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INTERSTATE CORRERCE C0LTIIS3I0N 

EI VESTIG-ATION NO. 2481 

:il THE LATTER OF MAKING ACCIDENT INVESTIGATION REPORTS 
UNDER THE ACCIDENT REPORTS ACT OF RAY 6, 1910. 

THE SOUTHERN FA.ILV/AY COR PAN Y 

April 1, 1941 

Accident ii cf. r Sr ̂ d ereville, hiss., on January 29, 1941, 
caused by driving wheels oncoming derailed as a 
res nit of failure of tniler-truck spring. 

1 
REPORT OF THE CCkhlSSION 

.'ERSCN, Conrsii ssioner: 

On January 23, 1941, there wa.s a derailment of a pas-
r train on the Southern Railway near Sandersville, 
, which resulted in the death of 1 employee and the 

injury of 30 passengers. 1 p <-er 

1 
Under authority of section 17 (2) of the Interstate Commerce 

Act the above-entitled proceeding was referred by the Commis­
sion to Commissioner Patterson for consideration ana oisposi-
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Southorn rtaiPway 
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January 29, 1 9 U 



Location and Ho thou of Gper- Lion 

This aueioenl occurred, on THAT part of the Soiancm Railway 
System uesi.nated as the New Orleans & Northeastern Railroad 
M i NIL extends between Meridian, Hiss., and New Orleans, La., a 
-i S T A N C E of 202.1 miles,. In the vicinity of the point of acei-
ler t THIS 1 3 a single-tra o.£ line over which trains are opcrapted 
u'j timetable, train oracro arc an automatic block-signal and auto­
matic train-stop system. The derailment occurred on the main 
track at a point 6,489 feet north of tho station at Sardersville. 
As tie P O I N T of .colder t is .approached from trie north there are, 
in succession, a langent 7,13 4 feet in length, a spinal 210 feet, 
a 2° d h v o to tew ri TIT I, ic>8 feet, a spiral 97 feet T O the first 
.inik c. ( o p u h e m t are. 213 d-. T beyond, and a tan-- ent 1,091 feet 
to the "OINT whore the front end of the engine stopped* The 
ge:ue Coi so'th-bound trnms is, in succession, 0.4-7 percent de­
ar* ending a 'i: station-; of 3,100 fort i r-d 0.29 percent descending 
800 fo-1; TRII th^ro is a vertical curve 900 feet, V H I C H is fol­
lowed by a grade 0.31 percent a seer ding £60 feet GO the point of 
dorr iim. r.t 1)0 foet Leyona. Between points 120 feet and 
1,100 I H E T so^th. og the point of dor ailment, the track is laid 
on a F I L L W H I C H var_.',s oetween 5 and. 5 feet in height. 

The track structure consists of 85-pound rail, 50 feet in 
lhigtn, 3 aid on an average of 2- oreosoteci ties to the ra.il 
length; it is fully ticpla. ted, single-spiked, provjded with 6 
rail anchors to the rail length, equipped with 4-hole -ji, le bars, 
ba.1 hasted v;ith slag' to A depth of 12 inches, m d is well main-
TR- m o d . 

Automatic signal 431 and an automa.tic trim-stop inductor, 
winch tovern southward movements, aire loca.ted. 3,762 feet and 
5,816 feet, recpec cively, north of the point w.nre- the derailment 
occurred. 

According to the timetable, the minimum running time for 
first-class trains between Hirnwald end Oe naer wiL-e, a. distance 
of 3.5 miles, is 3-1/2 minutes, or an average of 60 miles per 
hour. 

The weacher was clear at the time of the accident, which, 
occui red at 11:57 a • m. 

Description 

"'evoiitb. 41, a first-class south-bound passenger train, with 
Conductor ^oore a.nd. Ert,inenvn Brown in charge, consisted, of 
ermine &04I, of the 2-8-2 type, two baggage cars, f i Pullman 
tourist cars, one bagasie GAR, and three Pullman tourist cars, 
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in the. order named; all cars '-were of steel construction. This 
train tet' ,itrl from ^er idian, 47.5 miles north of Sandersville, 
at 10:-'0 a. a., according to tne train sheet, 0 lours 50 minutes 
ls.ee, pa need Vm; sburg, 11.6 miles north of Sandersville and the m 
last open office, at 11:45 a. m., 9 hours 29 minutes late, and 
ras derailed vmen approaching Sandersville while moving at a 
spe^d. esc.iiV.ted to have oeen between 40 and 45 miles per hour. 

