1875
INTERSTATE COMMERCE COMIISSION

REPORT OF THE DIRECTOR OF THE BUREAY OF SAFETY COWCERNING AV
AOCIDTNT ON THE SOUTHERYN RATILVAY NEAR HOT SPRIVOS, IN.C.,
ON DECEI'BER 12, 1933.

Februery 13, 1934,
To the Couanission:

On Decerber 123, 1933, there was a dercilment of a passenger
train on the Southern Railway near Hot Springe, N.C., vhich
resulted 1a the death of 1 employee, and the injury of 27 nassen—
gers, 4 euwployvees, 2 mail clerks, 1 express messenger, 1 Pullman
porter and 2 dining car employees.

Location andethod of operation

Tnis accident occurred on that part of the llemputls & Chiarles-
ton District of the Knoxville Division wnich extends Dbetwezn
asheville, J.C., and Incxville, Tena., a digtance of 129 miles. In
the vicinity of the noint of accident this 18 a single-tracs line
over wnilcid Tialns are operated by tiwme table, train orders, and
an auto..atvic block-gignal and train-stop system, the latter being
of the intermitvent-induvctive type. This accident occurred on
what 1s known as "Click Curve" at a point approximately 2.3 miles
west of Hot Springs; approaching the point of accident from the
cast, the track 1s tangen} for a distence of approximately 1,248
feet, followed bv a 1° 20 curve to “he riclLt 296 fcet in length,
tangent track for a distance of 1,118 fect, a 3° curve to the
left 404 fect 1n length, tangent track for a distanrnce of 2353 feet,
and then a 10° 45' curve to the left 1,132 fect 1n lenpth, includ-
ing spirals at cither cond of 173 fect, the accident occurring on

this last-uentioned curve at a voint about 666 feet from its castern

end. Thc grade for west-bound trains vae generally descending,
it boing 0.7218 vercent at the point of accident.

The track 1s laid witn 130-pound rails, 39 fcet in length,
with an average of 23 or 24 tigs to the rail-length, fully
ticplated and spiked, vith four rail anchors and four gauge rods
to each 7211 length. Tre ftrack is ballasted with limestonc chatt
and is well maintained. The curve on vi.ich tlis accident occurred
is one of thc points at which the Southcrn Railway is tcsting two
different kinds of rails and for that reason it is carefully
checked each week for elevation, alinement and veal on the rails.

The Knoxville Division is one of the heaviest tonnage
divisions 1r that section, and to facilitate the handling of
freight troins viich had a tendency %o be derailed at slow speeds
on curvesg with high elevation, the elevation on Click Curve was
lowvered some yeairs previously and a speed-limit sign is located
on the norsh side of tre track approximatcly 2,132 fcet east of
the curve restricting the specd on tais curve to 35 miles ner hour
for passenger trains and 15 miles for freight trains,



-D-

——
-
~ ~Point of accident
10°%u51 [
QQ 1,122 fi. I
% 666 £t
Q@
by k l
252 £t
50
2,122 ft.
1,118 ¢

¢ Knoxville, Tecnn.

7.7 miles

N

f Point of accident
3.3 miles

38.1 miles

LAsheville, N. C.

¢ Hot Springs, ¥. C.

1$3o'
296 ft.

""F\J

RS
|
1,248

ft.

|

To
Hot Springs

/

|
|
|
|
|
|
|
|
%
“‘i"“‘Speed 1iait board

Inv. No. 1875
Southern Railway
Hot Springs, N.C.
Deccmber 12, 1933



._3._.
There was a light mist and fog at the time of the accident,
1nich occurred betveen 7:30 and 7:34 p.m.

(‘ Description

West-bound passeager Train No. 37 consisted of 1 mail and
bagzaze car, 1 express car, 1 co.abination bagegare car and coach,
1 ccach, 4 Pullman sleepinr cars, and 1 dining car, all of steel
construction, hauied hy enrine 1420, and was in chLarge of
Conductor UﬂiTeT ard IEngineman qouohluu. Tihis train departed
from Agbeville, 38.1 miles cust of Hot Springs, at 6:07 p.m.,
according to the train sheest, 237 minutes latc, leit Hov Svrings,
3.3 miles east of the point of acecident,at 7:26 n.m., 29 minutes
late, and was derailed cn rounding Click Curve while travellng at
a speed estimated 1o have benn bet~een 40 and 50 miles rer hour.

