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February 28, 1939.

To the Commission:

On February &, 1939, there was a derasllment of a freight
train on the Southern Reillwvay nesr Paint Rock, N.C., which
resulted in the cdeath of one employee and the injury of one
employee,

Location and Liethod of Opersation

This eccident occurred on that part of the Knoxville
Divislon extending between Bulls Gep, Tenn., and Asheville,
N.C., a distence of 92.2 miles. This 1s a single-track line
over which traine ere ope-rated hy time-teble, train orders and
an sutomatic block-sipnel ené aviomatlic trein-stop system. The
accldent occurrecd at a voint approximately one ﬂile gast of
Paint Rock. Apvnroaching from the west there is o 5° curve to
the right 395 feet long, then a tangent 1,183 feet to the polnt

~of accident en® 124 feet beyond. The graﬁc is glightly undulat-

Ing and prsctically level et the point of sccldent.

Color-light sutomatic cirnal S$-184, apvroach lighted, 1is
located 407 feet west of the point of the accldent. The auto-
metic treain-stop system is the intermittent-inductive type.

The track structure consiste of 100-pouni rail, 39 feet
long, laild on an average of 24 ties to the rail length; it 1is
fully tieplated, single-golked, ecuipoved with six raill ~nchors
to the rail length, ballasted with about two feect of limestone
an¢ 1s well meinteined. Approaching the point of sccident the
track 1s laid alone a hillside about 20 feet above and parallel-
ing the south bank of the French Broad River. On the scuth
glde of the track a perpendicular wall of rock extends upward
about 26 feet; from the crest ol this wall the face of the clif~
ascends at a ratioc of sbout 3 to 4 to an elevatlon 108 feet
above the track where the first break in the overburden of
earth and broken rock appears; from this polnt the slope above,
to the apex of the hill which is 197 feet above the treack,
ascends at a ratlo of about 3 to & and 1is covered with vegeta-
tion. The topography of the entire slope indicntes that it 1is
subject to drainage from no adjacent area as the slope extends
from the apex to the track level in three directions. At the
point of the accident a bank of carth about 150 feet long,
from 5 to 20 feet wide end 7 to 10 fect above the track level,
had been formed betwecn the track and the river by material
which had slid off the face of the slope on the opposite slde
and had becn cast over as 1t encroached upon the track. About
30 feet east of the eastern end of this bank and ebout 60 feet
east of the point of derailment and 25 feet north of the track
there 1s a s0lid limestone boulder 25 feet long end extending



oculder 25 ft. long,
9 ft. high.
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upward 9 feet above the rsil.

The weather was mlsty and calm et the time of the =cci-
dent, which occurred at 10:25 p.m.

Degceription

Third 50, an east-bound freight train, consisted of 37
cars and a caboose, hauled by engine 5021, and was 1in charge
of Conductor Lane and Engineman Johnson. This train departed
from Bridgeport, sbout 18 miles west of the polnt of =ccldent,
at 9:37 p.m., sccording to the train sheet, 8 hours 37 minutes
lete, and while travelling at an estimated speed of 20 to 25
miles per hour 1t struck a rock on the track and was dereiled;
simultaneously thc engine and tender were struck by a land
slide. The engine, after belng derailed, was shoved toward
the® river by the force of the elide and in thils position moved
forward about 60 feet where its front end contacted the large
boulder to the north of the track which prevented 1t belng
shoved into the river. After scraping its entire left side
agelnst the boulder, the engine stecpped upright, badly demaged,
with 1ts rear end leaning ageinst the boulder and its head end
on the, track; the tender remalned upright but was bedly
damaged, being crushed sgainst the engine, with its front end
about 15 feet from the track and its rear end on the track.
The first car was derailed and badly damaged but remained in
alinement wilith the track; the gecond car wad demolished; the
third car was thrown forward stop and at right angles to the
first car; the fourth car stopped on its side clear of the
track with its front end about 20 feet and 1ts rear end about
10 feet from the track; the fifth car stopped on its side with
its front end about 10 feet from the trock and 1ts rear end
on the track; the forward truck of the sixth car was derailed
but remained upright.

The employee killed was the fireman and the emplovee in-
Jured was the engineman.

Summary of Evidence

Engineman Johnson stafted that at Bulls Gsp, 49 mlles west
of the point of acclident, an eir-brake test rhowed tha*% the
brakes were functioning properly; & bralke aoclicatlon wes made
at Wolf Creek, about 5 miles from the pcint ¢f accident, and
the brakes functioned properly. He sald there had been some
rain at Bulls Gap on the morning of February & btut not cuf-
ficlent to cause any apprehension as to slides and washouts.
Approaching the point of sczident the mist restricted his
vislon somewhat and when passing signal S-184, displaying a



proceed indication, at which time the speed was about 20
miles per hour, he rose to his fect and, shielding his eyes
from the light of the signal, ssw & rock on the track, wherc-
upon he applied the brekes in emergency, closed the throttle
and after the shock of the inpsct, swung himself out of the
cab window anc held on until the train stopped. He estimated
the speed at the time of dersilment at sbout 15 miles per
hour and thought that the slide struck atout the time the
train stopped.