Engine 69*1 was derailed to the left, continued .in line with 
the track r dnstnnce of 1,204 feet, and stopped on its left side 
at an angle of about 15 degrees to the track, vith tho front end 
of the cn:ine on the roadbed and the rear end.a^out 12 feet east 
of the track; the left side of the cab was b&dly damped. The 
tender, remairin^ coupled, to the engine, ° 'copped on its left side. 
Both t̂ -r.der tiucks were detached, were considerably damaged, and 
stopped east of che track. The front truck was 12 feet and the 
rear truck wa.s 50 feet to the rear of the tender. The first car 
wa.s derailed to the left ;md stopped on its left side parallel to 
the tra.cn; both trucks were- dane^ed. The second, car was derailed 
to the left and stopped on its left side about 25 feet from the 
trc ck and parallel to it; both diaphragm plates c.ne the front 
truer-frame were broken. The third car, rernr in ing coupled to the 
second car, was derailed to the left md. stopped on its left side 
about 20 feet from the track ana practically Parallel to it; the 
left side sheets, the roof sheets and both truors "ere damaged. 
Th" fourth car was derailed and stopped on its left side down the 
embankment at an angle of 20 decrees to tne tra.cn -..nd a.bout 5 0 
feet from it; both vestibules, the side sheets and. both trucks 
were d-rpecl. The fifth car was derailed to the left, stopped 
with trie middle of the car against the rear of the third car and 
Is? neo to the east at an angle of adcout 45 degrees; the left side 
sjie-ots were crushed inward, uhe roof sheets were bent and the 
frar e posts and vestibule posts were broken. Trie sixth car was 
den ilco ,o th., left rnr> stopped behind the fifth car, with its 
front e-nc. so out 25 feet east of the track and its rear end on the 
rordbed; it leaned to the east a.t an angle of 25 elegrees; both 
vestibules and hot], trucks were badly damaged and che centersill 
was bent. Tht seventh ana eighth cars were derailed to the left 
an^ stopped, tvrigr.t, in line with the track and. named, lately to 
cn.-, ree.r of che sixth cai; ooth trucks, the end posts and sheets 
of bech vestibules and the centersill of the seventh car were 
dame, ed; the eighth car wcr._s slightly damaged. The front truck of 
txic i inth car "as derailed to the l-.ft. 

The employee killed was che fireman. 
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Sundry of Evidence 

Hip in.e ,ah Broun stated that at Meridian he inspected engine 
5 0 1 1 \ejore Seventh 41 departed. The engine appeared co be in 
ci ita'tie condition for service. A terminal air-brake test was 
?/"' r.t n -rician, a running tesc was made soon after the train 

lo. c th: t point, the brakes rere used to control the speed at 
several ±.o_rts, and in each instance the brakes functioned prop­
erly. As iiis trr m approached the point where che accident 
occurred the engine v/as riding smoothly, tne opoca wa.s about 40 
miles per hoar, and he was stationed in his usual position main­
taining a loonout ahead. The tnrottlc wa.s half-open and the 
reverse lover was in position for short cut-off in forward motion. 
There iiras no unusual motion of cither the engine or the tender. 
Signal 451 displayed a clear indication for his tram. When his 
train was near tne south end of the curve north of Sandersville, 
the rear end of the engine, at the left side, dropped dein sudden­
ly, the front end thrust hea/eily tc the left and. the engine 
pivoted laterally several times. He immediately a.pplicc. the air 
orakes in emergency, closed the throttle and. jumped just before 
the crgire turned, over. It was i.is opinion chat che engine did 
not become ertircly derailed until it was nearly stopped. 'The 
r rerlrer was clear a.t che time of the accident. 

Conductor Moore stated that '-'hen his train ,;,as approaching 
the point whore the accieent occurred he i Tas in the third car 
ana the speed was 40 or 45 mil^s per hour. The tre.m was riding 
smoothie* Tne first ne knew of anytnmg being "cronf wa.s • hen-
bed 3 -st sho'ered against tne- bottom of the car* The tram moved 
7 o:o 8 ear l^-r0iks farther, then the brakes became applied in 
emergency, ; nd the ca.r overturned almost immedia tel y. The accl-
d or t o e or r r o 0 at 11:57 a • m. 

The statement rf Brakeman Chambliss added nothing of 
1 eportance* 

Fl-,' man Dvycr stated ten t he examined the track as he pro­
ceeded beck to pro-, 3 de flag protection. There was no indication 
of oofective track or of defective or dragging equipment. 

