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INTIRSTATE CCMMERCEZ COMMISSION
WASHINGTON

INVESTIGATION NO. 2483
THS SOUTHEZRN RATLWAY COMPANY
REPORY IN RE ACCIDENT

AT PINE GROVE, Gh., ON

NOVIMBER 17, 1940




Location:

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

Sneea:
Cperation:
Track:

Weather:

Time:
Casualties:

Caure:

- 2 - Inv-2463

Southern

November 17, 1940
Pine Grove, Ga.
Derelilmert
Passenger

7

40-45 M. D. D

Timetabie and trair. orders

~

Single; tangent; level
Clear

2:45 a. m.

2 ¥illed; 5 injured

Acecident caused by left switch
pcint of turnout to left being
in position for entry to siding
and right point being in position
for movement on main line, becauce
of broken switch rod



INTERSTATE COMMERCE COMZIISSION

INVESTIZATION I'O. 2463

IN THE MATTER OF YVAXING ACCIDENT INVESTIGATION REPORTS
UNDER ThE ACCIDLNY ReEFCRTS ACT CF MAY 6, 1910.

THe SCUTHERN RAILWAY COMPANY

Accident at Fine Grove, Ga., on lovember 17, 194C, caused
by left switch of turnout to left besing in position
for entry to siding and right noint being 3in position
for movement on rmain l1line, becauce of broken swltch
rod.

REPORT OF TEE COMMISSIONT

PATTERSON, Commissioner:

On Lovamber 17, 1940, there was a deralilment of a
passenger train on the Southern Rallway at Pine CGrove, Ga.,
which reSJlted in the death of two employeee, and the 1in-
Jury of two passengers and three railway-mall clerkxs.

Under atthority of section 17 (2) of the Interstate Commerce
Act the above-entitled procesding was referred by the Commis-—

sion to Commissioner Patterson for consideration and disposi-
Ttione.
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Location and Method of Operation

This accident occurred on that part of the Atlanta Division
which extends between Macon and Brunswick, Ga., a distance of
187 miles. 1In the vicirity of the point of accident this is a
single~track line over which trains are operated by timetable
anc train orders; there is no block system in use. Time-table
directlions are nortk and south. At Pine Grove a siding 1,653
feet in length parallels the main track on the east. Entry to
the siding at the north switch is made through a No. 10 turnout
to the left; the derailment occurred about 23 feet south of the
switch points. As the point of accident is approached from the
north tke track is tangent 9 miles to the switch involved and
56 miles beyond. At the switeh the gracde 1is level.

The mairn-track structure consists of 75-pound A. S. C. E.
rail, 33 feet in length, lald on an average of 20 or 21 cypress
ties to the rail length; it is single-spiked, fully tieplated
ballasted with cinders to a depth of 8 inches, and is well
maintained. A gage rod is provided 4 inches north of the switch
points, The ewitch structure consists of 75-pound rail, two
15-foot switech points, 10 switch plates under each point, and
7 rail braces on each side; within the first 110 feet of the
turnout there are 69 cypress ties, fully tieplated. The switch
points are connscted by two switch rods 3/4 inch thick and 2
inches wide; the rods are about 20 inches apart. Holes 13/16
inch in diameter are provided at each end for joining with the
switch-rail clips.

Tre switch-stand involved is of the New Century ground-
throw type, and is located 4 feet 4 inches east of the east
rail of the main track. An intermediate switch-target spindle,
equipved with two targets and an unlighted lamp, is located
7 feet 7/8 inch west of the west rail of the main track. When
the suiteh is lined for the main ftrack a white circular target
is displayed and the lamp displayes a standard green lens; when
the switch is 1lined for movement to the siding a red target
14 inches wide and 32 inches long is displayed and the lamp
displays a red reflex lens. The centers of the lenses and the
centers of the targets are, respsctively, 10 feet and 8 feet
2-5/16 inches above the tops of the ties.

According to the timetable, the minimum running time for
first-class trains between Graham and Pine Grove, a distance

of 3.3 miles, is 4 minutes, or an average of 49.5 miles per
hour.

The weather was clear at the time of the accident, which
occurred at 2:45 a. Me



Description

No. 7, a first-class south-bound passenger train, with
Conductor Slappey and Engineman Mercer in charge, consisted of
engine 1248, of the 4-6-2 type,. one storage-mall car, one mail
car, one baggage-express car, two coaches, and three Pullman
sleepling cars, ia the order named; all cars were of steel con-
struction. Tkis train departed from Macon, 110.8 miles north
of Pine Grove, at 11:33 p. m., according to the train sheect,

13 minutes late, departed from Helena, 34,4 miles north of

Pine Grove, and the last open office, at 1:42 a. m., 22 minutes
late, and, while moviang at a speed estimated at 40 to 45 miles
per hour, was derailed at the north siding-switch at Pine Grove.

