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INTERSTATE COMMERCE COLE'ITSSIOT 

REPORT OF THE DIRECTOR OF THE BUREAU OF SAFETY IN RE 
INVESTIGATION OF AN ACCIDENT THICK OCCURRED ON THE 
BLUE RIDGE RAILWAY AT ANDERSON, S .C ., SEPTE.IBEH 1, 1926. 

September 30, 1926. 

To tne Commissi or.: 
On September 1, 1936, there was a derailment 

of a passenger tram on tne Blue Ridge Railway at Anderson, 
S.C., which resulted m tne death of one employee and the 
injury of one employee. 

Location and Method of Oparation 
This railway extends between genton and Val

halla, S.C., a distance of 44«2 jiiles, and is a single-
track line over "hich trams are operated by ti~>e-table 
and tram orders, no block-signal systen being in use. 
The accident occurred at the vjest w/e-track swi tch, lo
cated 1,670 feet west of the station at Anderson, approach
ing this point from the west tne track is tangent for a 
distance of more than one-half mile, extending to and 
beyond the point of accident. Beginning at uile oost 11, 
3237.4 feet west of the point of accident, tne gra.de is 
slightly undulating for a distance of 3687.4 feet, from 
which point it is practically level to the point of 
accident. 

The switch involved m this accident is a 
facing-point switch for eastbound trains and leads off 
to the north or left through a No. 6 turnout. The switch 
stand, whicn ie of the low New Century type, is located 
on the left or fireman's side of an eastcound tram, no 
target or switcn lamp is used to indicate the position 
of the switch, nor was the switch stand equipped with a 
lock. 

The m a m traiCk m the vicinity of t n e point of 
accident is laid witn 60-pound rails, 30 feet m length, 
with about 18 ties t o the rail-length, ballasted -itn 
cinders. The track 1 3 maintained m fairly g o o d condition. 

It was daylight and the "leather rae clear at 
the time of the accident, which occurred at ^boot 5.67 a.m. 
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Descnption 
Eastbound passenger train, ITo. 18 consisted 

of one combination mail and express car, one combination 
baggage and\passenger car, one cos.ui, and one Pullman 
sleeping car, hauled by engine 1002, end was m cn?.rge 
of Conductor Fredericks and Engineman Coleman. It left 
Seneca., 24.3 miles west of Anderson, at 5.10 a.m., 25 
minutes late, and was derailed at the west switch of the 
wye track at Anderson while traveling at a speed esti
mated to have been between 12 and 14 miles an hour. 

Engine 1003 was derailed to the left and 
overturned, coming to rest at a point 173 feet beyond, 
the switch; the tender was also derailed and overturned, 
while the first car and the forward truck of the second 
car were derailed. The employee killed was tne fireman. 

Summary of evidence 
The equipment composing tram No. 18 had been 

turned over to the Blue Ridge Railway at Belt on by the 
Southern Railway on August 31 and nad been operated from 
that point to Seneca, its turn-around point, as west
bound tram No. 17, m charge of the same employees as 
were m charge of tram No. 18 at the time of the acci
dent, Examination of the switch, which was a facing-
pomt switch for tram No. 18, indicated the probability 
that- it had been damaged on account of Having been run 
through by a westbound train; the last westbound train 
to pass was tr?m No. 17. Engmeman Coleman stated, 
however, that when passing over tnis switch on tram 
No„ 17 he did not notice anytu in g ttnusu?l * When making 
the return trip on tradn No. 18 he reduced the speed of 
his tram to about 15 miles an hour when approaching 
Anderson, following which he further reduced the speed 
to about 4 miles an hour while passing over a street-
crossing at a point approximately 3,300 feet west of the 
point of accident; ne then worked a little steam,, after 
which the tram was allowed to drift towards the station 
at a speed of about 12 miles an hour* Upon reaching a 
point about 300 feet west of the point of accident he 
made a slight air-brake application for the purpose of 
reducing speed for another street crossing anol then stood 
up for the purpose of putting on tne injector* When 
about 90 or 95 feet from the switch he noticed that the 
left switch point did not fit up to the stack rail and 
immediately pl?ced the brake^valve handle m the emergency 
position* The engine passed over the switch^ D n the m a m 
tracks but on looking back he saw the re?r of the tender 
start to turn over wid it was about at this time that 
the engine became derailed* 
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Gonduetor Fredericks was unaware of anything 
wrong until the emergency application of the air brakes 
was made and the tram was brought to a stop* Shortly 
afterwards he inspected the equipment m d found nothing 
that would have contributed to the cause of the accident. 
He threw the switch for the m a m track and found the 
points fitted properly, although the switch latched 
rather hardj he did not notice how the points fitted rhen 
the switch was opeht He further stated that the special 
rules governing the Speed of trains within city limits 
were complied with and estimated the speed of his tram 
at the t m e of the accident at about 12 or 14 miles an 
hour. 