Assistant Train faster Stone, ,_rho was on Seventh 41, stated 
tnat in two instances nc inspected, the train "hen it was round­
ing curves en route and he did not observe any defeccive or drag­
ging eouipment. As the train was approaching the point where 
trie accident occurred he was in the third car, the speed v/as 
about 40 or 45 miles per hour and the train war riding smoothly. 
Tho first he knew of anything being wrong was when the air bradkes 
became applied in emergency. After the emergency application of 
the bigkos the train continued about 175 feet before tne derail­
ment of the tnird car occurred.. 
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hi. lr.cAn Terry stated tb - u he was in charge of Sixth 41, 
'-•-i'ln n-'-Siu me. point involved about 11:38 a. m. The speed 
n: 50 u U ; j p r r hour ind his train rode smoothly around the 
cirve. There wm> no indication of rough track. ^ 

Tra:k Foreman Cox st~ced that at 7:30 a. m., the day of 
the. ; - e e l 1 " out, he inspected the track in the vicinity of the 
pome of r io id en t from a motor- c m end cid not observe any de-
feet m o condition. When Seventh 41 became derailed, ne and his 
crew were located at a point about l/2 mile <-outh of the point 
there the accident occurred. He observed, the tram a s it derailed 
m o the engine h a s the last ur.i c to lerme the roidPeed. He said 
m e t tin engine rcmincd upri[ht .rt in line wi th the track until 
if i i . - ; almost stopped, then it oecame overturned. After the 
acoic-it occurred he inspected tne trick from th.o point of dera.il-
j i en t north1 v ret around the curve; he observed no indication of de-
f e C u i - e t i t ek or of drafting ecuipwent. The last work performed 
on t h i s o i h t v s was m Novrmeer, 1 ' t i O . The "either ues clear at 
tne time of t h e aec] i m t . 

Jur tor in m e or John; on stated that he arrived, at the scene 
of the- aoe.:.int ,t 3:30 p. m. and inspected the track. The first 
murk of oorailment " as on the otter portion of the base of the 
east rail. This mark was on the south spiral a.t a point 113 feet 
north of the point uf tr rg nt, wnere tne curvature '.as 1°04' and 
the S'ip-relev,..uion \ as 1-5/6 inches. At a point 21-5 feet north 
of the first mark of derr ilmer t three adjacent tiepiates of the 
ea o r .11 -mere fo-cca eastward, a distance of 0.01 toot. A mark 
on the ii'sidle face of the mead of the rail at this point m d i -
c- oci in- o a flange climbed upward to tne top of tho rail, crossed 
a La .Chilly to a point 21.5 fet/t farther south, and hben dropped 
to the out site portion of the base.. On the inside of che west 
rail ac a point 0.9 foot south of che first mark of derailment, 
a rail rnchor was crushed. Throughout a oi stance of 575 feet 
southern; ru, flange marks averaging about 30 inches m length ap­
peared on the outside portion of the ba.se of the east rail at 
intervals which varied between 13.1 leet and 29.3 feet; however, 
a majority of the i n k s average cl a .out IE feet apart. The east 
m i l was kinked, inward at nearly every point where flange marks 
appe red on the base of the rail. Throughout a distance of 502 
fL-ec south of the first mark of derailment, there were fltnge 
marks, on the tops of the ties, inside the west rail at distances 
which varied between 0.30 foot and 0.41 foot; these narks 
appeared at intervals varying between 11-1 feet and 31 feet; h<̂ fl| 
ever, a majority of them appeared at interva.ls of about 15 feel7»^ 
At a point 5 02 feet bGuth of the point of d.ei ailment flange marks 
crossed aia.gon.alIy over the head of the east m i l ; from this 
point southward throughout a uistance of 116 feet the east rail 
was rdnPc-a inward and. outward almost continuously, axe chcre were 
continuous f 1 ,.nfje m a m s on the inside portion of the base of the 
west rail extending d.m.gona.lly toward, the east rail. At the 
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pl'oc- ' P"-re the track was destroyed the marks —ere 2 feet inside 
1 * ERF; Prom the f m s t tir.rit of derailment throughout a 

d m t m c e of 6±'^ feet the outside angle bar at e^eh joint of the 
e-ast r&il uas marked. TTrnrc mere slight kinks outward, in the 
i CPG rail, practically opposite the flange marges on the base of 
the ;ast ra.il. At a point 5 7 6 . 3 feet south of the point of de­
railment -n_0 vaest rail wa S broken appro::ina tely in tne middle 
m ' the receiving end of tais break was hmlly batmreu by "heels, 
he g'DD-d the track and took cross-levels southward from the north 
e m EI'd of the o m v e involmd; the g a m and the sup.' relevation 
througpnout a distance of 9 2 2 feet immediately north cf the point 
of asciem! c were as follows: 