The enrine overturned to the right or ovtside of the curve,
and after mallinr a complete revolution landed 1in an uvnright
nosition at the foot of an £-foot embankment, with its head end
141 f e~t bevord the poirt of derailment and 28 fort from the
center line of track and the rear end E7 fect from the track; the
tendsr landed uoside dovn, to the rear of the eiane, mith 1ts
forward trucl intact. The first car stopoed betivrcn the enrine

and the track, lcaning at an angle of 4E59; the second car stopped
upright diagonally across the track waith 1ts front end 157 Iect
beyond the voint of dereilment. The third car was on 1ts right
side behind the tander with 1ts front end about 60 fect and 1ts
rear end about 37 feest frow the treck. The fourth car follored
the third car doin the ewbsnkment, stopoing at ai angle of 450
vith 1ts rear end approxiwmately 5 feet fro:r the traclk. The

englne vas net seriously damaged, altuoviih the cars above-mentioned
vere consideranly damaged. The remalning cars w=re act derailed
witn the exception of the twe ri¢ht front vheels of the fifth
car, thris ca striking the cecond car viach was acrosc the track.
The emcloyec killied wae the eagireman, and those injured were tne
conductor, firemar, flagman and taggagenan.

Summery of evider
Fireman Haririson stated that as they left Hob Springs the
engineman commented abcut being late; they were traveling fast
and he vas lost temporarily snd did not know for a moment Just
.Wborn they werc until the engine s’wervt,a and then setiled back'
the cnrineman reacked for the brake valve ond the fircman started
to call to him but the engine turned cver befors he covld do so.
Fireman Harrison stated their speed wes about 50 niles per houry
he thought the cngincman also might have mhnwvdéod his location
ag hn did not apnly the brakes between Hot Springs and Click Curve,
and he said the engincman —as not in tho hatit of entering this
curve without dpp]ylng the brakes
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Conductor ¥iller no%icead no unusval epe=cd between Asgheville
and Hot Spriags and said Engineman Houchins handled the train
nicely. The highest speed attained afiter leaving Hot Springs

was 40 or 45 miles per hour, when they were about z/4 mile east .
of Click Curve, and he did not recall any application of th= air
brakes after leaving Hot Springs; nevertheless he thought the .

train entered the curve at 35 or 30 miles per haar, but was
baring this ecstimate on past performances. The first i1vtimation
he had of aavthing wrong was when the car in which he was riding,
the third car in the train, started to sway, went up a 1littl

then jamned and threw him forward; the car tien settled on its
side. Ag soon as he was able to do so ac asked Flegnan Frye

to look at <ac time, as hc had lost his glasscs, and 1t thon was
7:37 p.ay he did not knovw tow long this was ather the acc1gent,
hie estimatcs as o the tiwe which had clapsed varying from 2 to
4 minutes. He made an investigasion for thec purpose of ascerteining
the cause of the accident, and judging from the vosition and
condition of “the wieckage he was of the opinion that the accldent
wae due 0 excessive speced. Conductor liller stated that the air
brakes 1acl been properly tested at Aﬂhev11]e ard that he had
talked with Engincman Houchins at that point, the ongincman
appcarias to be normal in every way,; nc couvld not rerember of
Engincman Houchins haviage violated speed restrictions oreviously
and coasiccrnd him a safe cagincnan.

Flagrian Frye noticed no unusual specd at any tiwme until
thevy onsere® the curve on which the accident occurrced and then
it vas evident that the speed of the train mas excessive. He
—a~ gtardine in the aisle of the third car hen it began to
lean torard the outside of %the curve, lurched a couple of times,
and then turied over. After the accident he looked a*t his watch
anc it was 7:37 p.w1. an® he thought that the accident occurred
batreen 7:30 and 7:35 p.m., Flagman Frve veat back to flag and
on looklrg over the track —ith a lighted fusce he did not sec
anvy marks viich would indicatbte the cause of %he accident; Ii vas
very dark and thevre was a fog; he thousht it possible that the
engineman could have lost his begings, as he himself did not
knov exactlv wherc he wag until he could zet avay from the
derailment and look around.

‘argacolan Parmer, vho also tas ricains in the third car,
stated tnat Tic noticed no Unuqudl specd until thev crntored
Click Curve; Le did not notice an aprlication of *hc air bralics
after lecavia® Hot Springs. He insveccted thz track aftcr the
accidens butv found no marks of aay kind eant of tic scenc of
the accidens, .
Sccsion Forenan %oDdrls, in charge of t1g sechtia of track,
stated that nc gives tiois curve special aiteation due to itg
being specially constructed to test rail, unl that the track
wag in very good condition. He had lgnt been over it at 9.a.m.
on the cay of the accident. On rcaching tnc scenc of the accident
about 1 hour after 1ts cccurrvence ne examined the track but
could not fixzd any condition that vould have causecd thce accident.
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Track Supervisor Hazelvood arrived at the scenc of the
accident about 1% hours after its occurrence; on examining the
track and equipment he could find nothing that might have causecd
the accident. The ends of the ties were damaged by the cars as
they were derailed down the embankment, but the only repairs
necessary to be made to the track before moving trains over it
was the spiking of the outer rail where the express car had
torn out the spikes, and alining the track where it had been
knocked slightly out of alinement. He stated that a train could
pass safely around this curve at a speed of 40 miles per hour,but
“that it was not safe for a speed of 50 miles per hour. .