Conductor Lane thought the weather conditions had not
been such as to cause any Janger of slides. He estimated
the speed approaching the pnint of accident ot 20 to 25 miles
per hour.

Flagman Hendry and Brokeman Jones corroborated the
testimony of Conductor Lane regarding the movement of the
train. Erakeman Jones, who was in the brakeman's cabin on
the tender and facing the rear of the traln, estimated that
the emergency application of the brakes occurred when he was
about 100 feet past signal S-184 as he could plainly see the
color indication of the opoosite signal governing westward
movements.

Disgpatcher Line stated that the only slow order given
Third 50 was that usually issued when there had been recent

ralns. He said that his weather report, received at 4:30 p.m.,

February 3, from the various offices on hisg district, dic not
indicate a dangerous situation, and 25 minutes pricr to the

derailment a west-btound train passed the point involved and re-

ported rnothing unusual.

Roadmaster Wood stated that the weather reports re-
celved on the day of the accident were not indicative of
danger of slides. His observations at the point of the acci-
dent, made about four hours after it occurred, showed that a
slide of ebout 400 or 500 yards of earth, extending over a
breadth of sabout 75 feet and with a maximum depth to about
the top of the tender cistern, had struck the side of the
engine and tender and that an s2dditional 3,000 or 4,000 yards
of loose material extended upward 112 feet slong the face of
the slope to the break in the overburden which he estimated
to be about 12 feet thick at the break. The engine moved
abcut 85 feet from the point of derailment to the point where
it stopped; he sgid that the course of the slide apparently
had been diverted sround the rock wall adjacent to and rising
from the track level anc he thought thet most of 1t hac come
down after the engrine had stopped. He cstated that about a
year ago the face of the slope immediately west of the pcint
of the slide had been thoroughly cleaned of all lcose material
and there 1is no concentration of water on the slope.

Track Supervisor Hazlewood corroborated the testimony of
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Roadmaster Wood relative to the weather and the physical
characteristics of the slope and slide. He said that fresh
breaks in this slope had been found from time to time and,
since scouring the face of the slope adjacent to and west of
that on which the slide occcurred, he had watched this point
particularly but had noted no further break in 1ts surface,
He passed that point twice on the day of the rccident but saw
no indication of danger. A watchman patrols the track in this
viclnity whenever weather condltions seem to warrant and had
done so until 4 p.m. on the day of the accldent but was taken
off when that precaution seemed no longer necessary.

Section Foreman Oliver stated that whenever weather con-
ditions seem unfavorable, he has a man patrol the track where
there is a possibillity of slides occurring and that a watchman
patrolled this territory on the day of the accident but was
taken off at 4 p.m. when that grecoution secmed no longer neces-
gary, as the weather had cleared at noon. He¢ had last been
over this track on January 28 et which time he climbed the
slope and inspected the hillside above the. track but saw no
indication of any break in the slope.

Obgservationsof the Commission's Inspectors

The Commission's inspectors examlined the-hill involved
and found no indication of slide posgsibllities other than
would be present on any slope of this gradient. The terrain
ad jacent to it on the west had been thoroughly cleaned of all
loose material and with the exception of the polint where the
break in the overburden occurred the entire face of the
slope was not indicatlive of dangerous slide possibilities.

Discusslon

According to the evidence the engine struck a rock and
was derailed and simultaneously the engine and tender were
struck by a slide from an embankment to the south of the track.
The breek which caused this slide occurred a2t an elevation
112 feet above track level. The terrain sbout 60 fect west
of and considerably below the break had been cleaned of all
loose material within the past year. & trailn passed over this
track abtout 25 minutes prior to the accident and reported
nothing wrong. The automatic signal 1mmediately west of the
point of accident displayed a proceed indicstion which would
indicate that the rail was not broken by the rock which de-
railed the engine. Weather condlitions prevented the engineman
seelng this rock until approximately 300 feet from it. The
evidente indicates that a patrolman 1s provided to watch the
track in this vicinlty whenever the sectlon foreman deems 1t
advisable and that such protection was provided until 4 p.m.



on the day of the accident when he was relieved by reason
of the weather having been clear since noon.
Conclusion
This »ccident was caused by striking a rock on the

treck, simultaneously with which the engine and tender were
struck by a land slide.

Respectfully submltted,

¥. J. PATTERSON,

Director.