D i e t -\ n e e n or th o f 
the a oi- -G of de­
railment G-a re lu p e a e leva tion 

a i a. a1 
8-ll/l0" 1 - 5 / 8 " 

- •• A. • ; a I 9 II 2 - 1 / 4 " 
• 'ha. O L 4 8 , - 3 / 4 " P - 5 / 4 " 
' 6 5 . O 1 4 ' £ - 1 1 / 1 6 " -7, II 
3- < . m 4 ' B - P / P P " 2 - 7 / 8 " 

i' 3 - 1 / 2 " 3 " 
U 0 O • 0 ' A I c-l/h" 2 - 7 / 8 " 

4 1 0 - 1 1 / 1 0 " 3 " 
7 O D . O ' i I 3 - 5 / 8 " 2 - 7 / 8 " 
i NO • O 4 1 P - 5 / 3 " 3 - 1 / 4 " 
7 1 7 . 0 ' 4 ' S - 5 / 3 " 3 - 1 / 1 6 " 
7 0 1 . 5 ' 4 ' 8 - 5 / 3 " 3 " 
G o o . 0 ' 4 " 8 - 1 1 / 1 5 " 2 - 1 3 / 1 6 " 
6 • JP • 5 1 4 ' 8 - 5 / 8 " 2 - 7 / 8 " 
6 4 1 .0' 4 ' 8 - 7 / 8 " 2 - 1 / 2 " 
R <W <A! 4 1 P - 5 / 4 " 2 - 3 / 4 " 
6 1 0 . C 4 ' P - l / 2 T 1 

8 - 5 / 8 " 
2 - 7 / 8 " 

5 9 0 . 5 ' a I 
P - l / 2 T 1 

8 - 5 / 8 " 3 - 1 / 1 6 " 
~ R~>, A I f L » a 4 8 - 7 / 8 " 2 - R 7 E " 
5 5 1 . 5 ' 8 - 9 / l 3 " 
6 0 m 0 1 4 ' 8 - 5 / 8 " 2 - 7 / 8 " 
5 P P . 5 ' 4 ' a - 1 / 4 " 3 " 
•1 4 1 d - " / i " -s IT , r-i P 1 
1 I ' o D ^ T O_W/a« ^ 11 , r-i P 1 
1 I ' o D 
4.-54. I1' / 1 3 - 1 L./lo" 2 - 5 / 8 " 

.5— I A / " 8- , P L O " 2 - 3 / 4 " 
4 1 5 <- C 1 4 " _ / p 11 2 - 1 / 2 " 
C 1 TJ • O * 8 / ' ^ 2 - P / P " 

4 ' em /-• 11 2 - V / 3 " 
5 5 a. 5" 4 1 8 - 5 / £ " 2 - 7 / 8 " 
5 _J7 . 0 ' 4-1 8 - P 5 / 1 6 " 2 - 5 / 8 " 
L L P . O ' 4 1 3 - . / 1 5 " 2 - 3 / 8 " 
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:hi.o» 4' 8-5/8" 2-3/e" 
270.5' 4 ' 8-5/6" 2-5/4" 
2b. .0' 4' 8-15/13" 2-5/8" 
255.5' 4' 8-3/4" 2-11/16" 
22J.0' 4' 8-3/4" 2-5/8" 
200.3' 4' 8-5/8" 2-11/16" 
121.0' 4' 8-1/2" 2-11/16" 
161.5' 4' 8-1/2" 2-7/8" 
142.0' 4' 8-1/2" 2-5/8" 
122.5' 41 8-0/16" 

a-o/ie" 
2-5/8" 

103.0' 4' 
8-0/16" 
a-o/ie" 2-11/16" 

o5.5» 4' 8-1/2" 2-5/4" 
64. Li' 4fc ' 8-13/16" 2-1/2" 
A R ' 
-L -X. . \J 

41 c-O/16" 2-1/8" 
25 . 0' 4 t 8-13/15" 2" 

The "u n. rel • vat ion at tae point of derailment vas 1-5/8 inches 
and the cirv;, cure wa s appro;aina coly I°04'. 