Engine 12482 was deralled and stopped on its 1eft side on
the slidinz paralilel to the main track, with its front end 315
feet beyond tre switch points; the engine cab was crushed. The
tencer was deraliled and stopped on its left side east of the
enginz and at right angles to it. The first car was derailed
anc siopped, bottom up, against the engine cab and across the
main track and the siding. The second car was derailed and
stopped against the first car and parallel to it, and leaned
at an angle of 45 degrees. The third and the fourth cars were
derailed and stopped on the siding; the third car leaned east—
ward at an angle of 45 degrees and the fourth car leaned east-—
ward at an angle of 5 degrees. The front truck of the fifth
car was deralled but the car remained upright,.

The employees killed were the engineman and the firemane.
Summary of Evidence

Conductor Slappey stated that at Macon an air-brake test
was made and the brakes functioned properly en route. When
the train approached Pine Grove he was in the sixth car and
the speed was about 45 miles per hour, The train gave three
lurches, then stopped. The weather was clear at the time of
the accideat, which occurred at 2:45 a. me In his opinion the
brakes were not applied in emergency until after the derailment
occurred. He examined the switch and found the throwing lever
in proper position for the switch to be lined for the main .
track; however, the right switch-point was against the right
stock-rail and the left switch-point was fully open. The
switch target was turned so that it displayed almost all of its
red aspect . and only a small portion of its white aspect.

Baggagemaster Overstreet stated that he was 1in the third
car and the speed was about 40 miles per hour at the time of the



accldent, which occurred at 2:45 a. m. The remainder of his
statement corroborated that of Conductor Slappey.

Flagman Robinson stated that a terminal air-brake test
was made at Macon, a running test was made soon after the train
left that point, and the brakes functioned properly en route.
Immediately after the accident occurred he proceeded back to

provide flag rrotection and found no indication of dragging
equipment,

The statement of Train Porter Huff added nothing of
importance.

Supervieor Murphy stated that he had been employed in hais
present capaclity in thils territory for 20 years. About 1 hour
after the accident occurred he examined the switch involved
and found tihie swvitch lever latched in position for movement on
the main track; the lock was in place. The right switch-point
was azZalnst the right stock-rail, and the left switch~point
was open apout 5 inches. The switch target was turned to dis-
play a red aspeci. A3 a result of the derallment the switch
voints and the turnout rails as far as the frog were overturned
toward the center of the track; the clips on the switch rods
were broken. Examination of the No. 1 switch rod revealed an
old fracture in the bottom of the rod at the 1eft clip; the
fracture consisted of about one-~fourth of the cross-—-sectional
area of the rod and was located so that it was concealed Dby
the clip. The only manner in which the defect could have been
discovered would be by disengaging the switch rod from the clip.
The switch rod did not show excessive wear. In his oninion the
derailment was caused by the broken switch rod. He said that
section foremen are required to inspect all main-track switches
and thelr appurtenances each week and to file weekly inspection
reports of their condition. This inspection covers the opera-
tion, cleaning and oiling of all main-tracx switches and examin-
ation of switch points, guard rails, switch-stands, switch-stand
ties, switch bol:is and switch latches to determine that all
bolts are tight, cotter keys are in place, spikes are driven
tightly, and that switches are equipped with switch locks. The
inspection report of main-track switches Tor the territory in-
volved was filed by the sectlon foreman on November 16, 1940;
no exception was taken to the condition of any main-track
switch. Supervisor Murphy said that he inspects and tests all
switches in his territory twice monthly. He knew of instances
wherein switch rods were replaced because of wear but this 1is
the first instance he had known of a switch rod failing.



Sectilon Foreman Weaver staved that he had been employed
in nis present capacity for 16 years and had been assigned to .
the section involved for 2-1,/2 years. Cn November 13 he made
the last waekly inspection of the ewitech involved, and finding
no delect he filed the regquired inspection report accordinglye
.Cn November 16 he made a casual observation of the switch and
1ts appurtenancez but observed nothing wrong; he did not
operate the switch. Previously he had never found a switch rod
with defective mctal. :

