INTERSTATE CCMMERCE COMMISSION

WASHINGTON

REPORT NO, 2362
SOUTHERN RAILWAY COMPANY
IN RE ACCIDENT
AT GIBSONVILLE, M. C., ON
SEPTEMBER 10, 1250




Date:
Railroad:

Location:

Kind of accident:

Train involved:
Train number:
Engine number:
Consist:

Estlimated speed:

-2 - Report No; 3362

SUMMARY

September 10, 1950
Southern
Gibsonville, N. C.
Derailment

Freight

282

4847

&0 cars, caboose

&5 m, p. h,

Operation: imetable and train orders

Track: Single; tangent; 0.86 percent
descending grade eastward

Weather: Clear

Time: 3:15 8. m.

Casualties: 2 killed; 1 injured

Cause: Damaged track resulting from

previous derallment




INTERSTATE CONMERCE COMMISSION

REPORT 0. 2362

IN THE MATTER OF MAKING ACCIDENT INVESTIGATION REPO:T.
UI'LER THE ACCIDENT REFORTS ACT OF MAY £, 1910,

SOUTFERN RATLWAY COMFANY

Noverber 2, 1950

Accldent at Gibsonville, N. C., on September 10, 1950,
caused by danaeed track resultineg frem a previors
d~railment.

1
REPORT OF THEE COMMISSICH

PATTERSON, Commissioner:

On September 10, 1980, there was a derallm=nt of a
freicht train on the Sovthern Rallway at Gibsonville, N. C.,
wirlch vresulted in the death of two employees and the injiy
nf one ~mployee,

-
Under sut*ority of section 17 (2) of the Interstate Com—
merce Act the above-entltled vrocseding was referred by -be
Commlsnion to Commissinner Patterson for consideration and

dispes) tion,
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Location of Accident and Method of Operation

This accident occurred on that part of the Danville
Division extending between Greensboro and Goldsbore Yard,
N. G., 129.,7 miles. In the vicinity of the polnt of acoident
this is a single—~track line, over which trains are operated
by timetable and train orders. There is no block systen in
use, At Gibsonville, 14.7 miles cact of Greensboro, an
auxiliary track, 1,L49 Teet in length, parallels the main
track on the north The east switch of tris track is 551
feet east of the station. A slding 4,162 feet in length
parallels the main track on the south. The east switch of
thls siding 1s 141 feet east of the east switckh of the
auxiliary track. The accident occurred on the main track
at the point of switch of the siding, 622 feet ~ast of the
statlon. From the west the maln track is tangent 4,638 feet
to the point of accident and 808 feet ecastward. Throughout
a distance of 2,778 fect west of the point of accldent, the
grade varies between 0.31 percent and 0,86 percent descending
eastward and 1s 0,88 perceant descending at that point.

The track structure consists of 100-npound rail, 32 feet
in length, laid new in May, 1927, on an average of 23 treated
ties to the rall length, It is fully tieplated with double-
shoulder tieplates, three spikeﬁ per tieplate, and is provided
with 4-hole Z24-inch continuous type Joint bars and 8 rail
anchors per rail. It 1s ballasted with crushed stone to a
depth of 12 inches below the bottoms of the ties.

A highway 36 feet in width intersects the railroad at
right angles at a point 128 feet east of the east siding-
switch, PFlangeways 2-1/4 inches in width are provided by
€~inch by 8-inch timbers ingide each rail, and timbers of
the same dimensions are located abonut 2- 1/4 inches outeside
each rail, The area between the timbers inside the rails
is paved with asphaltum to the level of the tops of the
rajils,

The maximum authorized speed for frelght trains is
40 miles per hcur.

Description of Accident

No. 2852, an east-bound second-class freight train,
consisted of engine 4847, a 2-8-2 type, 6C care and a caboose,
This train departed from Greensboro at 2:37 a, m., 4 hours
17 minutes late, and, while moving on the main track at an
estirated speed ‘of 35 miles per hour, the engine and the
first 20 cars were derailed at the east siding—switch at
Gibsonville,



Tho rneine and the tender remained counled and stomped
on thelr left sides and parallel to the track, with th» front
end of the encine 339 feet east of the point of accldent .,
and 1£ £+ «t north of the mein track. The first 19 cnrs
stopred 1n vailous positinns on or near the track, he front
truecs of the twentleth car was derailed, The left sides
of tr~ -negilne and trhe tendsr were tedly damaged, Thirte n
cavrs ore degtroved and the other cerailed cars were
coneldera®ly Camngnd,

he engineer and tle fireman were killed, The conductor
wac injured.

The weather was clear at tho tine of the accident,
which occurred about 3:15 a2, m,

Discussion

No. 252 was movinT on tanwent track at zn estimat-d
speed of &5 mlles per hour, in territory where the maxlmum
authorized sperd wos 40 miles per hour, when the derailment
occurred, As the train was rpgrorchinT the noint where the
accident ocrurred, tny encinemen and the coaductor were in
the cab ol the engine, the front brazeman was in the orakenrn's
hoctn on the tender, and the fla~man wac 11 the caboose, The
front brareman sald tnat befors the accldent occurred the
enrine and the cars weve ricding smoothly aund there was no
indication of defective equipment or track nor of any
obsiruction having been on the track.