Super /inor Smith states that he arrived at che scone about 
1 hoar after tae ach'.ent occurred. The marks of derailment 
which he ooseiVrri c or responded with those described by Engineer 
Johnson. It was his opinion that one pair of driving wheels be­
came d en-ilea, then during each revolution these driving wheels 
kin^eci the _ail3. He had deserved rails kinked in the same man­
ner by cn_ir es which had lost a counterbalance* 

hot aria seer iietcalfe str ted that he arrived. 1- t tne scene of 
the accident at 5:30 p. m. He corroborated tne statement of 
Engircer Johnson, concerning the niarKs of derailment. In his 
opinr on the ermine continued to follow the curve of che track be 
cauae onlp one pair of wheel? was derailed at the firsc mark of 
derailment. Since the rails were ringed at intervals thick cor-
ros-pona v 1 th the circumference ef thre driving wheels of the 
en cmc- involved, and since the outside face of the rinht No. 1 
Iriving-wheol tire was scraped free of paint, it was his opinion 
chart chx ho. 1 pair of driving wheels were the first to become 
derailed. On January 23 n̂c 25, It 41, he had ridden over the 
tnr ca involved on passenger trains which were moving aocut 60 
miles per houi and there wan no noticeable irregularity in aline 
meet or serf, ce of the track. Based on the A. R. E. A. calcula­
tions, v.itn i n 84-inch center of gravity, the comfortable speed 
on the carve involved is 66 miles per hour, the msilmum safe 
speed is 90 miles per hour ana tne overturning speed is 130 mile 
per hoar. 



-- - ; i Alib ight stated Pint lie m.bPecti. d engine .PPa-'l "before 
--'--- d^ - -r/ue from Meridian on Seventh 41. Durlrg lais inspection 

'g ,_ 's "ioia^d by a 3-cell flashlight, which was sup pi led witl 
"or . J ' d a P t each day. The left trailer-truck spring was in N O R -
-1 si J X O I I ani he had no reason to believe any leaves acre 

• - I — his opinion the en,-,inc was in suitaole condition for 
o ̂  I' . a c • 

Ilcchiuist Edwards sti'.od 'gr.t lie V G S present when engine 
3941 *iie rat s.il'a. "Then tic. front end of the a a,-ire 1 ra s suspended 
ey tP.. I a.Pnna I^/rich r±e obcg«ccl tnat th.; R C - J . r portion of the 
I-ft I R ^ i h -"-tauec spring seg^d downward.. Tin; spring' wa s in 
tJP c, Pu ' -r-.s so oov.aea;d with • ,ti tra t he \;i s urn blc to detect 
m y P'eP- J J A T ; H O R A G R , hen J . A C U . . , M E war. te-aee. toward 
S t a t b^alPj tr. ; ii .A j ,a .-C fell out of Pie band of the spring. A 
nurbe: c *' tcves f ircPescd. eld . R R G ; s and thu, remainder v,ere 
Prech^y I ohos. 

1 P v l Foreman of Eng, ones Sims st-ted tP'-t in several 
ine:.r ccs a^ had been on a 2-0-p. type engine rounding a. curve 
"Pen aitgaer r tra llor-fr ci; sprirg or a, spring hanger broke. 
Pas-o 1 on his e. aitc: wner a tig il er-track spring breaks, the 
t a r c of u.c en- ine rkoos gePterg y a distarce of 2 or 3 
mere". if the rear part of an engine crops sufficiently to per­
mit g ^ top igir of tne fr:,me to rest on the rear driving-wheel 
bcoes, the weighc of the engine is momentarily she f ted and the 
Trent end is reisou sufficiently tc permit the derail tent of one 
or rare wheels. 