Roadmaster CGates etatsd that the first indication of
deraiiment was a ligh%t flange mark on top of the base of the
lead rail or the turnOUU at a point 23 feet south of the switch
point; a smike head 13 ianches pberond this point was marked, and
from this point scuthward light flange mwarks apneared on the
switelr ties to *the place vh the track was torn up. Apparently
the engi nautruna wheels we irst to become derailed and
to mark thne tiss. Tnere was 1zark on the left switch-point
whiclh apparently resulted Trom bel ruckx by some object;
however, there was no indi n 2 switch had been run
through. Exemination of stance of 1 mile in each
direction Irom the switc lose any indication of
dragging edquipment.
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Master Mecunanic Gery statesd that he arrived at the scene
of the accident about 7:30 2. m. and examined engine 124E.
The throttle was closed, the bralie vaive was in emergency
pocition, and the reveres lever was in position for forward
motion; however, he atvtached no particular cignificance to the
position of these-.levers as they might have been dlsturbed in
removing employcses from the cab. The lateral in the engine-
truck wheels and the driving whecls was within the prescribed
limits and all wheel flanges were of good contour. The engine-
truck center—-castings were in suitable condition for service.
He was of the on¢nion that whken the ﬁhgine-uruoﬁ wheels were
derailed the alr brakes wers applied by the Wricht Lictle
Watchman device with which the engine is equipped. In his
oplnion th: c¢ncine crew had no knowledge of anything being wrong
until the cngine truck was derailed.

Engineman Uilliams and Fireman Bazetore, of No. 8, a
north-bound pass ger train, which consisted of an engine and
8 cars, statsa tﬂut heilr train, moving at a speed of agbout 45
or 30 Wllps per ho ur, passed over the switch involved at 12:562
a. M., or 1 hour 53 minutes prior to the occurrence of the
accident. They did not observe any unusual or defective condi-
tion of the switch.



According to data furnished by the railroad, about 33

percent of the fracture of the switch rod involved was an old
break.

Observations of the Commirsion's Inspectore

The Commission's inspectors observed that the end of the
No. 1 switch 10d wae broken vhrough the center of the left bolt-—
hole. About 1/4 of the fracture was corroded and worn, indi-
cating that it was an old flaw. The bolt nole showed practical-
1y no wear and the other portion of the switch rod was of sound
metal. There was a well dsfined flange marx on the outside
portlon of the base of the Jlead rail of the turnout at a point
23 feet & inches soutn of the switch point.

Discussion

According to the evidence, No. 7 was moving at a speed
of 40 or 45 miless per hour when it became derailed at the north
sidiny—switch at Pine Grove. No ccndition of the engine, the
cars, or tiae Traci north of the switch involved %that might have
contributed to the cause of the derzilment was disclosed, There
was no indicatlon thav the switch had been run through.

Subsequent to the accident, examination disclosed that
the throwing lever of the switch was latched in position for
movement on the main track. Ths target was turned in such
mannzr that it displayed almost all its red aspect toward the
north. The right switch-point was against the stock rail and
the 12ft point was open about 5 inches. The No. 1 switch rod
was broken through the bolt hole where the left clip is joined;
a conslderable portion of this fracture was an o0ld break.

Apparsntly both switch points were a sufficient distance
from the stock rails to permit the whsels of the engine to move
on the stock rails soms distance beyond the switch points, as
both points were turned toward the center of the track and as
the first nark of derallment was on the outside of the base of
the right turnout-rail at a point 23 feet 3 inches south of the
right switch-point. The distance between the right stock-rall
and the rigat turncut-rail at the first mark of derallment was
about 9-1/4 inches and the distance between the two stock rails
at this mark was about 5 feet 5-3/4 inches. Undoubtedly the
first mark of deraillment was made when the right front engine-
truck wheel dropnecd inside the right stock-rail bvecauss of
excesgive gage, as the distance betwzen the outside surfaces of
companion engine-—truck wheels was zbout 5 feest 4-3/8 inches and
the distance between these two rails was 5 feet 5-3/4 inchecs.



During the process ofderailment the switch points apparently

were shiftsd to the right and the target was turned during this .
process, since it was Jjoined to the right point by the No. 1
switen rod. As the engineman and the fireman were killed in

the accident, it is not known what aspeet the switch lamp
dieplayed as the train approached, but it is probable that the
farget was not “urned sufficiently to show a red aspect for the
aprroaching train as the track was tangent for several mriles,

the weather was clear, and no action was %taken on the engine

to stop the train before the engine passed The switch points.

The last train prior to No. 7 to pass the switch involved was

a north-bound pascenger train, which passed this point about

1 hour 53 minutes before the accident occurred; the crew of

this train observed no defactivz condition of the switch. All
swltches arc inspected by a cunsrvisor twice monthly and by the
section foreman once cach Jeek. On the day the accident occurred
the section foreman inspected the ewitch involved and found
rocefective condition. Neither the roadmaster nor the section
foreman knew of any other gwitch having become defective in the
same manner ac tlle one involved.

Cause
It is found that this accident was caused by the left
switch point of a turnout %o thz left being in position for
entry to the siding and the right point being in positicn for
movement on main line, because of a broken switch rod.

Dated at Wgshington, D. C., this sixteenth day orf January,
1941,

By the Commission, Comnissioner Patterson.

W. P. BARTZL,

SEAL Secretary.