Roadmaster Moore and Engineer Maintenance of Tay Bennett
stated tnat their inspections of the track and equipment disclosed
nothing that could have caused the accident, and they concluded
from the position of the equipment aftcr the accident, and in the
absence of anyjrarks on the track to indicate a derailment prior
to tne time the engine turncd over, that the accident was caused
by the train entering the curve as too high a ratc of spced.
Maintenance_Engincer Bennett stated that the elevation on thisg
curve was 3% inches and was uniform. This line is a hcavy freight
tonnage line and the elevation was lovered and maintained for
that tonnage, the passcnger train speccd being controlled to suit
the freight train requirements. It is the practice for curves to
be clevated for a specd of at least 10 miles per hour above that
allowed by the speed-~limit sign and this curve was safc for a
speed of 40 miles ver hour, but not for a higher rate of specd.

Master Mechanic Simpson cxamined engine 1490 after the
accident and found its general condition good, vhile the damage
was such that bv using a cab and tender from another engineg, he
thought it could be vlaced in first-class condition and ready for
scrvice within a period of & days.

Superintendent Burchfield arrived about 11 p.m. and at onace
made a thorough examination of the track but found no wheel marks, x
no evidcnec of anything dragging, and no cvidence of anything having
been placed on the rail. He added that the services of Engineman
Houchins had becn satisfactory, but that he had been cxperiencing
family and financial troubles, causing him considcrable anxicty
and that this might have diverted his mind momentarily.

The cngine crew of east-bound Train No. 103 stated that as
their train passed around Click Curve at a speced of 25 miles pcr
hour, about 6:50 p.m., they noticed nothing unusual. They consider-
ed a speed of 40 miles per hour on this eurve to be unsafe, and
they costimated a reasonable length of time for a passenger train
to run from Hot Springs to Click Curve would be from 4 to 5 minutes.

Examination of the track by the Commission's inspectors
revealed no evidence of anything dragging, no flange marks, or
anything e¢lsc that could have contributed to the cause of the
accident. The track was in good condition and no repairs had been
made with the cxception of a few spikes and a few ties reneved.
On the outside of the curve for a distancec of 6 or 7 rail lengths
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the ends of the tieshad been splintered, but there were no flange
marks or marks of any other nature that would indicate derailment. .
The smoke stack and sand dome of the engine were found where they

had been driven into the ground at a point about 24 feet from the
track, this aprarently having been done as the engine was turning ‘.’
over. Examination of engine 1490, of the 4-8-3 type, disclosed

the valve motion, wheels, rods, foundation brake rigging, pump and
connecting pipes to be in good condition with the exception of the
left eccentric rod, which was slightly bent. The appurtenances on

the top of the engine were torn off, the cab was mashed downward

and there was a section of 1t attached to the engine on the right
side wiich was 1ntact and on wnich the paint was not scratched or
scarred in any manner; Jjudging from the evidence at the scene of

the accident it appeared that the engine left the track in a

straight line and did not encounter anything until it first struck
the ground bottom up.

Conclusions
This accident was caused by excessive speed on a sharp curve.

The speed for passenger trains cn this curve is restricted to
25 miles per hour, but the firema estimated that the speed was
50 miles ver hour at the time of the accident, and Conductor Miller
ectimated the speed at 40 or 45 miles per hour when 3/4 mile from
the curve and did not notice any application of the brsgkes prior
to the accident; the statements of the other surviving members of
the crew were also to the effect that no application of the air
brakes was made betvwecen Hot Springs and the point of accident,
although the grade is descending for a considerable distance. In
the absence of flange marks on the track and considering the
position and condition in vhich the eouipment stopped, the engine
first striking the ground bottom up and making a complete revolution
before stopping in an upright position, it is believed that the
engine turned over from centrifugal force due to excessive speed.
Practically no damage was sustained by the track, and there was
no evidence of dragging equipment or of an obstruction of any
kind on the rails.

Regpectfully submitted,
W. P. BORLAND,

Director.