rlaster Mechanic Prayer stated that he mspcccec. engine C 9 4 1 
a t ~ e ceene of che accident •-nd he observed that the outside 
Pace >f eaea right driving "heel \r s badly scarred. In lis 
ocenun the front pair of driving wheels wars oerailed ror.e die-
te-ut before the remainder of the train became derailed.. When 
the engine -as luted, tie left erailer-truck sprm^ eppesred. to 
bo m ate, normal porition; however, when the engine was rerailed 
tne soring collapsed. his examination of this spring dasclosed 
tact ii the leaves were broiaen '-.nd the breaks in leaves hos. 1, 
c, >:, ^, --nd 3, numbered from bottom to. top, were old defects. 
I a a ;;ng in leaves hoc. 3, 5, 6, C, 9, and. 1 0 parsed through 
the pu.e.aed. nibs. Examine tion of the spring ben I disclosed a 
ciaen, in tne J a aide comer at tne top, about 1 Inch iou^, but 
tlx'- r a P r t a " of the- band was tight end apparently had leld the 
It: v.. i --.itrrhy M tl r-ir proper positions. pPe sate tart if a 
tr-: 1 e"-4"rucn spring on the left '-ice ••'ere- to break wh.ilc the 
engine 1 r remain: r curve to tne rihr.o, It is pro 103blc that a 
moment gyy shifting of the spring-oorre load of the engine would 
be sufficient to lift -nd to swing the front of the cue m e to 
the cxtint the t one er core wlecls could pass over tne tep of the 

http://wh.il


- 12 

rail, provided a bouncing action was In progress in the driving 
bo-vc The bach-to-back measurement of all Pairs of wheels of 
the or. ine and the tender disclosed the maximum distance to be 
o5-0/8 inches; the minimum spacing was 53-l/S inches. All 
flanges -/ere of good contour and the height was within the pre-
sen" co limits. Measurements of the tires, wheels, and lateral 
motion " c n as follows: 

Tread wear 
Wheel L: itercl Left Right 

Engine trock 3/2" 2 / ^ 2 " S /32" 
Eo. 1 driving 3/8" 5/32" 2/32" 
Tio. 2 driving ]/2" 3/ 7 ,2" 4 /32" 
I\fo. 3 driving 5/16" 4/7>2" 4 / 3 2 " 
No. 4 0riving 5/S" 3/32" 4 /32" 
Tra: iler brack 3/2" 6/32" 6/32" 

Tire thickness Diameter 
Left Right Left Right 

1-5/S" 1-5/S" 31-1/4" 31-1/4" 
2 -5 /2" 2 - 5 / 2 " 55-5/16" 55-7/32" 
2-5/3" 2-5/8" 55-9/32" 55-5/16" 
2-5/8" 2 - 5 / 3 " 55-1/4" 55-5/16" 
2 -5 /2" 2 - 5 / 2 " 55-9/32" 55-5/16" 
1-3/4" 1-3/4" 37-3/8" 37-3 /2" 

The average circumference of the ariving-wheel tires was 14 feet 
6-0/0 inches. Spread of tender side-bearings "as as follows: 
Front truck, 56 inches; reel truck, 48 inches. The siae-bearing 
clear' nco "as within the prescribed limits. 

Superintendent Mobley arrived at the scene of the accident 
at 1:45 p. m., inspected the track northward from the point of 
deiailment, and found no indication of any dragging equipment. 
Ke corroborated the statement of Engineer Johnson conceining the 
•n.rjous narks of derailment. Examination of engine 6041 dis­
closed tnat tno outride face of tho right I'!o. 1 driving wheel 
"a: baulky scarred and the aluminum paint on the outf. ide of the 
tire WES completely obliterated. The outside faces of tires of 
the r 1; h c hoc. 2 ana 5 driving wheels were sligntly scarred, 
ac-ich condition indicated to him that the front driving wheels 
"ore trn- first to be deraileu.. He examined the left trailer-
truck spring after it wu.s removed 1 rd found it to be in the con­
dition accented by Master mechanic hreyer. 

Engineer of Tests Bryant stated, that he examined, the left 
to- iler-truck spring after it was removed from engine 6541. The 
breaks in le: ves Nor. 1, 2, 6, 7, and. 9, numbering from bottom 
to top of the spring, -were old breaks. Of the five leaves, only 
cwo "ore broken through the punched nibs. The breaks m the 
rem:.inner of the leaves were new and were through the punched a 
niis. All trie breaks occurring in the leaves were concealed ™ 
within the band. Leaf No. 2 disclosed a distinct impression of 
the break in leaf No. 1, which condition indicated chat the 
brc.k had existed during a considerable period of time. There 
"as a crack about 2 inches long inside the spring band and. along 
the upper inside coiner. This crack was visible on the outside 



- 15 -

surf • e a" out inch ana ras Portly an old creak. There was 
• I R . c e .• ' kt ration on tn c top of th e ba ni at thu veiling 

J a I- 1 • A' 1 / J L. . N R OK -n lea V F B ;ere refitt ea h o o or or ye d that 
T> 

