nour.
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Description of Accident

No. 32, a north-~-bound first-class passenger train, con-
sisted of englne 417, two express cars, four coaches, one dining
‘car and tnree Pullman sleeping cars, in the order named. The
first car was of steel-underframe construction, and tne re-
"mainder were of all-steel construction. This train passed sig-
nal 3784, wnicn displayed proceed, passed the station at
Chatsworth at 11:04 a. m., 7 minutes late, and while movine at
.an estimated speed of 58 miles per hour tne tender of tne engine
and the first seven cars were deralled.

The front wheels cf the rear truck of the tender of the
engine were deralled at the frog of the north siding-swlten.
These wneels continued in line with the track 356 feet to tne
soutn industry-track switch, where the general derallment oc-
curred. Tne engine and tqe tender, remaining coupled, became
separated from the first car and stopped with the front of the
engine 1,625 feet north of the vnoint of derallment. Tne rear
truck of tne tender was torn loose, and stopped east of the
track and 1,166 feet northa of tne point of derailment. Tne de-
ralled cars stovped practically uprignt and in line wltn the
main track. Tne left sides of the thrird to the sixtn cars, in-
clusive, struck the sides of two box cars thet were on the
industry track. This equlpment was considerably damaged.

It was cloudy at the time of the accident, which occurred
about 11:05 a. m.

Engine 417 is of the 4-8-2 type. The total welgat 1in
-working order is 337,730 pounds, distributed as follows: ZEngine
truck, 57,280 pounds Q“iVng_hﬂGGlS, 226,910 pounds; and
trailer truck, 53,540 pounds. Tne specified diameters of the
engine-truck wneels, the driving wheels and the traller-truck
wneels are, respectively, 33, 7C and 43 incnes. The rigld
vhecel-base of the engine is 18 feet 3 lncnes long. Tne total
lengtn of the engine and tender is 86 feet 9-5/8 inches. The
tender is rectangular in shape, and its capacity 1s 10,000
gallons of water and 19 tons of coal. The 'relgnt of the tender
loaded 1s 196,000 pounds. Tne estimated load of the tender at
tne time of the accident was ‘13 tons of coal and 5,000 gallons
of water. The tender trucks are of the 4-vheel swing-bolster
type. The wheels are 36 incnes in diameter. The spring ar-
rangement consists of elght coil springs and one elliptic svring
on eacn side of eacn %truck. The last Class 5 repairs to the
er.gine were completed April 16, 1945. Tne accumulated mlleage
since tnat date was 47,423 miles.

Discussion .

Ho. 32 was moving on tangent track at an estimated speed
of 88 miles per nour, in territory where the maximum authorized
speed was €0 mlles per hour, when tne front vheels cf the rear
tender-truck were derailed at the frog of the north siding-
switcn at Chatswortn. These whecls continued in line witn the
track 356 feet to tne facing-point turnout of the industry
track-switcrn, wnere the general derallment occurred. Tnere was
no defective condltion of the engine or tender prior to tne
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accldent, and there was no indication of dragging equipment or
of any obstruction having been on the track.

Tne first the enginemen vere aware of anything belng wrong
was wnen the engine was about 80 feet norti of the north siding-
switecn, and they observed an unusual movement of the tender.

Tne enginecr immediately moved the trake valve to emergency po-

. s8itlon, but the general derailment occurred before tne traln
could be stopped. The members of the trailn crew were in various
locations tnrougnout the cars of tne traln. They werc not aware
of anything being wrong untll the dersilment occurred.

Examination of the frog of the nortn siding-switcn disclosed
tnat basc-stops Mo. 1 and Ho, 3 and the cuff of hold-down No. 1
were broken off, and the cuff and tne stovo-bar of nold-down No.
2 were missing. Tne break in tase-stop No. 3 was new, but about
75 percent of the brecak in the cuff of hold-down No. 1 and about
80 pcrccent of the break of base-stop No. 1 were old fractures.
The gage side of the wing rail bore heavy batter marks. The
outer side of the rim of the righat front wnecl of the rear tender
truck borec marks indicating that this wheel dropnped into the
throat of the frog at 2 point about 2 inchnecs nortn of the frog-
point.

Tnc track supervisor and the seetion foreman said thnat
about 13 days prior to the present accifent a car of a freight
train, moving nortanward from tne siding to tas maln track through
tne nortn switch, was dereilcd. Soon afterward they examined
tne frog and observed thet the cuff and the stov-bar of nold-
down No. 2 were missing. They thought the missing perts would
not ceuse tnc frog to be unsafe for usc. At that time the track
supervisor ordcred a rnew frog to replace the frog involved.
However, no ection wes taken vo restrict tne spe2d of trains over
tne defective frog.

The miseing cuff and stop-b~r of hold-down No. 2 permitted
cxcessive laterel and verticel movement of the spring reil, and
tnls action irn turn caused thnc partial fractures in tac cuff of
nold-down No. 1 and vasc-stop Fo. 1. Tne complete falilure at
tncse fractures and the new break in base-stop Mo. 3 occurred
wnen tne wnsels of the cngine of Fo. 32 werc noving over the
frog, tacn the spring ring rail shifted outward far enough for a
wneel to drop into tae tnrost of the frog.

Causc

It is found trat this accident was caused by 2 defective
‘ switcn frog.

Dated »t Washington, D. C., this fourteenta
dey of January, 1946.

By thc Commission, Commissiorner Patterson.

W. P. BARTEL,

(SEAL) Secretary.