Baggageman Lynch stated that about an hour 
after the derailment occurred he examined the switch 
and found that the left switch point did not fit properly 
for the wye track. He estimated the speed of the tram 
at the time of the accident at 12 to 15 miles an hour. 
The statements of Flagman Mathews added nothing of im
portance. 

Section Foreman Drennan stated th->t he arrived 
at the scene of tbe accident about 15 uinbjfcosafter it 
occurred end immediately examined the switch. He found 
the switch set for the wye track ond latched, witn a car 
truck standing on the points, which fitted tightly a.t 
that tine. After the truck was moved from the oomts, 
however, he noticed the switch was partly open, due to 
a bridle bar having been bent, which narrowed the gauge. 
He did not think this condition necessarily indicated 
that the switch had been run through prior to the acci
dent. He further stated that it i s not the practice 
to lock the switches, except m the case of three switches 
located m the yard,and that frequently he finds _ aim-
track switches set for side tracks. 

Headmaster Sutphen stated when he arrived at 
the point of accident a few nmutes after it occurred he 
immediately examined the track and found it badly da imaged 
beyond the frog, but from the switch points to the frog 
it was only slightly damaged. He found the switch com
pletely thrown and latched for the wye track, but when 
set for the m a m track the left point renamed partly 
open. He thought of the possibility of west-bound train 
No. 17 having run through the switch, but m this event 
the points would have been scarred and damaged and he 
found no evidence of anything of this kind. Roaclm~ster 
Sutphen stated, however, that it ,was possible for a tr?*in 
to run through a switch, with the lever unlatched, and 
produce the same condition as existed when the derailment 
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occurred. He further stated tint m his opinion the 
switch had been tampered with prior to the arrival of 
tram Ko - 18 and left m » partly-openec position.. 
The sxatsmeixts of Supeiintendent Arccar, who was also 
at\the scene of accident shortly after it occurred, 
practically corroborated those made by Roadriaster 
Subphen. 

Inspection made of the equipment of trrm 
ITo. 18 subsequent to the accident failed to disclose 
anything that might have caused or contributed to the 
derailment. Inspection cf the switch showed that the 
bridle bar, thich T ? S secured to m e nomts 12^ mete s 
from their tip ends, extending under the left rail to 
its ]omt m f h tne connecting rod, was bent downward 
rbcut 2 inches on tna inpme of the left rail, and was 
mso bent about 2 ir^nee out of line, there vere no 
narks on it to moie ne tn-̂ n it nad been struck violently 
by any foreign ob:ecx„ 

Ccncluricin 
This accident was caused by the damaged con

dition of a switch which had probably been run through 
by another tram. 

"While the evidence is not clear as to the 
cause of the damaged condition of the switch, it is 
believed that it had been run through by tram Uo. 17 
on its westbound trip. There was no damage to the 
switch pomls, but the bridle bar had been bent m such 
a way as to permit the switch to stand partly open 
when set for the m a m track. 

The testimony of the crev? of this train indi
cated that the air brakes were tested and had functioned 
properly prior to the accident. Engmeman Coleman testi
fied that he made a service application of the brakes 
when about 200 feet west of the point of accident a.nd an 
emergency application when about 90 feet from the switch; 
the distance the tram trrve"led, however, indicated that 
it was moving much faster tnan 12 or 14 miles an hour at 
the time the brakes were first applied. 

The testimny chew that only three of the 
switches m Anderson ---re n^ot locked, tnpt the tracks 
are used as public tnoroumi =rcc, and tnat on many occa
sions the mam-track suiter, es "re found changed foi the 
side tracks; it fuitncr appears fn-t 311 of tho switch 
stands 'mre of the low type with neitner targets nor lamps 
to nai* their positions. This is a very unsafe condition 
for the operation of trams, and is one vhich snould be 
remedied witn tne least possible delay. Had the switch 
involved m this accident been equipped with a lock, this 
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IT. P. BORLAND, 
Director. 

accident probably would not have occurred* 
The employees involved were experienced ncn 

and none of thai had been on duty in violation of any 
of the provisions of the nours of service l-^u. 

Respectfully submitted, 