"" -1 P ? .1 's;, tl y U F L F C I I kola in their pr oper position by the 

ice r h..rg tn d La fu~nj tired by the carrier, the total weight 
oi c" ire -.;<-! 'p e 13'. ,-±03 oounae, ' nick v a s tistnbuted as 
fol"'o- p; In: ine true.!;, 23,500 oourd.s; ho. I pair of driving 
"hdeie, 30,'500 pounds; No. 2 pair of driving -.heels, 40,600 
pounds; ho. 3 pair of arivmg "knols, 36, r ;00 pounds; ho. 4 pair 
of d i i t-m L, • h.e -1 ., 45,200 pour.ws; and the tih ilir.g-tru.ck, 20,700 
peunns. Th_ Ijngic ima-l enter of .g->a\<ity w s 23.2 inches in 
front of che? ho. 3 p. ir of arm ̂ i.n. '..needs. The spring eoualiza-
ticn :,y:to!i ' ?s - "r n; eP m t\ o jjf . ts. The front Part consisted 
of t"'e v.rgine-truok j.nu tne he, 1 a m -To• 2 o u r s oi driving 
wheel •; the rih-.r mart oe; rd ;lcd of the he. 3 an' ho. 4 pairs of 
driving \ he sis and tin. tr- iler- truok. The center of moment of 
the f ont equalising unit wan at a point 97.4 inches ahead of the 
longitudinal center cf gravity and tne center of moment of the 
rear unit was 'I ii.ciu s back of the longitud inal center of 
gr:vity. The total su asp ended, l ^ a d on bt th spring units was 
15 9,400 pounds; 77,600 pounds were supper-ted by t-io front spring 
system R H U 31,500 pounds by the rear spring system. The length 
of the rigid driving-wheel-base va3 15 feet, tne length of the 
total wheel-base "was 33 feet 6 inches, and tho tocal length of 
the on; ire ind tender 'Was 77 reet 1 inch. Tne tender was rec-
tijgvler in shaPo- and had two four--'heel trucks; its capacity \;as 
7,300 gallons of water and 14 tons of coal. The gross weight of 
t.i' 'tenner yr s 154,000 pounds. This engine received Class 3 
rin' trs July 26, 1935, and Class 5 repairs Jura. 21, 1937. Since 
tn.u n-st Class 3 repairs were made the total wilea.o c)vered by 
o-i. ,n :ine vac 66,104 miles. The trailer-truck involved was 
a. c^e—i.eel dodges type. The equalizers bct-'oen the rear driving-
'1 . 0 . .I si'iiu0 system and the trailer-truck sprirgs were supported 
on tie eats lie of doe trm i ler- truck frame. The front ends of the 
trc i] c tr u O K . sprm rgs were connected to the rear ends of the 
leJl(. inn. iual eauaii-ors oy dangers. Tho rear encis of the springs 
w..mo con: ected to the f̂ '-me by hangers. The spring involved was 
sc. .i-el • Iptie, had. 10 leaves e-.mbei ocl uri'iid, and. ma.s seated on 
ti.e journal mom. The lories va re 5 inches wide, l/f, loch thick, 

i snrtest anc longest leaves were, respectively, 13 inches 
ar.r 5 5 inches in le: gth. 

Observations of the Commission's Inspectors 

The Commission's inspectors examined the track from the 
point of derailment northward about l/2 mile; there was no indi-
cmcicn of (ira. g ing equipment or defoctive track -'Inch could have 
C I L seel uhe derailment. The engine was examined at meridian Shop 
p m t.-crn wa.s no condition of the wheels which, could have contrl-
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brted to the cause of the accident. The Paint v/as scraped from 
the outsiue face of the right No. 1 driving-wheel tire. The 
aour tor balance "as scored t nd cut its entire lenath on the'top 
outsi re corner. The ri bht ho. 2 tire v/as silently manned but the^» 
counterbalance ra s trottered near its front end. Thre right ho. 3 
tire v;as unmaaked but the counterbalance ran badly battered near 
its front end; however, the outer edge of this counterbalance ex-
tenets to she urn of the, rheel-center. The ho. 4- pair of wheels 
was practically unmasKed. The inside faces of the left Nos. 1, 
2, and 3 driving "heels tore mailed continuously art heights cor­
responding to the tops of e.ngle orr.j *<no ingle-oai bolts. All 
urivmg-box shoes and we a-, es were well lubricated, and there was 
no indication that they had been sticking. The era fing castings 
between the engine and trie terder -re-re well lubricated. Trie 
transverse and tae longitudinal splash pl c tes of the tender v/ere 
in place and securely fastwi.e-d. The left trail er- truck spring 
was found, to be as described by the master mechanic. 

