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SUMMARY

Seaboarc Air Line
March 22, 1947
Cassatt, 8. C,
Derailment
Passenger

8

Diesel-electric units
3011-3104-3021

10 cars
45 m. ». h.

Timetable, train orders and
monual-block system

S*ngle; tangent; level
Clear

5:31 a, m,

26 injured

Train entering open switch at
high rate of speed



' INTERSTATE COMMERCE COMMISSION
¢

INVESTIZATION NO, 3088

IN THE MATTER OF MAKIUG ACCIDENT INVESTIGATION RLEPORTS
UNDER THE ACCIDENT RZPORTS ACT OF MAY 5, 1910,

SEABOARD AIR LINE RAILROAD CCMPANY

April 17, 1947

Accident at Cagsatt, S. C,, on March 22, 1947, caused

by a train entering an open svitch at a high rate
of speed.

1
REPORT OF THE COMMISSIO!N

PATTZRSON, Commissioner:

On March 22, 1947, there was a derallment of a
passenger train on the Seabcard Air Line Railrocad at
Cassatt, 5. C,, which resulted in the injury of 19

passengers, 5 railway-mall clerks and 2 train-service
emnloyees,

1

. Under authority of section 17 (2) of the Interstate Con-
merce Act the above-entitled proceeding was reflerred by the

Commission to Commissioner Patterson for consideration and
disposition. :
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Location of Acnident and lMethod of Operation

This accident occurred on that part of the Carolina
Division extending between Columbia, S. C., and Hamlet,
N. C., 108,3 miles, a single-track line in the vicinity of
the point of accident, over which trains are operated by
timetaeble, train orders and a manual-~block system. AV
Cassatt, 46,8 miles north of Columbia, a siding 3,409 feet
in length parallsls the maln track on the est. The south
switeh of this siding is 24 fect north of the manual-block
signal, located in front of the station at Tassatt. Entry
to the siding at the south switch is made through a No. 10
turnout having a curvature of 7°25', ithout superelevation.
Tae accident occurred on this turnout 35 feet north of the
sviteh, From the south on the main track there is a 2°
curve to the left 920 feet in leagth, then a tangent 4,117
feet to the south sidiag-sritch and 638 fret northward. The
grade for north-bound treins varics between 0.80 percent and
1.33 nercent ascencding throughout a distance of 3,800 feet,
then it is level 47¢€ Tecet to the scuth siding-gwitch and
324 feet northvard, ’

The turnout of the south siding-st'itch consistg of 100-
pound switch-points and rail sections and a spring-type frog
laid on 87 switch ties, The track is bpallasted with crushed
stone to a depth of 18 inches. The s-ltchstand 1s of the
hand~throw intermediate-stand type, and is located 9 feet
7-1/2 inchos west of the center’ine of the main track. It
is provided with reflector-type lenses, which are illuminated
by cxternal lighting, and a double-vane target. The centers
of the lenses and the centers of the targets are, respectively,
7 feet 1-1/2 inches and 5 Tecot 8-3/4 inches above the level

T the tops of the rails. When the suitch is 1lined normally
e green reflector and a white target are displayed at rignt
angles to the track. When the svritch is lined for entry to
the siding a red reflcctor and a red target are displayed at
right angles to thie track., The operating lever is of the tvo
position, horizontal-throw type, and is attached to a Tulcrum
abocut 3 fect above the level of the tops o the ties, Slots
are providcd in the lever for the insertion of kceper cye~bolts
in vhich the shackle of a sivitch lock is placed to lock the
switeh sccurely in the desired position. The south siding-
sultch is in the charge of the operator.

Onerating rules read in part £s follous:
DEFINMITICNS.,

% % W

Fixed Signals--A signal of fixed lccation
Indicating a condition alfecting the movement
of a train,
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Note.--The definition of a "Fixed Siznal'" covers
such signals as % ¥* % guitch * ¥ %

10. COLOR SICGNALS,
Color: Indication: ) '
(a) Red Stop
¥ % %
(¢) Green Proceed, ¥* ¥ #
%N %

27. A signal imperfectly displayed, or the
absence of a signal at a place where a signal is
usually shown, must be regarded as the most
restrictive indication that can be given by that
Signal’ * % %

Note,——%* % ¥ Reflectors may be used instead of
switch lamps, ¥ % % .

34. All members of train and engine crews must,
then practicable, communicate to each other by its
name the indication of all signals affecting the
movement of their train,

104-C. When a main track switch is opened, the
employe opening same vill remain in charge thereof

)

until it is closed, ¥* * *

After using a switch it must be seen that the
switech point 1s closed against stock rall and

that the target shoirs the proper indication, * * %

* % %
In the vicinity of the point of accident the maximum

autlorized speed for the train involved was 65 miles per
hour.

Descrintion of Accident .

