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SUMMARY 

Railroad: 

Date: 

Location: 

Kind of accident: 

Train involved: 

Train number: 

Engine numbers: 

Consi st: 

Speed: 

Operation: 

Track: 

Weather: 

Time: 

Casualtie s: 

Cause: 

Seaboard Air Line 

December 12, 1943 

Seals, G-a. 

Derailment 

Passenger 

108 

Diesel-electric 3006, 3104 and 3015 

14 cars 

75 m. p. h. 

Timetable, train orders and 
automatic block-signal system 

Single; tangent; 0.06 percent 
ascending grade northward 

Clear 

About 8:40 p. m. 

2 killed; 36 injured 

Broken rail, as result of presence 
of transverse fissures 
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INTERSTATE COMMERCE COMMISSION 

INVESTIGATION NO. 2750 

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

THE SEABOARD AIR LINE RAILWAY COMPANY 

January 14, 1944. 

Accident at Seals, Ga., on December 12, 1943, caused by 
broken rail, as result of presence of transverse 
fi ssures. 

1 
REPORT OF THE COMMISSION 

PATTERSON, Chairman: 

On December 12, 1943, there was a derailment of a 
passenger train on the Seaboard Air Line Railway at Seals, 
Ga., which resulted in the death of 2 passengers, and the 
injury of 29 Passengers, 2 Pullman employees, 1 dining-car 
employee, 1 employee off duty, and 3 train-service employees. 

-"-Under authority of section 17 (2) of the Interstate Com­
merce Act the above-entitled proceeding was referred by the 
Commission to Chairman Patterson for consideration and dls-
po sition. 
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Location of Accident and Method of Operation 

This accident occurred on that part of the South Carolina 
Division designated as the Jacksonville Sub-division and ex­
tending between Jacksonville, Fla., and Savannah, G-a. , 137.4 
miles. In the vicinity of the point of accident this was a 
single-track line over which trains were operated by timetable, 
train orders and an automatic block-signal system. At Seals 
a siding 4,665 feet in length paralleled the main track on 
the east. The accident occurred on the main track 931 feet 
north of the south siding-switeh. From the south the track 
was tangent 6.46 miles to tnis point and about 9 miles beyond. 
The grade for north-bound trains was 0.06 percent ascending. 

The trank structure consisted of 100-pound rail, 39 feet 
in length, laid new in January, 1931, on 22 treated ties to 
the rail length. It was fully tleplated, single-spiked, pro­
vided witn 4-hole 100-percent angle bars and 8 rail anchors 
per rail length, and was ballasted with crushed stone to a 
depth of 6 inches'. 

Automatic signal 593.8, wnich governed north-bound move­
ments, was 965 feet south of the point of accident. 

The maximum authorized speed for the train involved was 
75 miles per hour. 

Description of Accident 

Mo. 108, a north-bound first-class passenger train, con­
sisted of Diesel-electric engines 3006, 3104 and 3015, one 
baggage-mail car, one baggage car, six coacnes, one dining 
car, four Pullman sleeping cars and one business car, in the 
order named. All cars were of steel construction. After a 
terminal air-brake test was made this train departed from 
Jacksonville, 41.5 miles south of Seals, at 7:45 p. m., on 
time, passed Gross, 11.1 miles south of Seals and the last 
open office, at 8:30 p. m., 6 minutes late, passed signal 
593.8, which disolayed proceed, and while it was moving at a 
speed of 75 miles per nour the fourth to thirteenth cars, 
inclusive, were derailed. 

The diesel units and the first car, remaining coupled, 
stopped with the front end about 2,100 feet north of the point 
of derailment. The first and second cars were separated about 
1,000 feet. The second and third cars remained on the track 
and couelod to the fourth car. The fourth to eleventn cars, 
Inclusive, mere derailed to the west, with tne front end of 
the fourth car 72o feet north of the point of derailment. The 
fourth and fifth cars remained on the roadbed and leaned to 
tne west. The sixth car stopped on its left side at an angle 
of 30 degrees to the track, with its front end against the rear 
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of the fiftn car. -The seventh car stopped, on its left sld.e 
about 40 feet south of the sixth car, with its front end. on 
the road.bed..,, The eightn Car stopped, upright, with its front 
end. "17 feet 'south of the seventh car and 88 feet west of the 
track./ The ninth car stopped uprignt, 15 feet west of the I 
track and parallel to It. The tenth car stopped practically 
upright, witn its front end against the rear of tne ninth car. 
Tne eleventh car stopped Upright and in line with the tenth 
car. The twelfth car stopped upright on the roadbed. Tne 
front -truck cf the thirteenth car was derailed. The fourth 
to -eleventh cars, inclusive, were badly damaged. Tne main 
track wa„s damaged throughout a distance of 730 feet. 