Di scussion 

According to the evidence, Seventh 41 was moving at a speed 
of 40 oi* 45 miles per hour on the leaving spiral of a curve to 
the right and the engine hao reached a point where the curvature 
we s 1°04 1 'hid the superelevation w s 1-5/3 inches when the left 
rear corner of the en> m e dropped suddenly. Tne engine thrust 
heavily to che left at the front end, moved a bis^nce of 1,204 
feet and over turned, on its left side. 

After che- occurrence of the accident the tr^ck was examined 
northward ,. c istance of 1,741 ieet and there "as no indication 
or cip.g.ing equipment. The speed of the tra in teas !o"er than 
eouiliorma speed, for the curve involved. Throughout a distance 
of 022 feet immediately north, of the point of derailment the gage 
varied between 4 feet 8-1/4 inches ana 4 feet 9 inches, and the 
gi c.; test variation in superelevation between two adjacent stations 
at points 022 fc^t ar.u 902.5 fec-t north of the point oC derailment 
•is o/8 inch. At a point 134.5 feet north of the leaving end of 
the south spiral, three adjacent tieplates unc er the- east rail 
'ere shifted, eastward 0.01 xoot end at this point s flange had 
scored W e Inside surface of the read of the east ra.il, then 
mounted the top of the head and, within a distance of 21.5 feet, 
crosreu aia-onally to a point "here the fl wige dropped to the 
outside portion of the base of the rail and ..rale the first mark 
of derailment. Southward, from the first maiok of derailment, fM) 
maiks on the- track structure end on the N.o. I p-orr of driving 
wheels indicated conclusively that the No. 1 p-_.n of driving 
"heels v/ere the h u n t wheels to become derailed. . ru they were de­
railed throughout a distance of more then 500 feet before other 
"heels became derailed. This pair of driving "he^ls linked the 
rails sufficiently to cause other wheels to beco1 c derailed. 
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After ir.c accident occur* ed, ell leaves of the spring on the 
left il. of the trailer truer, w ,rc found cachei in the band. 
Five Itcvcs 1 ere ne\.ly broken and oh;, remolding fi^e loaves vrere 
found to h^ve Leon brolnn for a considerable tine. Tne band was 
f ""'ao eer ed in the upper inside corner; the indicauions vrere tiiat 
it dad bee n broken foi* some time. The engine haei been inspected 
ouj y a few noeirs before tho derailment occurred, "tit at that 
ci'i: th> spring die not appeal to be defective. Apparertly this 
a 'ring bro.ee at the instant the erginenon felt the left rear cor­
nea, of the engine drop. This action undoubtedly caused weight to 
be shifted from the froi t end. of the engine to tho rear end and 
resulted,, in the flange of the left ho. 1 driving 'heel being 
raised vertically and forced laterally to the left sufficiently 
for the flange to clitb to the top surface of the head of the 
l'-ft rail. IrreguJair g'. _ e woulc cause the engine to pivot 
L , er;. Ily, -.Inch action would increase the lateral force. Irreg­
ular' surface of the track would cause the engine to roll later­
ally and. to pitch longite dnnally, "hich actions "ould in some 
d. - , I ̂ e cause the engine wheels to be raised. 

Rules end. Instructions of tne Interstate Commerce Commission 
for Testing of Boilers ; red. /ip^ur ten.arces prescrioe 1 ha t a spring 
having a top j e ; d, or two ior-ves m the top h^lf, or any three 
lo ves in T N E spring hroj.cn, shall be remove! or repaired. Con­
sidering T N . old breaks only, t^e spring involved, did not meet 
too rui es ar, d Instructions of the Commission because trier c were 
fi'VE- 1 i \ o S throughout the spring broken and there vrere three 
l ^ R ' T - s en tho top he If broken. The defective condition of tho 
spring was concealed, from detection, in ordinary inspection, by 
T N E bard. 

C au s e 

It is found that this accident was ceased by eriving wheels 
becoming derailed as the result of tho failure of o trailer-truck 
spring. 

Dated " T V.Ta suing ton, D. C , this first 
da; of April, 1941. 

By the Commission, Commissioner Patterson* 

W. P. BARTEL, 

(SEAL) Seero tary. 
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