. Examination of the ensine and cars of No, 202 aftcr the
accident occurred dicclosed no defective condition which
caula rave contributed to the cause ol the aczsident.

Lzaminatlion of the ma‘n track wsst of the noint of
accldent dlsclosed thet the alinement, surface and gage wece
well maintalned for tle maximum sutrorized speesd, A% the
west end of a grade crescing, 4.8 miles west of thke point of
acclccnt, a Tlangeway timber on the inside of the north rail
was marked, The indentation was about & inchees in diesmeter,
£2-1/2 inchee decp and about 11 inches south of the e slde
of the nortk reil. Within a distance of about three-fourthns
mlile ezst of the croasging several pleces of o stezm 2nounl-r ‘
and the parts of hanccrs nsed to suppert 1t wers found ilono
the track, These pi:ces cnngisted of the wottnm sectinn of
a spring hanccr, a small S honk, a8 carrier chain £7 inches
In lenzth equipped with ho-ke at each end, and a ni~ce of
metallic conn~ction pipe 1é iackes in lencth, The lower
section of the flexible joint of a steam coupler, 3-3/8 inches

in diametcr and 7-1/2 inches in lenath, was wodeed, with the
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flange joint upward, between the south main-track rail aHQ

the lead rail of the turnout and necar the hesl of tho esst
switch of the auxiliary track, The top ssctlon of this jolnt
wea found 10 feet north of the treck and 10 feel east of the
ecst switch of the avxillary track, The lower scctlon of

*he joint bore two flange marks about 1 inch wide, 5/8 inch
long and 1,4 inch dzep. The unper sectlon bore a flange mark

& inches long, 1~1/4 inches wid> and 15/16 inch deep. Tt also
wag deeply marked where 1t came in contact with the sovth joint
bar 2t the heol of the auxiliarv—-track swltch, The first

mari on the track structure wss a flangc mark on the gage

side of thc top of the south main~track raill sbout € 1inches
west of fhe south switeh-rail of the east auxiliary-track
switch. Thils mark extended about 5 inches dlaponally 2across
the top of the rall to the outride, Flange marks then appecared
on the tieplates and ties and continued eastward a dlsftance

of 31 feet to the north ra:1 >f %the silding. At that point

they were 32 inches south of tie gare side of the uain-track
rail, The marks the. continuel eastward along the north rall
of the siding and across tre frog. Correspondine marks
apvearsd south of the north main—track rail, The soutn notock-
rall of the siiirg gwitch was canted outward and was displaced
about 3 inches from its aormal position. The south switco-rall
was bent outward atout 9 lnches from the noilnt, which condition
indic~ted that the point had been forced toward the displaced
etock rail, The track waes Jdestroyed between the switch and

the raill-highway grade crossing 128 feet east of the siding
switch, At the rail-highway grade crossing, the west end of
the flanceway timber on the inside of the south rail bore a
flange mark which continued dlagonally to the south main-

track rail, ot which point one or more vheels wers reralled
about '/ feet from the west end of the flangeway timber, I

An exemlnation was made of the cars of No, 112, a
flrst-class passenger traln, which pass~d the polnt where
the accident occurred about 1 hour before No, 252 was
derailed, The rear three cars of this trailn were sealed
baggage—-express cars. The examination disclosed that the
rear truck of the rear car had besn deralled. A portion
ot the metalllc stcam connection on the front cnd of this car
was missing, and a plece was odroken out of the right front f
Journal box of the rear truck, The rims of all wheels of the
rear truck and the south frame of that truck were marked,

Befors No, 112 departed from Grecnsboro an air-brake
test was nmade and th2 steam connections were coupled on the '
first five cars. The steam connections on the rear three cars i
were not coupled but were suspended by chiming provided for '
that purpose. It could not be determined how the steam coupler
at the front end of the rear car of No. 112 became disenzazged



- 8 - 33262

from the chaln, All breaks in the coupler were new and there
was no evidence of wear on the links or hooks of the chaln

or on the portion of the spring hanger which was found.
However, it 1s apnarent that the steam coupler on the east end .
of the rear car of No., 112 hecame dlsengaged west of
Gibsonville, When this car passed the cast switch of the
auxiliery track at Gibsonville the flexible jolnt of the
coupler became wedged between the lead raill and the svock

rall near the heel of the switch rall. When the front wheel

on the south side of the rear truck of the rear cer of No, 112
came in contact with the rounded end of the Joint the froat
wheels were deralled to the south, These wheels then consinued
eastward to the switch of the east turnout of the sidin7 where
they canted and displaced the sTock rall southward, sheecred

the spike heads and overturned the raill braces. At this poiat
the rear wheels of the truck also were deraliled, but all —~heels
were rerailed at the grade crossing 128 feet eastward. Because
the rear three cars were sealed, the flagman was in the fourth
car from the rear and the derailment of No. 112 was not
detected before No, 252 was derailed at the siding switch.

As 2o result of the derailment of the rear truck of the rear car
of No, 112, the south switch-rall and the adjacent stock rall
werc deflected outward to such an extent that the gage ol the
track was too wide for No, 252.

Cause

It 1s found that this accident was caused by damaged
track recsulting from a previous derailment.

Pated at Washington, D, C,, this second
dav of November, 1950,

By trhe Commisslon, Commissloner Patterson,

(8=TAL) W. P. BARTEL,

Secretary.