No, 8, a north-bound first-class passenger train,
consisted of Diesel-electric ualts 3011, 3104 and 3021,
coupled 1in nultiple-unit control, one exprese car, one
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mail car, one baggzage car, three coaches, one din‘ng car
an{ three sleeping cars, in the order nared. All cars tere
of stezl construction. This train passed Shepard, the last
open office, 0,6 miles south of Casrcatt, at 3:24 a. m., 51
minutes late, passed the manual-blocik signal at Cassatt,
widich displayed proceed, and wh:le moving at an estigated
speed of 45 miles per hour it entered the siding at Cassatt
at the south svitch and vas derailed.

The Diesel-electric units and the first seven cars tvere
deralled, The first unit stopped upright and in line 1ith
ail auxliliary track, located immediately west of the siding
and parallel to 1%, with the froat end 491 feet north of thc
point of derailment. The seccad and third univs stoomed at
the rear of the first unit and prectically in line with 1%,
and leaned to the vest at an angle of about 30 degrecs,

The Diesel-electric units vere badly damaged. The Tirst

cer stopned upright at the rear of the third unit and at an
angle of 3C degrees to it, vlth the front and rcar ends,
regpcctively, 20 feet and 50 Zeet vest of the main track,
The second car stopped on its side, onnosite the first car
anc ecast of the main track, and at an angle of 15 degrees

to 1it., The third car stommed on its side, onposite the
second Diesel-electric unit and east of the maln track, and
et an anzle of 15 dezrces to it. The fourth car stoppecd on
The siding opposite the first car and practically parcllel
to it, and leaned to the 'rest at an angle of 20 degrees.

The fifth car stopped on the turnout and practically in liae
ith 1%, and lcaned to the trest at an angle of 15 degrees,
The sixth and scventh cars stonved upright and in line with
the mein track. The first %o fourth cars, inclusive, verc
badly danaged, and the fifth to seventh cars, inclusive, vere
considerably cdamaged., A Treight car, which wvas on the spur
tracikz and loaded with pulpwiood, vas struck by the first
Diesel-electric unit and tras destroyed.

The Diesel~electric units of l'o. 8 are provided viith
D-22-E control valves, end the first unit is equipped with
an 145-40 automatic brake valve. The feed valve was adjusted
to supply brake-pipe pressure of 110 pounds, Of the cars of
No, 8, one vas ecuipned vith an L-2 triple velve, and the
remaindcer rith UC-12 control valves.

The reather was clecar at the time of the accident, which
occurrcd about 3:31 a, m,

The enginecr and the bagzageman terc injured.



Discussion

No. 8 was moving at a speed of about 45 miles per hour,
in tercitory vhere the maximum authorized speed was 65 miles
per hour, vhen it entered the south siding-switch at Cassatt,
vhich was 1lined and locked for entry to the siding. As the
train was approaching Cassatt the speed vas 65 miles per hour,
as indicated by the speedometer of the Tirst Dilesel-electric
unit, he headlight of the first unit vas lighted brightly,
anc the ensinemen vere maintaining a lookout ahead from the
control compartment of the first unit. The manual-block
signal displayed proceed. The enginemen filrst observed the
indication cCisgplayed by this signal from a distance of about
4,00C feet, and they called the indication. When the engine
7e.8 @ Tewr hundred feet south of tiie south siding-siritch the
fireman observed, by the reflection of the headlight on the
reflector lens of the switchstand, that the svitch was lined
Tor entry to the siding. Hec called a warning tg the enginecr,
who immecdiately moved the hrake valve to emergency posltion.
The speed was about 45 miles per hour vhen the derailment
occurred, The brakes of this train had been tested and had
functioned proverly en route.

-

The iavestization disclosed that about 30 minutes before
the accident occurred No. 45, a north-bound passenger train,
entcred the siding at Cassatt at the south switch to meet
Ho. 45, a south-bound passenger train. The operatey lined
the switch for No. 46 to enter the siding, He sald that
immeciately after No, 46 cleared the main track he lined the
sivitch for movement on the main track and placed the shackle
of the lock through the eye of the stand, but did not close
the lock, No. 45 departed at 3:01 a. m,, and soon aflterrard
the operator recalled that he had not closed the svitch lock,
E> said he returned to the svitch, wnich is 24 feet north of
the office, and closed the lock. Since there was no lighted
switch lamp provided, he could not delinitely ascertain the
position of the switch by that means, and he did not observe
the position of the switch points. He was positive that he
did not opcrate the switch at that %time. FEowever, ne could
assign no reason why the sitch 1as lined and locked in
rosition for entry to the siding at the time of the accident.

In a propnerly installed automatic block-signal system,
sipnals in approach of an opcn switch display restrictive
indications. At the time of the accident the carrier had
begun the installation of an automatic block-signal system
in this territory. The installation 1s cxpccted to be
completed by October 1, 1947,

'
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Causo

et

It is found that this accideont was caused by a train
entering an open svitch at a h_gh rate of speed.

Dated at Washington, D. C., this seventeenth
day of April, 1947,

By the Commission, Commissioner Patterson.

( SEAL) W. P. BARTEL,

Secretary.