It *nas clear at the time of the accident, which occurred 
about 8:40 p. m.-

• ' The rail' involved was a. 39-foot, 100-pound R. S. rail, 
manufactured by the Tennessee Coal, Iron and Railroad Co., in 
February, 1930, and was laid in the'track during January, 
1931. The brand was Tenn, Number 885272, Letter B. 

During the 30-day period preceding the day of the acci­
dent there was a daily average of 31.1 trains in the vicinity 
of tne point of accident. 

Di scusslon 

No. 108 was moving on tangent, track at a speed of 75 miles 
per hour in territory where the maximum authorized speed for 
tnis train was 75 miles per nour wnen the fourth to thirteentn 
cars, inclusive, were derailed. The headlight was lighted 
brightly. A road foreman of engines, who was operating the 
engine, and both enginemen were maintaining a lookout ahead.. 
Prior "CO the time of the accident the engine and the cars were 
riding smoothly, and there was no indication of defective 
e'quipment nor of any obstruction having been on the track. Tne 
last automatic signal that No. 108-passed displayed proceed.. 
When tne engine passed over the point where the derailment 
occurred, the enginemen did not feel any abnormal condition of 
tne track. Tne baggageman, who was in tne second, car, was not 
aware of anything being wrong. The first that the enginemen 
were aware of the accibtent was when the brakes became applied 
in emergency. The 'road, foreman of engines immediately moved 
the brake valve to lap-position. Tne remaining members of g 
the crew were not aware of anything being wrong until the f 
brakes became applied in emergency, and simultaneously the 
cars were derailed. 

After the accident a broken rail was found on the west 
side of the track.' Tne rail was broken'through the nead, web 
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and base at ten places. The first break occurred 3 inches 
nortn of a tie and 15 feet 11-1/4 inches north of the receiving 
end of the rail. The leaving end at this break was battered 
slightly. Tne receiving end. at the second break, 14-3/4 inches 
northward, was battered considerably. The other breaks appa­
rently occurred during the derailment. At the first break 
tnere was a transverse fissure covering about 80 percent of 
tne cross-sectional area of the head of the rail, and it had 
progressed very close to the outer surface but had not broken 
tnrough. There was no evidence of oxidation. At breaks Nos. 
2, 3, 4, 5, 6, 7 and 10, there were transverse fissures wnicn, 
respectively, covered 8, 20, 8, 10, 1, 2 and. 3 percent of tne 
cross-sectional area. None of tnese fissures extended to the 
outer surface. The division engineer tnougnt that the rail 
broke first at break No. 1, then at break No. 2, and the piece 
between tnese breaks was forced out of its proper alinement. 
No. 101, a south-bound first-class passenger train, passed, 
over tne rail involved about 8:01 p. m., and no member of the 
crew of that train felt any abnormal condition in the track. 
Since no abnormal condition of the track was felt wnen the 
front portion of No. 108 passed over the ooint where the acci­
dent occurred, and the last signal displayed, proceed, it is 
apparent that the rail broke under the train. 

Txie track involved was last inspected by the section fore­
man from a motor-car on the day before the accident occurred, 
and no defective condition was found. A detector car was last 
operated over tnis track on iiay 3, 1943. The detector tape 
indicated no defective condition at the point wnere tne derail­
ment occurred. 

Cause 

It is found that tnis accident was caused by a broken 
rail, as a. result of the presence of transverse fissures. 

Dated at r,Tasnington, D. C , this fourteenth 
day of January, 1944. 

By tne Commission. Chairman Patterson. 

(SEAL) 
W. P. 3ARTEL, 

Secretary. 


